


“Backbone of Mass Transportation” 


“Nothing thus far developed in the field of 
transportation belies the fact that American 
railroads are the backbone of mass transpor- 
tation. The importance of keeping them in a 


sound, efficient condition has been amply 
proved in this war. 


Hartford, Conn., “COURANT” 
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CAPTURE OF BUTTE, MONTANA 
AND 25 SQUARE MILES AROUND 
~ THE CITY BY AXIS FORCES, IN 1941, 
MIGHT HAVE CRIPPLED U.S. WAR 

PRODUCTION. FACTOR FICTION? 
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SOFT-DRINK SHORTAGE maxes axis 


WAR LORDS COVET MONTANA'S PHOSPHATE 


ROCK DEPOSITS. FACT OR FICTION 7 


MONTANA ARE USED AS TRADE 
GOODS, IN THE ARMYS DEALINGS 
WITH SOUTH PACIFIC TRIBES. 
FACT OR FICTION? 


EXTRA WIDE RIGHT- 
OF-WAY GAVE NORTHERN 


PACIFIC ITS NICKNAME MAIN 
STREET OF THE NORTHWEST:" 


FACT OR FICTION? 





Fact. At war’s outbreak, mines in Butte 
and vicinity worked a miracle of manganese 
production, using “pink ore’’—a former 
waste material . . . and this manganese has 
been a mainstay of America’s armament in- 
dustries. Montana ships much of its price- 
less minerals via Northern Pacific Railway. 


Fact. Dredges can dig passages ahead, 
fill them up behind, thus pull their ponds 
with them. Northern Pacific has carried 
huge fortunes in gold from Montana mines. 


Fiction. As jewel-bearings in precision 
apparatus such as bomb-sights, sapphires 
have priceless value. N. P. carries Montana’s 
sapphires to war plants. 
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Fiction. Not for soft drinks, but for making 
steels, medicines, explosives, the Axis greed: 
ily covets America’s phosphate rock. Phos- 
phorites from Montana-Wyoming-Idaho 
reserves (by far the world’s largest) are 
hauled in quantity by N. P. 

Fiction. This famous slogan means thal 
Northern Pacific links the largest number of 


important population centers in the North 
west states. 


FREE..LOTS OF FUN.. 


Send for the FACT OR FICTION booklet— 4! 
pages, illustrated. Address Northern Pacifc 
Railway, Room 913, St. Paul 1, Minnesot) 
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To Finish the Job--- 


_..all these uniforms must be filled 
by MEN... railroaders on the home 
front march proudly to their post 
every day, so there may be no 
halt in the steady movement of our 


fighting men on the hard road to 
Berlin and Tokyo. 


F. C. HOGUE 


General Traffic Manager 
Denver & Rio Grande Western Railroad 
Rio Grande Bidg., Denver, Colo. 
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Post-War Transportation and Rates 


War always is a stimulus to the mechanical arts. 

The reasons for that are not far to seek. A nation 
engaged in a life and death struggle is, perforce, a 
nation in which individual rivalries are forgotten under 
the stress of self-preservation. Research reaches new 
heights because those engaged in it work cooperatively 
to attain the desired goals; and in war, expense is no 
factor. That is why, despite the cloak of military 
secrecy that covers much already accomplished, we 
know now that many things that will make our lives 
safer, more interesting, and more useful will be avail- 
able to us when this war is over. The list, as we know 
it now, is already long. There are new and potent drugs, 
such as penicillin and added sulpha derivatives now in 
limited use among civilians; there is a potent insecti- 
cide that will make the mosquito and other pests as 
unknown to the next generation as some of the things 
that harassed our fathers are to this; there are many 
new plastics with many new uses; there are promises 
that advances in electronics and radio will be ready 
to perform new miracles of automatic operation and 
communication for us. 

In the field of transportation, war research has 
also brought into being many things that promise to 


transform the mechanical operations of moving goods 
and people. The most spectacular of these are in the 
field of air transportation, where the progress attained 
in five years of war is such that it would probably have 
taken five decades to attain in an era of peace. 

Less well known, perhaps, are mechanical ad- 
vances in land transportation. Because the production 
of motor vehicles has been almost entirely for war 
purposes, not much is known as to what the post-war 
truck and bus will look like and what their perform- 
ance will be, although the public has become familiar 
with futuristic sketches of streamlined highway vehicles 
that promise to make even the highway freight carrier 
a thing of esthetic joy. Automotive manufacturers 
warn against expecting too radical changes in freight 
and passenger motor vehicles immediately after the 
war because, they say, initial civilian production will 
have to be accomplished with the tools they were using 
before their factories were turned to war production. 
There are those, however, who insist that the manu- 
facturers of automobiles are reluctant to talk about 
what their post-war product is going to be, because 
they themselves are by no means certain as to what 
the automobile engine is to be. There are, it is said, 





OUR PLATFORM™ 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 


Every effort by transportation agencies not only to ex- 
band their facilities to meet the present emergency demands, 
but to make their present facilities go as far as possible. Co- 
‘Operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 
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not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Standardization of state regulations as to weights and 
dimensions of motor transport units. u 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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But delivering bread faster ... and fresher... re 
isn’t the only job these Fruehaufs do... for, on the — too fai 
return trips, they also haul incoming materials to the : eee other 
bakeries. Gordon maintains its own milk processing fallen 
stations at LaGrange, Ind., and Salamanca, N. Y.... : | Breduce 
and from these points the Trailers come into the ' : 
plants with full loads of milk. 
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entirely new types of automotive power plants on the 
test blocks in the laboratories now that may well 
revolutionize highway transportation. 


As to the railroads, the shipper and traveler have 
been too engrossed in wonderment at what they have 
peen able to accomplish in the carrying of the war 
traffic load to pay much attention to the modifica- 
tions of operations that have, in no small measure, 
made the accomplishment possible. The whole art of 
train dispatching, for instance, is rapidly undergoing 
a revolution through the installation of so-called cen- 
tralized traffic control, a mechanical system that has, 
in many instances, increased the traffic capacity of 
single-line track by as much as seventy per cent. The 
use of radio in train operation is emerging from the 
experimental stage and will, no doubt, before many 
years, largely displace the ancient and clumsy method 
of handling train orders that has been a more-or-less 
uncertain factor in operation almost since the begin- 
ning of rail transportation. The need for utmost effi- 
ciency and top capacity in wartime railroading has 
also motivated much individual construction and en- 
largement in yards and other facilities and has taught 
railroad operating men new techniques that will re- 
main to speed schedules and economize operation in 
the days to come. 


On the traffic side, every shipper knows what has 
been accomplished to make transportation more effi- 
cient and more economical. Shippers have learned 
things about heavier loading heretofore considered 
too far from possibility even to attempt. In these and 
other things, the added expense and work has usually 
fallen on the shipper while most of the advantage in 
reduced transportation cost has been the share of 
the railroads. No one raises any objection to that so 
long as it all is a vital part of the whole war effort. 
But it is proper to say that the time has now arrived 
when the shipper may well ask what there is going 
to be in it for him if these things are retained after 
peace comes—as they undoubtedly will be retained. 
The recent move set afoot by the eastern rail- 
roads to look into the fairness and practicability of 
making rate concessions in return for loading heavier 
than the traditional carload minimums is a step in the 
right direction. Opening hearings on the subject were 
to be held in Chicago next week, but were called off 
at the request of the Office of Defense Transportation 
because of the press of passenger transportation. We 
hope that they will be reset as soon as feasible, be- 
Cause this is a move that ought not to wait until 
peace comes. The matter should be settled so that the 
advantages of heavier loadings may continue without 
Interruption when hostilities cease, with the shippers 
getting some share in the resulting savings. The agree- 
ments ought to be reached and the tariffs made ready 
or publication to become effective at least on that 
oft-mentioned day “six months after the duration.” 


_We do not think anyone will quarrel over the 
Validity of the principle that loadings measurably 
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above the existing tariff minimums ought to carry 
with them some reductions in rates. That does not 
mean that there is nothing left to discuss. A bulletin 
recently issued by the traffic council of the Chicago 
Association of Commerce calls attention to some fac- 
tors that need to be ironed out before the principle is 
applied generally. 

There is, for instance, the question of what would 
be a fair level of rate reduction to accord to the shipper 
in return for his heavier loading. The eastern rail- 
roads’ proposal was for a reduction of ten per cent on 
the commodities mentioned for specified increases in 
minimums. Probably the ten per cent was included in 
the proposal merely as a point of departure. It may be 
that the reduction ought to be more, maybe less; and 
it may be that it ought to vary with the commodity. 
Then there is the question as to whether the rate dif- 
ferentials ought to be confined to two to match two 
minimum weights, or whether the system should be 
set up for a multiplicity of minimums on each com- 
modity. After all, the theory on which minimum 
weights and commodity rates were set up in the first 
place was that it cost less a ton or a hundred pounds 
to move’a large quantity than a smaller quantity in 
a single shipment. It is possible that something similar 
to the quantity rating once fairly common in highway 
transportation may be justified. Those, generally, were 
made on quantities less than a full truckload; but the 
analogy still holds good, because, where there are 
two or more carload minimums, obviously each one 
lower than the highest represents, in effect, a less- 
carload quantity shipment. We do not attempt to sug- 
gest that any one of these things be adopted. We say 
merely that they are proper subjects for discussion 
and negotiation and that it is none too soon to begin 
the discussions. 

The eastern railroads’ proposal, however, does 
contain one restriction we do not think justified. It 
is proposed to accord the reduction in rate under the 
higher minimum only when a single transit is used, 
regrdless of how many transits are allowed under the 
existing rate and minimum. To impose such a restric- 
tion would, in essence, not be granting a reduction at 
all, in many cases, because it would merely be com- 
pelling the shipper to trade his present transit advan- 
tages for the rate reduction. If it is the view of the 
eastern railroads that some reduction—ten per cent, 
more or less—is earned by the heavier loading, then 
it does not appear that the shipper should be asked to 
earn the reduction again by foregoing transits that 
may at present be an essential part of his way of 
doing business. 


Roosevelt Antics 


The latest example of appropriation by members 
of the Roosevelt family of privileges denied to the 
common people is the holding for an hour and seven 
minutes at Chicago of a crack streamlined transcon- 
tinental train destined for the Pacific coast, for Colonel 
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“Jimmy” Roosevelt and his wife who were returning 
to Los Angeles after attending the inaugural ceremonies 
in Washington and whose train from the east was late. 
It is true that Jimmy asked that the train be held and 
that he, in a sense, was merely using what every 
American knows as “pull”? and exerts when he can for 
his own advantage, but it is also true that, if he had 
any sense of the proprieties, the lack of which he shares 
with other members of his family, he would have re- 
frained from asking a favor for the son of the Pres- 
ident. Nevertheless, he did ask and received a favor 
that resulted in the annoyance of three hundred de- 
layed passengers, at least some of whom had business 
more pressing than that of the Roosevelt colonel. 


But, when all is said and done, where does the 
responsibility for what was done lie? Obviously, with 
the railroad people who granted the request, and it ill 
becomes those who kow-tow to the American royal 
family to criticize the members of that family for de- 
manding the favors they know they will get from a 
servile public. 


A self-respecting railroad or railroad officer would 
have refused to hold the train for “Jimmy.” Fear of 
reprisals is the only possible reason for not refusing. 
It is a fear that has led many into acts of ‘‘cooperation”’ 
and complacency of which they should be ashamed. 
The son of the President is no better and no more 
important than any other citizen and the sooner the 
befuddled public gets that idea into its head the sooner 
we shall return to that much talked about and little 
understood “democratic way of life.” 


We are tired of Eleanor’s gallivanting over the 
world with accommodations that should be put to bet- 
ter use and of a White House dog traveling on an air 
priority. It may be said, of coufse, that the antics of 
Eleanor and the dog have been permitted by govern- 
ment authorities over whom the public has no control, 
but there is no reason why private individuals, like 
railroad men, should add their servility to the situation. 


Merchant Ship Supply Status 


An estimate that about 4,640 government-owned merchant 
vessels will be available for sale for private operation when 
the war is over is contained in a memorandum sent by Chair- 
man Land, of the Maritime Commission, to Chairman Bland, 
of the House merchant marine committee, setting forth an- 
swers to 14 questions relating to the Bland ship disposal bill, 
H. R. 1425 (see Traffic World, Jan. 20, p. 176). 


The Maritime Commission chairman said the estimate of 
the number of government-owned ships that would be offered 
for sale after the war was based on vessels completed and on 
construction programs now under way. He said the aggregate 
would consist of 2,545 Liberty-type dry-cargo ships, 515 Vic- 
tory-type dry-cargo ships, 613 C-type passenger-and-cargo and 
dry-cargo ships, 231 coastal dry-cargo ships, 27 refrigerated 
cargo ships, 504 high-speed tankers, 62 Liberty-type tankers 
and 62 coastal-type tankers. He added that these estimates did 
not allow for vessels that might be too expensive to reconvert 
from military use, nor for vessels that might be retained by the 
military services for postwar use, nor for lay-up of any vessels 
solely for national defense purposes. 

From October 26, 1936, to June 30, 1944, the net construc- 
tion differential subsidy paid under authority of the merchant 
marine act of 1936 totaled $145,657,181.89, and from July 1, 
1937, to June 30, 1944, total operating dieffrential subsidies 
paid or accrued for payment were $51,129,437.93, of which 
$30,390,712.71 represented operator’s liability for recapture (in- 
cluding amount recaptured under temporary agreements), Ad- 
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miral Land stated. He said that the total of the statuto 
capital reserve and special reserve funds set up under the 193 
act were $51,042,721.99 and $60,889,431.87, respectively, as of 
June 30, 1944. He reported that a total of 204 vessels had been 
built for which construction differentials had been allowed, 

He stated that since October 15, 1942, no vessels had been 
receiving operating differential subsidies; that the number of 
vessels drawing operating differentials had varied from arounq 
125 to 155 at any one time, and that the number of American. 
flag dry-cargo vessels actively employed in American foreign 
trade and approved for operating differential subsidies as of 
June 30, 1941, was 132. 

With respect to the amount of investment at the close of 
the war to the government in ships and shipyards, Admir] 
Land said that, “based upon the existing construction program, 
and appropriations therefor, and including contemplated cop. 
struction to be provided in the 1946 budget, the total cost to the 
government for ships and shipyards as estimated will be 
$15,000,000,000, of which approximately $600,000,000 is for fa. 
cilities.” He added that it was impossible to estimate at the 
present time what the total cost would be when the war was 
over. The total amount actually disbursed in the construction 
of ships to June 30, 1944, he said, was $8,947,946,299. He stated 
that there would be “further expenditures of $5,034,256,842 on 
ships under contract or awarded to June 30, 1944, and on ships 
awarded subsequent as of November 1, 1944.” The amount 
disbursed to June 30, 1944, for Liberty ships totaled about 
$4,250,203,000, and that spent for other ships totaled $4,697. 
743,000, he reported. 

He told Chairman Bland that about 1,250 vessels of 1,00 
gross tons or over had been requisitioned for charter by the 
government; that some of these had been acquired for title 
since being chartered; that total title acquisitions numbered 
about 255, in addition to 104 foreign-flag vessels requisitioned 
“under public law 101,” and that, as of December 1, 1944, about 
830 vessels were under charter. 

To a question as to the number of ships to be returned to 
their original owners, Admiral Land said that as of June 30, 
1944, there were under charter by the U. S. government 718 
American-flag vessels (433 dry cargo and 275 tankers) of 1,000 
gross tons or over, title to which still remained with American 
private owners, and that, in addition to those, there were 79 
vessels (33 dry cargo and 46 tankers) registered under foreign 
flag and owned by American companies or their affiliates that 
had been chartered by the War Shipping Administration. 

The Maritime Commission chairman also designated, in his 
memorandum, 30 American foreign trade routes that, he said, 
had been deemed essential. 





Allocation of Ships to France 


Despite requests from every theater of Allied action for 
more ships than can be provided, the War Shipping Administra- 
tion has found it possible to allot, in the first quarter of 1945, 
the space equivalent of 26 merchant ships for transportation of 
civilian cargoes to France, according to a report by the Office 
of War Information on present conditions in France. 

“This allocation,” the O. W. I. said, “has been given 2 
high priority, and may be diverted from this service only in 
military emergency.” 

In addition to substantial tonnages in the Allied pool of 


merchant ships, the O. W. I. report continued, the French 


owned and controlled 11 small cargo ships that were not as 
signed to that pool. 


“One of these, a fast. motor ship,” it said, “is about 4,000 
tons; the rest are around 2,000 tons. With these, France 1 
assisting in bringing in supplies from north and west Africé 


and other French colonies.” 


The O. W. I. said that a French government request fo: 
allocation of ‘a yet undetermined number of vessels” for prov 
sional registry under the French flag on a “bareboat out, tim? 
charter back” basis—to be operated with French crews as 4 
part of the United Nations shipping pool under the control 0 


the W. S. A.—had been approved. 


“While no definite number of ships to be allocated was 
agreed upon,” the O. W. I. said, “it was expected that the firs: 
crews would be available in the next few weeks. At the same 
time, the W. S. A. announced that it has been turning French 
ships operated by the W. S. A. back to the French government 


for manning by French crews. 


“Further allocation of merchant ship space to France is 
under discussion, but substantial increases must wait upon the 
progress of the war, whose needs are paramount alike to the 


French and the other Allies.” 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 


THE DAILY TRAFFIC WORLD. 
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February 3, 1945 


Grain Bin Rates to West 


In two proceedings involving related issues as to rates on 
jron and steel articles fabricated. in transit and reshipped as 
jron or steel grain storage bins, knocked down, and proposed 
rates and minima on iron or steel grain storage bins or cribs, 
knocked down, to western and west coast points, No. 29038, 
Sioux Steel Co. vs. Atchison, Topeka and Santa Fe Railway Co. 
etal. and I. and S. No. 5285, Grain Storage Bins, East to Pacific 
Coast, the Commission, division 2, by a rep@ft and order in those 
proceedings, found: 













We find that the rates applicable on the shipments here considered 
were $1.43, minimum 50,000 pounds, and $1.76 minimum 26,000 pounds, 
from Buffalo, Weirton, and Steubenville and $1.35, minimum $50,000 
pounds, and $1.68, minimum 26,000 pounds, from Indianapolis and Ko- 
komo, whichever alternative rates would have producéd the lowest 
charges on the shipments, except for the period March 18 to April 15, 
1942, when certain authorized increases in rates were effective, during 
which period the corresponding applicable rates were $1.52 and $1.87 
from Buffalo, Steubenville and Weirton, and $1.43 and $1.78 from In- 
dianapolis and Kokomo. 

We further find that applicable rates on this traffic were, are and 
for the future will be unreasonable to the extent that they exceeded, 
exceed, or May exceed $1.38 from Buffalo, Steubenville and Weirton, 
and $1.30 from Indianapolis and Kokomo, subject to minima of 40,000 
pounds for cars not over 41 feet 6 inches in length, 52,000 pounds for 
cars over 41 feet 6 inches in length to and including 50 feet 6 inches in 
length, and 60,000 pounds for cars of greater length, used in the trans- 
portation of the grain bins from Sioux Falls, subject to authorized in- 
creases for the period March 18 to April 15, 1942. 

We further find that rates on like traffic from points of origin and 
to points of destination grouped with those named, were, are, and for 
the future will be unreasonable to the extent that they exceeded, ex- 
ceed or may exceed the rates prescribed for application from and to the 
points named. Related rates from other origins are proposed by re- 
spondents in the suspension proceeding. 

And we further find that the rates and minima proposed by re- 
spondents are just and reasonable with the exception of those from 
groups A and B which we find unreasonable to the extent that they 
exceed $1.54 and $1.38, respectively, subject to minima of 40,000 pounds 
for cars not over 41 feet 6 inches in length, 52,000 pounds for cars over 
that length but not over 50 feet 6 inches in length, and 60,000 pounds 
for cars of greater length. 

Orders will be entered (1) requiring establishment of rates pre- 
scribed for the future, (2) authorizing defendants to waive collection 
of undercharges down to the basis found reasonable, (3) requiring can- 
cellation of the suspended schedules without prejudice to the filing of 
new schedules containing rates in accordance with findings herein made, 
and (4) discontinuing the suspension proceeding. 
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Allegations in Complaint 


In No. 29038, the complainant alleged that the rates sought 
to be collected on iron and steel articles, in carloads, shipped 
between June 3, 1941, and April 15, 1942, from Buffalo, N. Y., 
Steubenville, O., Weirton, W. Va., and Indianapolis and Kokomo, 
Ind., to Sioux Falls, S. D., there fabricated in transit, and re- 
shipped as iron or steel grain bins, in carloads, to Wasco, Ore., 
Salt Lake City, U., and numerous points in California, were 
inapplicable, or, if applicable, had been, were, and for the fu- 
ture would be unreasonable. The report observed that suits 
had been filed by the railroads for the collection of alleged 
undercharges, prosecution of the suits having been held in 
abeyance pending the decision. 


In I. and S. No. 5285, rail carriers operating in the affected 
territories, including the defendants in the complaint case, 
and water carriers operating from eastern ports, proposed, by 
schedules filed to become effective February 15, 1944, and 
March 15, 1944, to establish alternative commodity rates based 
on varying carload minima on iron or steel grain storage bins 
or cribs, knocked down, in carloads, to Pacific coast destina- 
tions from transcontinental groups A to M, inclusive, by in- 
cluding the commodities named in the list of articles on which 
the carload rates on houses or buildings, portable or fabricated, 
Iron or steel, not otherwise indexed by name, knocked down, 
applied. On protest of the complainants in the title proceeding, 
operation of the proposed schedules was suspended until Sep- 
tember 15, and voluntarily deferred by the respondents until 
March 1, 1945. The order required these schedules to be con- 
celled by March 1, without prejudice to the filing of other 
Schedules conforming to the findings in the report. 

On the involved shipments, which the report said were the 
first shipments of parts for grain storage bins made to the 
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Pacific coast states from transcontinental group points, it said 
the complainants had paid charges based on joint rates to the 
destinations of $1.27, minimum 40,000 pounds, from Buffalo, 
Steubenville, and Weirton, and $1.19, same minimum, from 
Indianapolis and Kokomo, and, in addition, had paid a transit 
charge of 2.25 cents, about which there was no dispute. 


“Buffalo, Steubenville, and Weirton are in transcontinental 
group B territory; Indianapolis and Kokomo are in transconti- 
nental group C-1 territory,” the report said. “The governing 
transit tariffs provided that charges from the origins of the 
unfabricated materials to the final destinations of the fabri- 
cated articles should be based on the through rates from and 
to those points maintained on the latter articles, or on the 
rates on the unprocessed materials from the origin points to 
the transit station, or on the rates on the processed commodities 
from the transit station to the destinations, whichever were 
highest, plus a transit charge of 2.25 cents. Rates to and from 
the transit point will not affect through rates under any finding 
that may be made... .” 


Undercharge Claims 


After the movement of the involved shipments, the report 
said, defendants presented undercharge claims based on the 
application of rates of $1.43, minimum 50,000 pounds, and $1.76, 
minimum 26,000 pounds, from points in transcontinental group 
B, and rates of $1.35, minimum 50,000 pounds, and $1.68, min- 
imum 26,000 pounds, from points in transcontinental group C-1. 
These rates, it said, were joint commodity rates named on iron 
or steel “bins or shelving, n. o. s., k. d. flat, in straight or mixed 
carloads.” After quoting the explanation of the “n. o. s.” ab- 
breviation as meaning “not otherwise specified in any other 
item of this tariff carrying carload commodity rates between 
the same points on that article irrespective of package require- 
ments,” the report said that steel grain storage bins, k. d., were 
not otherwise specified in any other item of the tariff. Dis- 
cussing the applicable charges, the report said: 


In the western classification ‘‘bins or cribs, grain storage, steel, 
k. d., in packages or loose,’’ in carloads, are rated fifth class, minimum 
36,000 pounds. During the period of movement of the complainants’ 
shipments, the fifth-class rates to the destinations considered were $3.05 
from Buffalo, Weirton, and Steubenville, and $2.90 from Indianapolis 
and Kokomo. The tariff items that named the rates charged on the 
complainants’ shipments provided that they would not apply on certain 
quartermaster or ordnance store articles, including armor plate and 
conning towers. The complainants contend that, as parts for grain stor- 
age bins were not thuS specifically excluded from the application of the 
rates charged, those rates were applicable on their shipments. Rule 20 
of the governing western classification, however, provided that parts or 
pieces constituting a complete article, received as one shipment, on one 
bill of lading, will be charged at the rating or rate provided for the 
complete article. Hence, as each of complainants’ shipments from Sioux 
Falls moved on one bill of lading and consisted of a number of bundles 
of parts for a grain storage bin and as each bundle included all of the 
parts for such a bin, it is clear that the rates on the complete articles 
rather than the rates on the separate parts were applicable on these 
shipments. During the period of movement of these shipments, joint 
commodity rates of $1.71, minimum 44,000 pounds, from Buffalo and 
$1.63, same minimum, from Indianapolis to Salt Lake City were main- 
tained over routes through certain gateways but not over any routes 
through Sioux Falls. The alternative rates on iron or steel bins or 
shelving, in carloads, hereinbefore described were not restricted as to 
routing. We conclude that these alternative carload rates on bins or 
shelving, whichever would have produced the lowest charges, were 
applicable on these shipments. 


The report said that Buffalo had been selected by the 
parties as typical of the origins of the shipments, and Angiola, 
Calif., as representative of the destinations. The distance from 
Buffalo to Angiola over the route of movement through Sioux 
Falls was 3,228 miles, it said, and that the rate of $1.38, mini- 
mum 60,000 pounds, proposed by respondents for the future 
from Buffalo to Angiola would yield 8.6 cents a ton-mile and 
25.7 cents a car-mile. The proposed alternative rate of $1.53, 
minimum 40,000 pounds, it said, would yield 9.5 mills a ton-mile 
and 19.1 cents a car-mile. Some of the proposed rates, it said, 
were subject to two minima according to car lengths, and that 
the complainants asked that a minimum of 40,000 pounds be 
maintained for all cars regardless of length. In view of the 
loading of the articles, however, it said, it did not appear that 
graduated minima were unreasonable for application on this 


252 


traffic. It said that for a minimum of 40,000 pounds the rate of 
$1.38 from Buffalo to Angiola would yield 17.1 cents a car-mile. 


Plane Propeller Ratings 


In prescribing reasonable ratings for the future on airplane 
propeller blades and propellers by a report and order in No. 
29052, Henry L. Stimson as the Secretary of War vs. Akron, 
Canton & Youngstown Railway Co. (H. B. Stewart, Jr., and 
George E. Hagenbuch, trustees) et al. (see Traffic World, Janu- 
ary 27, p. 207), the Commission, division 3, said, as to a request 
for reparation on past shipments, that when class rates based 
on a long-standing classification adjustment were found un- 
reasonable, it was the custom of the Commission to limit a find- 
ing of unreasonableness to the present and future. 

The proceeding involved a complaint filed by the Secretary 
of War, supported by the Secretary of the Navy and the Aero- 
nautical Chamber of Commerce of America, as intervenors, 
alleging that the ratings and rates thereunder on airplane pro- 
pellers and propeller blades, in carloads and less than carloads, 
between points in the United States, had been, were, and for the 
future would be, unjust and unreasonable. The report said that 
the complaint as to less-carloads had been satisfied by estab- 
lishment of the ratings sought, except as to reparation. The 
carriers were ordered to establish ratings on or before May 4, 
on not less than 30 days’ notice, in accordance with the follow- 
ing findings: 

We find that the carload ratings assailed and those now in effect, 
also the ratings on less-than-carload shipments, maintained in the past, 
have not been unreasonable, but that the present carload ratings are 
and for the future will be unreasonable to the extent that they exceed 
rule 26 in official classification and fourth class in southern and western 
classifications on propeller blades, propellers with two blades, set up, 
and propellers with more than two blades, knocked down, minimum 
24,000 pounds subject to rule 34, and second class on propellers with 
more than two blades, set up, minimum 12,000 pounds, subject to rule 
34, in boxes or crates or braced and racked in car. We further find that 


complainant has failed to show any necessity for the establishment of 
alternative carload rates and minima. 


The report said reasonable raitngs for the future, and repa- 
ration, were sought on the following bases: Propeller blades, 
two-bladed propellers, set up, and propellers with more than 
two blades, knocked down, in boxes or crates, less than carload, 
first class; propellers with more than two blades, set up, in 
boxes or crates, less than carload, 1% times first class; propel- 
ler blades and all types of propellers, in boxes or crates, or 
braced or racked in car, in carloads, minimum 24,000 pounds, 
subject to rule 34, rule 26 in official classification and fourth 
class in southern and western classifications, to alternate with 
second class in all classifications, minimum 12,000 pounds, sub- 
ject to rule 34. . 

History of Ratings 


It traced the history of the ratings as follows: 


Ratings on airplane propellers or propeller blades, in less than 
carloads, of 1% times first class, and in carloads, minimum 10,000 
pounds, 1% times first class in official classification, first class in south- 
ern, and 1% times first class in western, were established initially on. 
November 15, 1922. Effective November 15, 1933, the rating in western 
classification was reduced to the official classification level. Early in 
1940, due to increased volume of movement and the extraordinary value 
of the commodities, defendants decided that ratings predicated upon 
declared value should be established. Accordingly, a proposal was 
issued to restrict the existing ratings to shipments released to a value 
not exceeding 40 cents per 100 pounds and, on shipments not so re- 
leased, or if released to a value exceeding 40 cents, to establish double 
first class, in less than carloads, and 1% times first class in carloads. 
At a hearing thereon before the Classification Committee, in March, 
1940, opposition developed and no action was taken. Upon complainant’s 
request in December, 1942, for lower ratings, the subject again was 
docketed by the committee and, as a result of a further hearing Janu- 
ary 14, 1943, the basis herein sought for less-than-carload shipments was 
established effective May 10, 1944. On that date the following carload 
bases also were established: third class, minimum 24,000 pounds, alter- 
nating with first class, minimum 12,000 pounds. 


The report said that the weighted average density of two-, 
three-, and four-blade metal propellers listed in a table in the 
report was 21.86 pounds a cubic foot and the weighted average 
value, $3.12. It said that the weight of 19 models of metal 
propeller blades ranged from 17.8 to 37.4 pounds, with a value 
from $1.84 to $6.28 a pound, average, $4.01. As to metal blades 
and propellers, the report said that the values had been re- 
duced through renegotiation of contracts and might not be 
representative of present values. It said that the weight a 
cubic foot of 28 models of wood propellers ranged from 7.3 to 
18.2 pounds, average 15.2, with a range in value from 46 cents 
to $1.04, average 81 cents, a pound, without hubs, and from 
50 cents to $2.35, average $1.24, when shipped with hubs. 


Carload Averages 


It said that, in the first quarter of 1944, the average loading 
in 40-foot cars of the two-blade propellers was 26,000 pounds, 
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that the loading of three-blade propellers ranged from 26,000 to 
64,000 pounds, and of four-blade propellers from 26,000 to 68,509 
pounds. It continued: 


The weight to which cars are loaded depends upon the urgency 
of the consignees’ needs, their quantity requirements, and the available 
storage space at manufacturers’ plants. The older plants usually haye 
less storage space than the newly constructed plants. Reluctance, dye 
to the war emergency, to incur delays in shipment which would resy| 
from accumulating at origin plants, when storage space is available, 
quantities which will qualify for the lowest carload rating also is q 
factor. Complainant and interveners contend that these factors warrant 
the establishment of a carload rating lower than first class for blades, 
two-bladed propellers set up, and propellers with more than two blades 
knocked down, minimum weight 12,000 pounds. Those factors also are 
urged in justification of alternative minimum weights and ratings, 
There is no explanation for the identical rating on the less-than-carloaq 
and carload shipments of the some types. As to alternative weights anj 
ratings, defendants urge that there is greater need for a carload rating 
subject to a minimum weight adapted to commercial needs. The recori, 
however, contains no evidence from which any conclusions predicatej 
upon commercial needs can be made. The representative shipments 
moved under government bills of lading, 50 of which, exclusive of the 
test clubs, weighed more than 24,000 pounds. 


The division said that in classifying commodities, the de. 
fendants considered, in addition to value, weight density and 
analogy to, and competition with, other articles. It said the 
defendants attached little importance to volume, except when 
operating incomes were directly attributable to volume. Neither 
value nor weight were controlling to the exclusion of other 
recognized transportation characteristics, said the division; and 
that competition with other articles was not entitled to great 
weight in this proceeding, adding that ‘the Commission has 
recognized that, except where extreme values are involved, 
weight is more important than value, when considering light 
and bulky articles.” Weight density became important in the 
case of those types of propellers and blades that could not be 
loaded to 24,000 pounds, it said, since that factor determined 
revenue possibilities. 

After noting that propellers and blades of metal, wood, or 
metal and wood, of the two-bladed types set up, and those with 
more than two blades knocked down, could readily be loaded 
to 24,000 pounds, and saying that a reasonable minimum for 
propellers with more than two blades set up would be somewhat 
lower, the report said it was recognized that in the recon- 
version of the airplane industry to a peacetime basis some 
revision in ratings and minima might be necessary. Defendants, 
it said, might initiate necessary adjustment on the termination 
of the war. 

As to the alternative ratings and minima requested, the 
report said: 


We are not convinced that the reasons advanced in justification of 
alternative ratings and minima warrant the prescription of a second- 
class rating, minimum 12,000 pounds, even for those articles which can 
be loaded to 24,000 pounds. The Commission does not prescribe alter- 
native bases on the same article unless circumstances clearly justify 
such a course. Parkersburg Rig & Reel Co. vs. Chicago, B. & Q. R. 
Co., 179 I. C. C. 571, 581. Such bases are generally undesirable, in that 
they are liable to deprive carriers of reasonable carload revenue, result 
in unjust discrimination by affording different rates on the same com- 
modity, entail wasteful use of equipment, and complicate the rate 
structure and process of computing freight charges. Mitchell Chamber 
of Com. vs. Atchison, T. & S. F. Ry. Co., 172 I. C. C. 295. 


The report said that the availability of land-grant deduc- 
tions to the government had never been considered by the Com- 
mission in deciding issues of unreasonableness, in connection 
with the defendants’ request that the charges actually paid by 
the complainant should not be found unreasonable. 


ASHLEY & DUSTIN APPLICATION 


By a report, and amended certificate and order, effective 
April 16, in W-606, Ashley & Dustin Steamer Line Application 
the Commission, division 4, has found the applicant entitled te 
continue operation as a common carrier by self-propelled ves: 
sels of not more than 100 tons cargo-carrying capacity, in the 
transportation of automobiles when accompanied by passengers, 
between Detroit, Mich., and Sandusky, O. The division also 
found public convenience and necessity to require operation by 
the applicant as a common carrier by the aforementioned typé 
of vessels, in the transportation of commodities generally be- 
tween Detroit and Put-in-Bay, O. 

That portion of the application asking authority to trans 
port commodities other than automobiles accompanied by pas 
sengers between Detroit and Sandusky was denied because, the 
report said, in the transportation of property the applicants 
services between those points had been limited to the transpor- 
tation of automobiles. : 

The amended certificate and order also embraced opera- 
tions authorized in W-606, Ashley & Dustin Steamer Line Com- 
mon and Contract Carrier Application, 250 I. C. C. 818. In 
that proceeding, according to the report, the applicant was 
authorized to continue operation as a common carrier by self- 
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rope!led vessels in interstate or foreign commerce, during the 
season from May to September, inclusive, in the transportation 
of passengers between Detroit, Put-in-Bay, Cedar Point (Erie 
county), and Sandusky, by way of the Detroit River and Lake 
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ency @ frie, and in the transportation of passengers on excursion 
— cruises to and from ports and points in Michigan and Ohio 
: i Jocated,on St. Clair River, Lake St. Clair, Detroit River, San- 
esutt @ dusky Bay, and that part of Lake Erie north and west of 
lable, J Sandusky Bay, and including Cedar Point (Erie county). 
is a ee eee eee 
rrant HOUSEHOLD GOODS “ROVER” SERVICE 
ades, . : ; . 
lades In proceedings involving two motor carriers of household 
o ate | goods, the Commission, division 5, has affirmed its prior findings 
tings. that public convenience and necessity required operation by the 
‘rloai @ applicants as common carriers of household goods between all 
S ani points in the United States, over irregular routes. The author- 
cone ity was granted over the opposition of more than 100 house- 
icatei ( hold goods carriers in each case, after “grandfather” authority 
ments f had been denied each of the applicants. 
of the In MC 67234, Sub. 1, United Van Lines, Inc., Extension, 
the division affirmed, on reconsideration, its findings in the 
de. fg Prior report 42 M. C. C. 451. 
en In MC 77038, Sub. 2, North American Van Lines, Inc., 
i - Extension, the division affirmed, on reconsideration, its findings 
h © @ in the prior report, 42 M. C. C. 839. 
Wien In each case the report noted that non-radial authority had 
either been requested, as the applicants furnished a “rover” service, 
other @ hy which vans were moved from point to point with successive 
and shipments, and contended that such service could be afforded 
“~ only under non-radial authority. The reports reviewed the 
olved methods followed by the applicants, and found them to be 
light common carriers. 
. COAL AND COAL BRIQUETTES 
mined Fourth Section Application No. 20677, Coal to Rivermont 
and Lynchburg, Va. By division 2, Commissioner Aitchison 
od, or § dissenting. Applicants, Virginian Railway et al., authorized to 
e with § establish and maintain over their route, for transportation of 
loaded § coal and coal briquettes, in carloads, to Lynchburg and River- 
im for mont, from points in West Virginia in the Pocahontas-New 
.ewhat | River and the Kanawha districts, accorded groups 1 and 2 rates, 
recon- § respectively, in Virginian tariff I. C. C. No. 2145, rates not 
some § lower than $2.15 and $2.25 a net ton from those groups, re- 
idants, § spectively, and to maintain higher rates to intermediate points; 
ination § provided that the present rates to such higher-rated intermedi- 
ate points shall not be increased, except as may be authorized 
d, the by the Commission, and shall not exceed the lowest combina- 
tion of rates subject to the interstate commerce act. The 
tion off division said that in establishing rates on coal and coal 
second-@ briquettes from West Virginia mines to Virginia destinations, 
‘ich can™ it was the general policy to determine the rate to be established 
e alter-@ from points in the Pocahontas-New River district by using the 
justify § average short-tariff distance from the nearest group of mines 
‘SS in that district to a given destination, or a group of destina- 
» result(_ Uons, and to make rates from mines on other lines in the dis- 
ne com trict the same as from the nearest group. For example, it 
he rate™ continued, the nearest group of mines to Lynchburg in the West 
chamber @ Virginia field were those in the Pocahontas district served by 
Norfolk & Western, and designated group 1. It said the aver- 
deduc- 28¢ short-tariff distance from these mines to Lynchburg was 
e Com-{g 205 miles, and: that the rates established reflected this distance. 
nection} Zhe division said that for the purposes of the instant proceeding, 
paid by it concluded that the present rates at Altavista, Va., and other 
higher-rated intermediate points on the applicants’ route to 
Rivermont and Lynchburg were not in excess of maximum rea- 
sonable rates, and that the proposed rates, when applied over 
that route, would be reasonably compensatory. It also said it 
ffective§ found that the situation constituted a special case within the 
lication § meaning of section 4, and that fourth-section relief was justified 
itled to subject to the conditions specified. 
led ves: par a 
, in the . , 
sengers, 
seng's Commission Motor Reports 
ation by (An asterisk dvefore the docker awmber meane that the report 
ed type will not be printed wn full in the permanent series of motor carrier 
ally be- feporis of the Commission. Mimeographed copies of such reports in 
may be obtained by prompt application to the Commission.) 
oO — *MC 22454, Sub. 28, Nu-Car Carriers, Inc., Chester, Pa., 
by ne extension. On reconsideration, findings in prior report, decided 
ae 's May 19, modified to authorize applicant to operate as a com- 
amin mon carrier by motor vehicle, in truckaway or drive-away 
ransp service, in secondary movement, of automobiles, trucks, cabs, 
_ bodies, and chassis, new, used, unfinished, or wrecked, between 
Con: Points in specified states, over irregular routes. 
3. 3 In *MC 29886, Sub. 2, Schrader Transportation Co., Inc., 
oe "was South Send, Ind., extension. Amended certificate granted, on 
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reconsideration. Findings in prior report, 22 M. C. C. 817, modi- 
fied to authorize operations from Warren Township, Macomb 
county, Mich., in the transportation of the same commodities, 
in the same manner, to the same destinations, and subject to 
the same terms, conditions and limitations as pertain to oper- 
ations presently conducted by applicant from Detroit, Mich., 
under authority of certificate issued August 6, 1943, in MC 
29886. 

*MC88447, Frank Jacob, Chicago, III., common carrier. 
Certificate granted on reconsideration. Findings in prior report 
on further hearing, decided November 5, 1943, modified. House- 
hold goods between a described area in Ill., Ind., Mich., and 
Wis., and between that area, on the one hand, and, on the 
other, 27 states and the District of Columbia, over irregular 
routes, traversing certain states for operating convenience only. 

*MC 104853, Sub. 1, Olympia Transportation Co., Inc., New 
York, N. Y., common carrier. Certificate denied. Meats, meat 
products, and packing house products, between points within 
50 miles of New York, N. Y., over irregular routes. The report 
said the shipper witnesses supporting the application had failed 
to show a real need for the proposed service. 

*MC 14252, Commercial Motor Freight, Inc., Columbus, O., 
common carrier. Certificate granted, with conditions. General 
commodities, with exceptions, over described routes between 
various points in Ohio and Indiana. The Commission also found 
that the applicant’s predecessor, O. E. Moore was, on June 1, 
1935, and that the predecessor and the applicant continuously 
since had been, consecutively engaged in bona fide operation as 
a common carrier of general commodities, with exceptions, be- 
tween Columbus and Springfield, O., and return, by a described 
route, serving the intermediate point of London, but with serv- 
ice at London and Springfield restricted to traffic moving to or 
from Columbus or points beyond. It said that an appropriate 
certificate authorizing such operations should be granted sub- 
ject, however, to the condition that the applicant first obtain 
the Commission’s approval of its purchase of Mr. Moore’s oper- 
ation. It said that if no application for approval of the pur- 
chase was filed within 60 days after the effective date of the 
report in the instant proceeding (March 19), a further order 
would be entered denying the application to the extent author- 


ity was sought to serve Springfield and intermediate points on 
the described highways. 


Railroad Abandonments 


Rail Employe Protection 


The Railway Labor Executives’ Association has filed peti- 
tions with the Commission for reopening and reconsideration 
in five railway abandonment proceedings, in connection with 
retention by the Commission of jurisdiction over the interests 
of affected employes. In each case the association pointed out 
that the two-year period for which the Commission retained 
such jurisdiction had nearly run out. As in the petitions filed 
by the association in other abandonment cases (see Traffic 
World, Jan. 27, p. 206), it asked the Commission either to im- 
pose the same conditions as were imposed in Finance No. 14426, 
Chicago, Burlington & Quincy Railroad Co. Abandonment, or, 
if the Commission was not disposed to do so at this time, to 
extend its orders in the five cases for another period of two 
years. 

The proceedings in which the petitions were filed, and the 
date when the Commission’s jurisdiction, retained for two years, 
would run out, were as follows: 


Finance No. 13319, Texas & Pacific Railway Co. Abandonment, 
March 12; Finance No. 13981, Texas & Pacific Railway Co. Abandon- 
ment; February 4; Finance No. 14024, Chicago, St. Paul, Minneapolis & 
Omaha Railway Co, Abandonment, March 2; Finance No. 14043, Chesa- 
peake & Ohio Railway Co. Abandonment, March 16; and Finance No. 
14108, Virginian Railway Co. Abandonment, March 16. 


_ In each case, the petition for reopening and reconsidera- 
tion was accompanied by a petition for leave to intervene. 


Rock Island 


In Finance No. 13928, Chicago, Rock Island & Pacific Rail- 
way Co. Trustees Abandonment, the railroad and its trustees 
have asked the Commission to deny the petition of the Order 
of Railway Conductors and the Railway Labor Executives’ 
Association for reopening and reconsideration (see Traffic 
World, Jan. 27, p. 206). The reply said that the request was 
not supported by any allegations of facts of record “or other- 
wise” purporting to warrant favorable action by the Commis- 
sion. It said that all of the employes of the line, on its aban- 
donment almost two years ago, had been transferred to other 
positions, adding that “the petition for reopening and recon- 
sideration significantly fails to allege that any employe, be- 
cause of this abandonment, was or at present is thereby ad- 
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versely affected or that he was or is thereby placed in a worse 
position with respect to his compensation and rules governing 
work conditions.” It said no allegations raised an inference 
that “any employe for the future is in need of protection as a 
ward under the Commission’s guardianship.” 

_ The railroad and its trustees recalled that, approximately 
six months after the employes had been transferred, the Com- 
mission reopened the proceeding for rehearing, adding that “it 
is significant that no employe nor any representatives of an 
employe appeared at the subsequent hearing to offer complaint 
of the treatment received since abandonment or was at that 
time being received, or even to intimate that there was any 
occasion or necessity for the imposition of conditions in order 
to insure protection thereafter.” The reply continued: 


The selective training and service act of 1940, U. S. C. 1940 ed., 
title 50, paragraph 308, provides in effect that any person inducted into 
the land or naval forces to serve his country at home or in foreign lands 
or upon the high seas, upon completion of such service if not a cas- 
ualty at that time, and upon application for reemployment with his 
employer, shall be restored to his former position ‘‘and shall not be 
discharged from such position without cause within one year after such 
restoration.’’ The employes already have had ample protection for a 
period of approximately two years. However, if the Commission feels 
disposed for some reason.to retain jurisdiction during the remainder of 
the four-year period, applicant suggests that, on its own motion, the 
Commission amend the certificate so as to extend its jurisdiction to 
consider the question whether conditions should be imposed for the 
protection of employes for an additional two-year period. 


Wisconsin Central 


Effective six months after termination of the war in Europe, 
the Commission, division 4, by a report and certificate in 
Finance No. 14418, Wisconsin Central Railway Co., Trustees, 
et al., Abandonment, has granted a certificate permitting the 
abandonment by E. A. Whitman and Edgar F. Zelle, trustees 
in Wisconsin Central’s reorganization proceedings of approxi- 
mately 77 miles of branch lines in Portage, Waushara, Mar- 
quette, and Columbia counties, Wis. The division also permitted 
the Soo Line to abandon operation of these lines. 

The division said the abandonment involved a branch line 
extending from Stevens Point to Portage, approximately 69.2 
miles, sometimes referred to as the main branch, together with 
the branch line connecting therewith at Packwaukee Junction 
and extending to Montello, approximately 7.7 miles. 

According to the division, the record showed that the 
branch had been operated at a substantial loss, particularly 
in 1943, and that although some increase in gross revenues 
seemed assured, they likely would fall short of offsetting in- 
creased operating expenses. Continuing, the division said: 


Apparently it has not been used for the major transportation needs 
of the territory, but has been used extensively by certain shippers and 
receivers of heavy goods which are necessaries of life for the various 
communities, and these business men will find themselves in the unfor- 
tunate position of being without adequate trucking facilities to handle 
their traffic and unable to purchase trucks. The truck situation in this 
territory appears to be acute and it seems questionable whether such 
facilities can be supplied in sufficient quantity at this time.... 


The division said it doubted that the abandonment of the 
branch should be permitted under existing conditions with re- 
spect to substitute facilities, but that its operation should not 
be expected to continue beyond the time when those facilities 
become available. It said no dispute was involved with respect 
to whether the line should be operated after the present emer- 
gency was passed. It said the applicants anticipated that after 
the war in Europe the shortage of trucking equipment for 
domestic purposes would be considerably alleviated. Continuing, 
the division said: 


In view of the fact that the branch has been operated at substantial 
losses, even since the beginning of the war, it is evident that the con- 
ditioning of the branch and the expenditures therefor will be con- 
trolled in large measure by the period for which operation is to be 
continued. In order that the protestants may have as much advance 
notice as possible to allow them to make any necessary rearrangements 
in the conduct of their respective businesses, we will issue a certifi- 
eate permitting abandonment six months after the termination of the 
war in Europe. We are of the opinion that operation beyond that period 
would impose an undue and unnecessary burden upon the applicants 
and upon interstate commerce. 


Because of uncertainty with respect to the date when aban- 
donment would occur, the division said, it would not at this 
time impose conditions for the protection of employes who 
might be adversely affected when the abandonment was ac- 
complished. It said, however, that it would retain jurisdiction 
for a period of two years after the effective date of the aban- 
donment to consider the question whether conditions should be 
imposed for protection of such employes. 

The division said that representatives of the Wisconsin 
Public Service Commission had opposed the application for 
abandonment, and that, on behalf of the U. S. Department of 
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Agriculture and the War Food Administrator, it had beei tes. 
tified that the line to be abandoned traversed a food produc. 
tion area; that additional transportation facilities were needed: 
that motor carriers were carrying their maximum load at the 
present time, and that grave doubt existed as to whether truck 
facilities could be found to handle the traffic now moved by 
oe together with the increased production expected from 
the area. 


N. Y. C. 


The New York Central has filed exceptions to the proposed 
report of Examiner J. S. Prichard in Finance No. 14618, New 
York Central Railroad Abandonment (see Traffic World, De. 
cember 9, 1944, p. 1487), and has asked that the application be 
-withdrawn without prejudice. The examiner had recommended 
that the Commission deny N. Y. C.’s application to abandon a 
portion of its Cape Vincent branch, extending from Limerick 
to Cape Vincent, approximately 15.75 miles, all in Jefferson 
county, N. Y. The examiner had said that the applicant’s con- 
tention concerning the decline of traffic in recent years was 
not — by the evidence. In its exceptions the N. Y. C, 
averred: 


... Since the close of the hearing on September 29, 1944, and 
commencing about October 15, 1944, the Hygienic Dairy has shipped 
a car of fluid milk from Cape Vincent to New York City three days 
each week. It is not known at the time of filing these exceptions how 
long these milk shipments will continue. Even if continued throughout 
the year, they are not sufficient to make operation of the line profitable, 
though they do, of course, reduce the deficit. However, the milk does 
constitute additional business which never moved over the line before 
and represents a change in circumstances since the hearing. The appli- 
cant is therefore willing to continue operations....A letter accompa- 
nies these exceptions asking that the application be withdrawn without 
prejudice. 

I. S. C. 


The Indiana Service Corporation, in Finance No. 14835, has 
asked the permission for authority to abandon its electric inter- 
urban freight railway line between Fort Wayne and Garrett, 
Ind., except the portion extending from the applicant’s inter- 
connection with the New York Central in Ft. Wayne. The 
application said the line extended for a distance of about 18 
miles in DeKalb and Allen counties, and that it was not pro- 
posed to abandon “the remaining portion of the freight railway, 
which extends easterly from petitioner’s said interconnection 
with the New York Central Railroad to petitioner’s Spy Run 
yards in the said city of Fort Wayne and then continues on 
certain of its nearby street railway tracks in the said city oi 
Fort Wayne.” The latter portion of the road would be re- 
tained, it said, for switching service to the Spy Run yards and 
to the plants of three shippers in Ft. Wayne not located near 
any other railroad. Both abandonment of the line and of its 
operation are sought, according to the application, which said 
that the replacements and deferred maintenance required 
would cost about one-half of the present book value of the 
freight railway and could not be justified in view of present 
or anticipated revenues. 


Wabash 


By a supplemental report and certificate in Finance No. 
13888, Wabash Railroad Co. Abandonment, the Commission, 
division 4, has permitted the Wabash to abandon a branch line 
of railroad, extending from Helmar to Stroh; in Steuben and 
LaGrange counties, Ind., approximately 4.83 miles. 


MINIMUM CHARGE SHIPMENTS 


The Commission, division 2, by an order in three suspen- 
sion proceedings, has denied a petition filed on behalf of mem- 
bers of the Middle Atlantic States Motor Carrier Conference, 
Inc., to sever from the other proceedings one involving pro- 
posed increases in minimum charge shipments on the part of 
those carriers between places in middle Atlantic territory and 
between that territory and New England (see Traffic World, 
Dec. 23, p. 1633). 

The order was issued in I. and S. M-2240, Minimum Charges 
in Central Territory; I. and S. M-2436, Minimum Charges per 
Shipment in East (the Middle Atlantic proceeding); and I. and 
S. M-2450, Continental Transportation Lines, Inc.—Minimum 
Charges. 


The Middle Atlantic carriers, in their petition for severance, 
said that respondents in the other proceedings: had elected. to 
join issue with the Commission’s cost experts as to accounting 
problems involved, but that the restatement of costs. by the 
experts supported the Middle Atlantic contentions that the 
present minimum charges were below a reasonable level. They 
said also that the needs of the Middle Atlantic respondents for 
increased revenue were so pressing that immediate action was 
desired. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
yw it have been suspended. Suspension orders contain many sched- 





uck yles not reproduced here. Details of such orders are published in 
by The Daily Traffic World and Bulletin ana The Traffic Bulletin.) 
rom In I. and S. M-2498, the Commission suspended from Jan- 


uary 26, until August 26, the operation of certain schedules 
published in Supplement No. 7 to tariff MF-I. C. C. No. 130 
of Central States Motor Freight Bureau, Inc., agent, Chicago, 
sed Ill. The suspended schedules propose to establish restrictions 
Vew of class rates between points in central territory on joint hauls 
De- for the account of Bates Motor Transport Lines, Inc., Pennsyl- 
1 be vania Truck Lines, Inc., Consolidated Forwarding Co., Inc., 


ded General Motor Express, Inc., Haeckl’s Express, Inc., and Ziffrin 
1 a4 truck Lines, Inc., resulting generally in increased charges. 

Tick In I. and S. No. 5332, the Commission suspended from 
‘son @ February 1 until September 1 the operation of certain sched- 
pe ules as published in supplement 14 to Chicago, Burlington & 


r C Quincy Railroad Co.’s tariff I. C. C. No. 19914, and others. 

oa The suspended schedules propose to cancel transit arrangements 

at Atchison, Leavenworth, and Kansas City, Kan., and Kansas 

and j@ City and St. Joseph, Mo., on soyabean cake or meal from origins 

ipped # in western Iowa to destinations in eastern Nebraska (see Traffic 
days @ World, Nov. 25, 1944, p. 1369). 


how a 

shout 

table, « 

aoe | Airplane Parts Question 

ne Contending that the description “Hardware, N. O. L., iron 


ympa- fm or steel’ as applied to plane armor was more specific than “Air- 
ithout @ plane parts, N. O. I., other than cloth and metal or wood com- 
bined,” both of which descriptions were contained in the Na- 
tional Motor Freight Classification, the complainant in MC 
c-409, The Glenn L. Martin Co. vs. W. T. Cowan, Inc., has filed 


— three exceptions to the examiner’s proposed report in that pro- 
“@ ceeding. 
— Examiner Thomas F. Kilroy recommended dismissal, and 


The @ 2 finding that fourth-class rating on armor plate, charged by 
© B the defendant on less-than-truckload shipments of pilot’s and 
ut 18 tail gunner’s armor from Newark, N. J., to Baltimore, Md., was 
_ PfO- & inapplicable. He recommended finding applicable rates 1% 
lway, times first class rate of $1.33 prior to October 4, 1943, and $1.38 
ction @ on and after that daté, provided for “airplane parts, N. O. L., 


Run § other than cloth and metal or wood combined,” not shown un- 
€S ON & reasonable (see Traffic World, Jan. 6, p. 17). 

ity of “The complainant again emphasizes the importance at- 
ye Te- @ tached to this case by the carrier associations which intervened 
s and in these proceedings,” said the Martin Co. “The primary burden 
i neal @ of defense was assumed by the American Trucking Associations, 
<> Inc., the national organization for the trucking interests. While 


; this complaint was directed against the ratings which a single 
quired defendant has sought to apply on shipments of armor plate 
of the @ from Newark, N. J., to Baltimore, Md,. .. . the real interest of 
resent @ these associations arises in the hope that by securing a ruling 

from the Commission which sustains their contentions, they 

will obtain increases not only on shipments of armor plate but 
-o No. the immense amount of shipments throughout the country 
3 . which move to the various aircraft plants and which are now 
— accorded ratings under such headings in the Classification as 
. l 4 aluminum articles, N. O. I., hardware, N. O. L., iron or steel, 
"n an¢® cellulose derivative plastics, N. O. I., synthetic gums and resins, 
N. O. I., and numerous other materials which enter into the 
construction of aircraft. That the effort is well worth the trial 
is indicated by the fact that it will involve minimum increases of 
50 per cent from first-class to 1% times first-class, with other 
suspen- — ranging from third and fourth to .1% times first- 

em- fm Class... .” 

Bases _ After citing the examiner’s proposed finding that pilot’s and 
1g pro- tail gunner’s armor were not specifically described in the clas- 
part of sification and that it was clear they were airplane parts and 
ry and that, as such, the classification rating on airplane parts was 


World, folke specific, the Martin Co. further quoted the examiner as 
ollows: 


Charges Complainant admits that pilot’s and tail gunner’s armor are proc- 
ges pel @ essed to the extent that they are not entitled to the classification rating 
1 I. and % armor plate. It argues, however, that defendant is attempting to 
jnimum Classify these articles according to their use and contends that the third- 
, Class rating on ‘‘hardware, N. O. I., iron or steel,’’ hereinafter called 

hardware, provided by the classification is the proper rating to apply 
yerance, @ on the shipments in issue. 


acted to 

ounting _The complainant continued by observing that “all the ex- 
by the aminer has said on the vital point at issue here, namely tariff 
hat_ the Interpretation, is embraced in the two paragraphs quoted.” It 
1, They @ said that the examiner’s “very brief observations” on this point 


ents for § were made in the face of the fact that if the principle of tariff 
‘ion was § Interpretation he proposed was approved, not only would the in- 
reasec ratings aforementioned be imposed on the tonnage now 
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moving under fixed-price contracts, but also on the vastly 
greater tonnage moving to and from aircraft plants operating 
under cost-plus-fixed-fee contracts under which, it said, the 
burden of transportation costs was directly assumed by the 
government. It would also affect the vast tonnage moving by 
rail, the complainant said. 

It said that the examiner had a misconception of the pur- 
pose for which evidence was adduced in the proceedings, aver- 
ring that it bore on the issue of tariff interpretation and not 
on the reasonableness of rates. 

Objecting to a statement of the examiner that. an article 
might not be classified according to its use but that its use was 
an important factor in determining what an article was, the 
complainant said the logic of the examiner was this: (1) Use is 
an important factor in determining what an article is; (2) the 
articles in question are designed exclusively for airplanes; (3) 
they are, therefore, airplant parts; (4) because they are air- 
plane parts, the classification rating on airplane parts is more 
specific. 

After reviewing specific and general items in the classifi- 
cation, the complainant said that use might be employed, not 
to determine what an article was, but what its character was. 

“To disclose how completely devoid of anything even re- 
motely indicating the character of shipments moving under this 
designation is the entry ‘Airplane parts,’ we have recourse again 
to the evidence the examiner ignored,” said the complainant. 
“We again call attention, first, to the fact that these planes are 
constructed of parts numbering from 30,000 to 50,000, each part 
differing in kind from the other. These parts have every variety 
of transportation characteristic known to the transportation 
industry. Such parts consist of materials as cheap as lumber 
and as expensive as platinum; as hard as steel and as soft as 
sponge rubber; as light as magnesium and as heavy as lead; 
they may be as delicate as the finest instrument or as powerful 
as a 3,000 horsepower engine; or they may be made of cellulo- 
sive derivative plastics or of synthetic gums and resins.” 

On the other hand, it contended, “Aluminum articles,” or 
“Hardware, iron or steel,’ connoted the kind of material of 
which the article was made. Generally, it added, such conno- 
tation reflected density of the material, its value, and its sus- 
ceptibility to damage, all important transportation character- 
istics which, it said, should be: recognized in the rating. 

The complainant said the evidence warranted a finding 
that the proper classification rating was that provided in item 
11, page 152, of the current National Motor Freight Classifica- 
tion, MF-I. C. C. No. 14, C. F. Jackson, agent, namely, ‘“Hard- 
ware, N. O. I., Iron or steel,’ and that the examiner’s recom- 
mendations would result in ratings that were unjust, unreason- 
able, and otherwise unlawful. It asked oral argument “because 
of the vast importance of this case.” 


COMMISSION WATER APPLICATION 


In W 413, Sub. 1, Wilbur J. Smith, of Rainier, Ore., has 
asked the Commission for a revised certificate to cover a 
change in operation. He requested permission to extend opera- 
tions to include transportation of commodities generally by 
non-self-propelled vessels with the use of separate towing 
vessels and the performance of general towage between all 
ports and points in Washington, Oregon, and California along 
the Pacific coast and between such points and all points on the 
Columbia River and its tributaries west of Bonneville, Wash., 
and north of Oregon City, Ore. 


COMMISSION ORDERS 

1. & S. 5328, Class rates, Pacific and Atlantic Shippers’ Association. 
Respondent having been given authority to establish rates satisfactory 
to protestants, suspension order of December 28, 1944, vacated as of 
February 1, and proceeding discontinued. 

W-751, Commercial Barge Lines, Inc., extension applications, Time 
for filing petitions for reconsideration extended to March 15. 

Finance 14482, Application of White Sulphur Springs & Yellowstone 
Park Ry. for a certificate permitting abandonment and abandonment of 
operation of lines of railroad in Meagher County, Mont. Application 
dismissed. 

1. & S. 5297 and I. & S. M-2418, Silver plated iron or steel bearings. 
Order of January 2, modified to become effective April 20, on not less 
than one day’s notice, instead of February 9. 

MC 19201 Sub. 25, Pennsylvania Truck Lines, Inc., extension, Indi- 
ana, Ohio, Pennsylvania. Reopened for further hearing on February 6, 
at 9:30 o’clock a. m., at State Commission, Columbus, O., before Joint 
Board 308, solely to determine whether Greenville, O., should be elim- 
inated as a key point in connection with service applicant is authorized 
to perform under its certificate in MC 19201 Sub. 25, issued July 26, 1944. 

MC 73381, Harris Truck Lines, Inc., common carrier application, and 
MC 73381 Sub. 2, Harris Truck Lines, Inc., extension, Denver Omaha, 
Chicago. Proceeding in MC 73381 reopened for formal hearing, and 
proceeding in MC 73381 Sub. 2 reopened for further hearing. 

FF-71, Texas Package Car Co., freight forwarder application. Order 
of January 21, 1944, further modified to become effective March 6, 
instead of February 6. 

MC-F 2597, Bernard Casser, control, Crescent Express Lines, Inc. 
Petition filed by Hudson Transit Lines, Inc., protestant, for issuance 
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of subpoenas’ duces tecum against Mohawk Lines, Inc., Crescent Express 
Lines, Inc., Westwood Transportation Co., and Westwood Transporta- 
tion Lines, denied. 

MC 55776 Sub. 1, Willard G. Miller, extension, Toledo-Stryker. 
opened for reconsideration. 

MC 103611 Sub. 2, Guy Chumley, common carrier application. Re- 
opened for reconsideration. 

MC-F 2460, Joel W. Wright, Sr., et al., control; Queen City Coach 
Co., lease and purchase, Piedmont Coach Co., Inc. Petition of Queen 
City Coach Co., and Piedmont Coach Co., Inc., for dismissal of applica- 
tion, granted, and application dismissed. 

MC-C 408, Mountain Transity Corp. et al. vs. C. & S. Mountain 
Line, Inc. eteal. Complaint dismissed. 

MC-F 2639, A. Gugel Trucking, Inc., purchase, H. Chester Swezey. 
Application dismissed. 

MC-F 2286, Greensboro-Fayetteville Bus Line, Inc., purchase, Atlan- 
tic Greyhound Corp. Applicants’ petition requesting dismissal of appli- 
cation, granted, and application dismissed. 


Re- 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 14699, Bevier & Southern Rail- 
road Co. Operation, authorizing the Bevier & Southern Railroad Co. to 
operate, under lease, over a line of the Binkley Mining Co. of Missouri, 
in Macon and Randolph counties, Mo. Approved. 


MOTOR FINANCE CASES 
MC-F-2722, R. F. Hemperley—Purchase—W. H. Johnson. Applica- 
tion for authority under section 210a(b) of R. F. Hemperley, doing 
business as St. Louis-Cape Bus Line, of Cape Girardeau, Mo., for tem- 
porary operation of a portion of the motor-carrier rights and properties 


of W. H. Johnson, doing business as Great Southern Coaches, of Jones- 
boro, Ark., denied. 


PETITIONS FOR REHEARING, ETC. 


No. 29243, General Water Heater Corp. vs. Southern Pacific et al. 
Defendants ask Commission to dismiss complaint without formal 
hearing. 

1. & S. 5315, Routing soda ash from Baton Rouge, La. Respondents 
ask for reconsideration by entire Commission of decision of division 2. 

I. & S. 5320, Cereal foods Colorado to west. Protestant, Pophitt 
Cereal Co., asks for denial of respondents’ motion to strike certain 
matters from protestant’s brief. 

MC-F 2604, Charles F. Wren et al., control. All American Bus & 
Investment Co., control; All American Bus Lines, Inc., merger, Northern 
Trails, Inc., and MC-F 2605, All American Bus Lines, Inc., issuance of 
stock. Safeway Trails, Inc., asks for reconsideration or rehearing. 

MC-C 395, On-Time Transfer Co. et al. vs. Oliver L. Buckingham et 
al., dba Buckingham Transportation Co. et al. Defendants ask Commis- 
sion to strike a portion of complainants’ and interveners’ reply. 

No. 29101, Zenith Dredge Company vs. Northern Pacific. Defendant 
asks for reconsideration and postponement of effective date pending 
such reconsideration, and for other relief, 


FINANCE APPLICATIONS 

MC F-2739, Elliott Brothers Trucking Co., Inc., Easton, Md., Howard 
Motor Lines, Inc., Gastonia, N. C., and Edwin E. Clarke, dba Clarke 
Motor Express, Allentown, Pa., ask authority to purchase, and tem- 
porarily to operate, certain rights of Joseph G. Whinney, III, adminis- 
trator of the estate of Joseph G. Whinney, Jr., dba Whinney’s Express, 
Philadelphia, Pa. 

MC F-2740, Pacific Freight Lines, Los Angeles, Calif., asks authority 
to issue $500,000 promissory notes for the purchase of new equipment, 
extension of terminal facilities, and providing working capital for pay- 
ment of taxes and licenses, and for other corporate purposes. 

MC F-2741, T. M. Rinehart and Synthetic Products, Inc., con- 
trolling stockholders of Complete Auto Transit, Inc., of Detroit, Mich., 
and the latter, ask authority to purchase certain operating rights and 
property of Georgia Driveaway Co., Inc., of Atlanta, Ga., and tem- 
porarily to operate. 

MC F-2742, T. M. Rinehart and Synthetic Products, Inc., both of 
Detroit, Mich., ask authority to acquire control of Contract Cartage Co., 
of Pontiac, Mich., through ownership of capital stock. 

MC F-2743, Elliott Brothers Trucking Co., Inc., of Easton, Md.. 
asks authority to purchase certain operating rights of Harry G. Masser, 
dba Masser Motor Express, of Hagerstown, Md., and of Baltimore-New 
York Express, Inc., of Baltimore, Md., and temporarily to operate 
those rights. 

MC F-2744, Watkins Motor Lines, Inc., of Thomasville, Ga., asks 
authority to lease with option to purchase’certain operating rights of 
A. B. C. Truck Lines, Inc., of Rome, Ga., and temporarily to operate. 

MC F-2745, Melvin McNeal Grantham, dba Grantham Motor Lines, 
Clarksdale, Miss., asks authority to purchase certain operating rights 
of Loyd Bond, dba Bond Motor Lines, Jackson, Miss. 

MC F-2746, Joseph B. Fleming and Aaron Colnon, trustees of the 
estate of the Rock Island railway and Rock Island Motor Transit Co., 
Chicago, Ill., ask authority to purchase certain operating rights and 
property of Adams Transfer & Storage Co., Kansas City, Mo. 


TRANSCONTINENTAL BUS MERGER 


Purchase of the All-American Bus Lines by a syndicate 
that is also negotiating for a controlling interest in the bus 
operations of the Burlington Transportation Company, wholly- 
owned subsidiary of the Chicago, Burlington and Quincy Rail- 
road Company, under terms agreed on January 29, forecast 
the formation of a new transcontinental bus system. The pur- 
chase is contingent on approval by the Commission, application 
for which will be made immediately. The Burlington Railroad 
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will form a new corporation to retain its truck operations ang 
will also retain a stock interest in the purchasing company, 
according to officials of the railroad. 

All-American operates from Chicago to St. Louis and the 
southwest and the Pacific Coast and also controls Northern 
Trails, which operates between Chicago and New York, via 
Toledo, Cleveland and Pittsburgh. Northern Trails holds an 
option on the stock of Eastern Trails, which operates from 
New York, through Philadelphia and Baltimore to connections 
with Northern Trails. 


I. B. James, formerly president of the Burlington Trans. 
portation Company, was elected president of All-American, and 
T. L. James was elected president of the Burlington Transporta- 
tion Company to succeed his brother. 


Frisco Motor Operations 


The Commission, division 5, has reopened for reconsidera- 
tion, and ordered that an examiner’s proposed report on recon- 
sideration be served in six motor extension applications and 
five purchase proceedings involving motor carrier operations 
of Frisco Transportation Co. wholly-owned subsidiary of the 
St. Louis-San Francisco Railway Co. 


This action follows the decision of the Commission, divi- 
sion 5, in MC C-293, Campbell Sixty-Six Express, Inc., et al. 
vs. Frisco Transportation Co. et al., in which it was found that 
Frisco had conducted unauthorized direct motor common car- 
rier service. At that time Commissioner Patterson, dissenting 
in part, while not agreeing with the finding, did agree with 
the action of the majority in withholding an order pending 
reopening of the finance proceedings covering the purchased 
operations for the purpose of determining what, if any, condi- 
tions or restrictions should be imposed in the certificates to 
remove all doubt about the character of operations Frisco had 
been authorized to acquire and in which it was authorized to 
engage. He said it seemed inevitable that sooner or later con- 
sideration must be given to the propriety of imposing conditions 
covering Frisco’s entire operation and that, in his opinion, the 
necessary steps should be taken to deal with the whole subject 
at one time instead of piecemeal (see Traffic World, Aug. 26, 
1944, p. 489). 


In argument before division 4 in another Frisco purchase 
case, counsel for Frisco said that the decision in MC C-293, and 
the examiner’s report in the case under discussion, would con- 
fine Frisco solely to operations as a contract carrier, handling 
the traffic of the railroad. He took the position that the Com- 
mission had the right to impose reasonable, just, and non- 


arbitrary conditions, but that “to allow us to pay for the | 


common carrier rights of an independent trucking company, 
as you have in 13 cases and with your approval, and then, in 
the same breath take it away and say you can only operte 
as a contract carrier, I say that that sort of n order should 
not be entered by: this Commission. .. .” 
said, would be invalid as a matter of law (see Traffic World, 
Sept. 30, 1944, p. 830). 


The instant order reopens for reconsideration the following 
cases: 


MC 89913, Sub. 1, Frisco Transportation Co. Extension—Joplin- 
Miami; MC 89913, Sub. 2, Same—Hugo to Paris; MC 89913, Sub. 3, Same 


—Joplin-Carthage; MC 89913, Sub. 5, Same—Memphis-Blytheville; MC 
89913, Sub. 6, Same—Memphis-Walnut Ridge; MC 89913, Sub. 10, Same 
—Blytheville-Lake City; MC F-578, Frisco Transportation Co.—Purchase | 


—Joseph D. Cooper; MC F-618, Same—Purchase—John Hamm; MC 
F-619, Same—Purchase—J. A. Rose; MC F-678, Same—Purchase—Joseph 
W. Parker; and MC F-679, Same—Purchase—Louis Tolson. 


The order said that, if any party to the proceeding desired 
a further hearing before the issues were considered by the 
division, a petition for further hearing might be filed before the 
expiration of the time for filing exceptions to the proposed 
report of the examiner. 


Cc. & B. STEAMSHIP APPLICATION 


Assistant Director Girault, of the Commission’s Bureau of © 


Water Carriers and Freight Forwarders, has advised the Com- 
mission’s secretary by memorandum that the Cleveland & Buf- 
falo Steamship Co. has filed an application for temporary au- 
thority to operate steamer passenger transportation service 
between Chicago, IIl., and St. Joseph and Benton Harbor, Mich., 
in the 1945 season, temporary authority granted in 1944 having 
expired December 31. The carrier, according to the memo- 
randum, also intends to continue operation of evening lake 
rides out of Chicago as in 1944. The application has been dock- 
eted as W-893, Sub. 1, Cleveland & Buffalo Steamship Co. Tem- 
porary Authority. 


Such an order, he | 
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Grain, Illinois to T. L. 


The probable disruption of a group adjustment of rates on 
grain and soybeans from certain Illinois points and from other 
oints in the area, in effect since 1907, was cited by Examiner 
M. J. Walsh in a proposed report in No. 29141, A. E. Staley 
Manufacturing Co. vs. Baltimore & Ohio Railroad Co., as sup- 
porting his recommendation that rates on grain, grain products, 
and soybeans, in carloads, from points in Illinois to destinations 
in Trunk-Line Territory be found not unreasonable or other- 
wise unlawful. He recommended dismissal of the complaint. 

The points from which the rates assailed applied, he said, 
were Bradfordton, Farmingdale, Richland, Pleasant Plains, 
Ashland, Philadelphia, and Bluff Springs, and that to New 
York, a typical destination, a rate of 39 cents applied on grain, 
grain products, and soybeans. To the same destination, he said, 
a rate of 38 cents applied on those commodities from adjacent 













® cross-country points on the Chicago & Illinois Midland and from 
B points on the Chicago & North Western, Compro and north 






thereof. 

“Operators of grain elevators at the points from which the 
assailed rates apply compete with similar operators at points 
on the Chicago & Illinois Midland and Chicago & North West- 
ern from which a 38-cent rate applies to New York and other 
eastern destinations,” said the examiner. “Because of the one- 
cent difference in rates (six-tenths of a cent per bushel) the 
operators at points on defendant’s line are unable successfully 
to compete with operators on the other lines in the purchase of 
grain and soybeans in the contiguous interlying area hereinbe- 
fore described. Certain operators on defendant’s line are unable 
to purchase at a greater distance than two miles north of that 
line.” : 

He said that from the origins under consideration and also 
from competitive points a rate of 12 cents applied on soybeans 
to St. Louis, but that from the competitive points to Chicago 
the rates ranged from 12 to 13 cents, as compared with 15 cents 
from the points on defendant’s line. The complainant contended, 
he said, that the lower rates from the competitive points than 
from the origins on defendant’s line to Chicago and New York 
were unduly prejudicial to it because such lower rates attracted 
















@ the grain and soybeans to the competitive points, and that as a 





result complainant was unable to buy those commodities at 
points on defendant’s line. He said the complainant further 
contended that the commodity was more accessible to Chicago 
at points on the C. & I. M. than when at points on defendant’s 
line, but that the commodity would not be as available to it at 








‘@ the competitive points as at the origins involved. He said the 






record established that if the grain or soybeans produced in 
the interlying territory was diverted from the origins under 
consideration to points on the C. & I. M., the complainant could 
purchase the commodity at the latter points and move it to 
Decatur as advantageously as if it purchased the commodity at 
the origins under consideration on defendant’s line, citing 
3,000,000 bushels of soybeans produced in the area northwest 
























§ of Springfield served by the C. & I: M., sold in Decatur in 1942. 








_. The examiner said that a proposal of the defendant, filed 
with the Central Freight Association in June, 1941, requesting 
a reduction in the rates assailed from 39 to 38 cents, on the 
ground that the B. & O. line from Springfield to Bluff Springs 
was not a remunerative branch and that the reduction would 
attract grain and soybeans from the adjacent area to points on 
the defendant’s line, had been rejected. He continued: 





In July, 1941, that proposal was rejected, because it was found that 
the requested reductions could not be confined to origins on defendant’s 
line extending from Springfield to Beardstown but, for competitive rea- 
sons, would of necessity be extended to adjacent points on other car- 
ters. When defendant had proposed to reduce the rates here assailed 
- was of the opinion that it could establish that basis without affecting 
he rate adjustment from points on other rail carriers in that general 


grea. But upon further consideration defendant is apprehensive that a 


oo cama in those rates would spread to the rates of competitive rail 
Ss. 
The existing adjustment of rates on grain and soybeans from the 
ntified points on defendant’s line and from other points in that area 
: ely to New York and other eastern destinations has been in effect 
ince 1997, and is on a group basis. These group rates are differentially 
Boni one to the other. For example, rates of 38, 39, and 40 cents 
— f rom these respective groups to the indicated destinations. The 
- Tage distances from the 39 and 40-cent rate groups exceed the aver- 
| °c distance from the 38-cent rate group by approximately 40 and 80 
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miles, respectively. Thus the group rates increase by 1 cent for each 
approximate increase of 40 miles in distance. The 38-cent rate applies 
from points generally north and east of the 39-cent rate group wherein 
are located the points from which the rates assailed apply. The 40-cent 
rate applies from points generally south and west of that rate group. If 
the rates assailed are reduced to 38 cents, the 39-cent rate group will be 
disrupted. Obviously this would result in a request for a similar reduc- 
tion from all points in that group. Such a reduction, by eliminating the 
39-cent rate group, would increase to 2 cents the spread between the 
40-cent rate group and the group immediately north and east thereof 
from which the 39-cent rate now applies. It is not unlikely that shippers 
in the 40-cent rate group would request a reduction in that rate to 39 
cents thus restoring to 1 cent the spread between adjoining groups. The 
record does not warrant a conclusion that the rates assailed are unrea- 
sonable or unduly prejudicial. 


Forwarder Tonnage Rates 


In a proposed report in No. 28896, Forwarder Rates Con- 
ditioned Upon Aggregates of Tonnage, Examiner T. Leo Haden 
has recommended that the Commission should find not just and 
reasonable and unjustly discriminatory, the rates, rules, and 
regulations contained in item 140 of the respondent’s tariff 
I. C. Cp, F. F. No. 3, from Pittsburgh, Pa., and East Liverpool 
and Zanesville, O., to various points in California, Oregon, 
Washington, Montana, Utah, Texas, Arizona, New Mexico, 
Idaho, and Colorado. He recommended that this finding should 
be made with respect to the aforementioned rates, rules, and 
regulations as between particular persons who might fall within 
the terms of the aforementioned item and other persons not 
within such terms. 

The examiner said the investigation in this proceeding had 
been instituted by division 3 on its own motion into and con- 
cerning, among other matters,:the reasonableness, and lawful- 
ness in other respects, of certain rates and charges based on 
annual volume of shipments, and rules, regulations, and prac- 
tices in connection therewith maintained by the respondent 
C. E. Anderson, dba Western Freight Association, a freight for- 
warder. authorized to forward chinaware, earthenware, porce- 
lainware, stoneware, pottery, sheet steelware, and glass and 
glassware, from points in California to points in North Dakota, 
South Dakota, Nebraska, Colorado, Oklahoma, Texas, and to 
points in the United States east of those states, and commodi- 
ties generally from points in 18 eastern and midwestern states 
and the District of Columbia, to points in a dozen western 
states. 

The rates in question, the examiner said, were based on the 
aggregate amount of westbound tonnage furnished the re- 
spondent by either shipper or consignee, in the 12-month period 
beginning August 1 of each year. 

Item 140 of the respondent’s tariff I. C. C.-F. F. No. 3, the 
examiner said, provided progressively lower charges on china- 
ware, earthenware, porcelain ware, stoneware, glassware, tile, 
and sheet steelware, for annual volumes applicable from his 
loading stations at Pittsburgh, East Liverpool, and Zanesville 
to the aforementioned distribution points. The respondent’s vol- 
ume rates on annual aggregate weight of shipments, in pounds, 
were, according to an appendix attached to the examiner’s re- 
port, as follows: 200,000-400,000 pounds, 195 cents a hundred 
pounds for chinaware, earthenware, porcelainware, stoneware, 
glassware, and tile, and 235 cents a hundred pounds for sheet 
steelware and other articles; 400,000-2,000,000 pounds, 185 cents 
and 235 cents, respectively, for the same groups of commodi- 
ties; 2,000,000-4,500,000 pounds, 175 and 225 cents, respectively, 
and over 4,500,000 pounds, 160 and 215 cents, respectively. 


Justification for Rates 


The examiner said the respondent undertook to justify the 
volume rates on the grounds that they were necessary to give 
small shippers economic and efficient service; to promote a 
continuous flow of tonnage through his loading stations; to 
maintain frequent stop-over car service from and to off-line 
points; to enable patrons to keep their merchandise prices 
down; to meet water competition through the Panama Canal 
(when such service was restored); and to induce large patrons 
to use his service instead of making up their own cars. 

The examiner said the respondent made the following con- 
tentions: 


- (1) That its operations are substantially different from those of 
other freight forwarders subject to the act, in that he operates as a 
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specialized forwarder in the capacity of a marketing agent for the 
housewares trade in respect to the transportation of glassware, earthen- 
ware and sheet steelware and related articles; (2) that section 406(d) 
of the act requires the Commission in passing upon the lawfulness of 
the rates and charges of freight forwarders, and classifications, regula- 
tions, and practices relating thereto, to give due consideration, among 
other factors, to the inherent nature of freight forwarding; (3) that 
the principle stated in the decision of the Commission in Providence 
Coal Co. vs. Providence & W. R. R. Co., 1 I. C. C. 107, decided July 
23, 1887, wherein the practice of a railroad in allowing a discount from 
its coal rates to consignees receiving hot less than 30,000 tons of coal 
within a year was unjustly discriminatory and, hence, unlawful, may 
not properly be applied to the present day operations of a freight for- 
warder; (4) that the Commission has recognized that principles estab- 
lished in the early days of regulation may not properly be followed 
in modern times because of material changes in economical, industrial 
and transportation conditions, and cites in support of that position 
Molasses from New Orleans, La., to Peoria and Pekin, Ill., 235 I. C. C. 
485, in which the Commission, after discussing a number of previous 
cases where it declined to sanction trainload or multiple car rates, 
approved the establishment of such rates under certain conditions; 
(5) that the volume rates which have been maintained by respondents 
for many years, and on which its patrons have established their market- 
ing practices, should not be disturbed; and (6) that the volume rates 
are not unjustly discriminatory and that they do not offer any undue or 
unreasonable preference or advantage to those able to meet the require- 
ments of their application to the undue or unreasonable prejudice or 
advantage of those who cannot. 


Discussing the respondent’s contentions, the examiner 
averred that the respondent’s operations did not differ mate- 
-rially from those of other freight forwarders subject to the 
interstate commerce act, except in that he specialized in the 
handling of a limited number of commodities between a rela- 
tively few points of origin and destination, while most of the 
freight forwarders handled diversified freight between many 
points. & 

After pointing out characteristics of the freight-forwarder 
method of operation that differ materially from those of com- 
mon carriers, the examiner said: 


It is well settled that the difference in the quantity shipped as 
a single shipment may afford a fair and reasonable difference in trans- 
portation rates, but the mere fact that a single patron offers a transpor- 
tation company a specified amount of freight in varying quantities and 
at different times during a period of one year cannot be made a basis 
of rates different from those applied to a single shipment. It would 
appear, however, that under the freight-forwarder method of operation 
as herein described, quantity rates based on a single bill of lading con- 
signment of a specified minimum amount of freight might be justified 
under a proper showing. It is clear that the Congress did not intend 
to establish any different rule in rate making for freight forwarders 
than that applicable to common carriers subject to the act. The act 
merely requires the Commission to give due consideration, among other 
factors, to the inherent nature of freight forwarding. 


The examiner averred that the provisions published in con- 
nection with the rates under investigation in the instant pro- 
ceeding, as well as those published in connection with rates 
found unlawful in Providence Coal Co. vs. Providence & W. R. 
Co., 1 I. C. C. 107, Books, Drugs, and Cotton Goods, New York 
to Chicago, 256 I. C. C. 85, and Forwarder Rates Conditioned 
Upon Aggregates of Tonnage, 258 I. C. C. 635, contained no re- 
quirement as to the minimum amount of freight to be offered at 
any one time. He said there was no material difference between 
the principle of the volume rates under investigation in the in- 
stant proceeding and those found unlawful in the aforemen- 
tioned cases. 


Annual Tonnage Basis 


With respect to the respondent’s contention concerning 
changed conditions, the examiner said that the volume rates 
under investigation were not based on any specific amount of 
traffic moved as a single shipment, or its cost, but were condi- 
tioned solely on an annual aggregate tonnage, and that all 
traffic moving under those rates received the same service and 
involved the same operating cost as any other traffic moving 
in the respondent’s service, at differing rates. 

Although, according to the examiner, the respondent’s vol- 
ume rates were first published several years prior to enactment 
of part IV of the act and had since been incorporated in tariffs 
filed with the Commission, the instant proceeding was the first 
involving their lawfulness. He said the fact that these rates 
had been maintained for a long time afforded no reason why 
such rates, if shown to be unlawful, should be continued. 

In a paragraph captioned “Discrimination, Preference, and 
Prejudice,” the examiner concluded: 


Respondent takes the anomalous position that the volume rates 
here under investigation are not unlawful, but that such rates would 
discriminate in favor of large shippers against small shippers if estab- 
lished by a freight forwarder who is not a so-called specialized operator. 
or by motor carrier or railroad. The services performed by respondent, 
and the operating costs incurred by him, in handling traffic which 
moves under these rates, are no different from the services performed, 
and the cost incurred, by him in handling traffic under his higher 
rates. There is no justification for applying a special rate based upon 
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the aggregate amount of freight forwarded by a patron during »® given 
period of time. The manner in which the volume rates are publisheq 
constitutes a device whereby a comparatively few large patrons who 
are able to use these rates, are afforded transportation at rates lower 
than the rates charged certain other persons under substantially similar 
circumstances and conditions of transportation. The Commission has 
repeatedly held that such rates are in the nature of a discount in fayor 
of large shippers or consignees and, hence, unlawful. Southern Pae. 
Co. Ownership of Atlantic S. S. Lines, 43 I. C. C. 168, 178,.Books, Drugs 
and Cotton Goods New York to Chicago, supra. 


UNIVERSAL TRANSCONTINENTAL APPLICATION 

By a proposed report in FF-107, Application of Universa] 
Transcontinental Corporation, Examiner J. Edgar Snider has 
recommended finding certain of the applicant’s services to be 
those of a freight forwarder, but that issuance of a certificate 
be denied because of the ownership and control of the applicant 
by a holding company that also owned and controlled Universal] 
Carloading & Distributing Co., a freight forwarder of generaj 
commodities between all points in the United States. He said | 
that the applicant should be permitted to continue its inland 
operations as a division of Universal. 

The report observed that, with the exception of directors’ 
qualifying shares, all of applicant’s capital stock was owned | 
by the U. S. Freight Co., which it said was a holding company | 
controlling by stock ownership, among others, Universal Car. | 
loading & Distributing Co., Inc., Universal Carloading & Dis. | 
tributing Co. (Texas), Overland Package Freight Service, Inc, | 
The Transcontinental Freight Co., and Pioneer Carloading Co, | 
all of which, it said, were affiliated with the applicant and 
“dominated by the holding company.” 4 

It said that, in prior proceedings before the Commission, | 
including Universal Carloading & Distributing Co., Inc., Freight 
Forwarder Application, 260 I. C. C. 33, and Texas Package Car 
Co. Freight Forwarder Application, 260 I. C. C. 325, the Com- 
mission had refused to grant permits to more than one in a 
group of companies under common ownership and control 
where the several companies sought permits to perform sub- 
stantially the same service, adding that ‘the same policy should 
be followed in this proceeding.” 

Services performed by applicant that were confined to the 
terminal areas in which it operated were not those of a freight 
forwarder as defined in the interstate commerce act, the report 
said, and were exempt. As to such operations, the application 
should be dismissed, it said. 


BUS LINE CONTROL 


Examiner Vernon V. Baker, in a proposed report in MC 
F-2563, The Greyhound Corporation—Control—The Valley 
Public Service Co., has recommended that the application of 
Greyhound to acquire control of Valley, a bus line operating | 
in Ohio, be denied. Observing that the revenues of -the Grey- 
hound system were approximately 39 per cent of the total rev- | 
enues of Class I intercity carriers in 1943, the examiner said 
that “unless the Greyhound system is to be permitted to estab- | 
lish a practical monopoly of long-haul bus transportation, it 
must be prevented from obtaining control of such traffic at its 
source.” 

He said that competition presently afforded the system by 
independent carriers between important centers,of population 
would be stifled and would disappear if such carriers were de- f 
nied traffic originating on lines such as Valley’s, that fed traffic 


ae 


into large centers for interchange and movement beyond. As § 
part of the Greyhound system, the examiner said, Valley traffic 9 


might be expected to. be routed via the system. So long as 
Valley remained independent, he said, it might be assumed 
that it would not discriminate in its connections and routing of | 
passengers between carriers affiliated with and those not affili- 
ated with Greyhound. 

The examiner said that Valley operated over a network oi 
regular routes in Ohio, and that it interchanged with four sub 
sidiaries of Greyhound. 

“Aside from the effect on maintenance of competition,’ 
said the examiner, “it is believed that Valley and other carriers 
situated like it would be apt to render service more adequate 
and more responsive to local needs, if they remain independen: 
of trunk line carriers.” 





INDEPENDENT CARLOADING APPLICATION 


In a proposed report in FF-124, Independent Carloading 
Co., Inc., Freight Forwarder Application, the Commission's 
Bureau of Water Carriers and Freight Forwarders has recon 


mended that the Commission should conclude that the appli-7 
cant, formerly the Independent Forwarding & Carloading Co.” 


Inc., of New York, N. Y., is a freight forwarder subject to” 
part IV of the interstate commerce act and should be granted” 
a permit authorizing it to forward wines and liquors from 
New York, N. Y., Jersey City, Hoboken, and Egg Harbor, N. J.) 
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and Dallas. 

The Bureau said the Commission should find, among other 
things, that Independent Carloading had assembled and con- 
solidated or provided for the assembling and consolidating of 
wine and liquor shipments, had performed or provided for 
the performance of break-bulk and distributing operations with 
respect to such consolidated shipments, had assumed responsi- 
pility for the transportation of such property from point of 
receipt to destination, and had utilized for the transportation 
of such property the facilities of common carriers subject to 
parts I, I, or III of the act. 

It also said that because of the wartime shortage of wines 


















































































































be and liquors the applicant’s forwarder service from Egg Harbor 
ite had been disrupted. 
ant — 
Sal RECIPROCAL SWITCHING 
e No. 29160, Railroad & Warehouse Commission of Minne- 
nd sota vs. Chicago Great Western, et al. By Examiner C. E. 
Stiles. Recommended that the Commission should find defend- 
- ant’s failure and refusal to name in its tariffs the. industries 
red in whose behalf the complaint in the instant proceeding was 
any filed (Minnesota Seed Co., Faribault Woolen Mills Co., and 
‘ar. ( W. F. Klemer, dba Klemer Wool Warehouse, all of Faribault, 
Jis- Minn.) as industries on its line at Faribault, and consequent 
ne. denial by defendants of reciprocal switching service to those 
Co, industries, not unreasonable or unduly prejudicial and unduly 
and | preferential, as alleged. Dismissal of complaint recommended. 
The examiner said the right of the complainant turned in part 
ion, @ on the issue of whether the track on which the three industries 
ight were located was a private-industry track or a team track. He 
Car @@ proposed that the Commission should find that the track in 
om- i question was a public team track and not a private-industry 
na @ track. 
trol 
sub- OAT FEED 
ould No. 29177, Tonka Mills Co. vs. New York Central et al. 
By Examiner Leland F. James. Reparation recommended. Car- 
the B load shipments of pulverized oat feed shipped from Minneap- 
‘ight olis, Minn., to Newport, Vt., stored in transit at that point and 
port § reshipped to Fitchburg and Mansfield, Mass., found to have 
tion # been misrouted. The report said reparation sought was predi- 
cated on the loss of transit privileges at Newport, the loss of 
which was ascribed to the alleged misrouting of the shipments 
by the originating carrier. It said that, while the complainant 
Mc @ had admitted giving routing instructions impossible to fulfill, 
alley @ the Commission had repeatedly held that the obligation rested 
n of mm On a carrier’s agent to refrain from executing bills of lading 
ating (jg that contained provisions that were contradictory and impos- 
srey- (4 Sible of execution. It said the complainant was entitled to rep- 
rev-|§ aration in the sum of $373.78, with interest, from the Chicago, 
said} 4 Milwaukee, St. Paul & Pacific. 
stab- seiiedieipimamaieen 
yn, it 
at its 
Motor Proposed Reports 
m by (Recommended orders in proposed motor reports, at expiration 
lation of 20 days from date of service of reports (unless otherwise stated), 
e de- become effective unless exceptions have been filed within the 20-day 
-‘raffic period or exceptions have been seasonably filed by other parties, or 
j. As@@ the order has been stayed or postponed by the Commission. State 
traffic © in which applicant has home office is shown in “black face’ type. 
ng as with name of town or city following.) 
umed Ohio (Portsmouth)—-MC 1222, Sub. 7, Reinhardt Transfer 
ing of 0. extension. Certificate proposed. Iron and steel and arti- 
affill: @ cles of iron and steel manufacture from Middletown, O., to 
_—@ Points in Indiana south of U. S. highway 40, except points 
ork of located on applicant’s presently authorized regular routes in 
r sub §@ certificate issued in MC 1222, Sub. 4. 
Ree” Alabama (Birmingham)—MC 104149, Sub. 66, Leroy Os- 
ition, orne, common carrier. Certificate proposed. Contractors’ out- 
riers fits and equipment in truckloads, minimum 12,000 pounds, be- 
equate Mtween all points in Alabama, on the one hand, and, on the 
enden: @other, all points in Fla., Ga., Miss., Tenn., and that part of 
Louisiana east of the Mississippi River. The report said the 
applicant had also sought authority to transport iron or steel 
articles, boilers, castings, and steel tanks; ship parts and sup- 
Dlies; and machinery. It said all the witnesses supporting the 
oading application were planning for a tremendous expansion in their 
issions © businesses after the war. There was no assurance, however, 
recom: | the Teport said, that the present ship-building program would 
appli 9 °¢ continued after the war. It further said that practically all 
ng Co., 9° the evidence introduced in support of the transportation of 
ject toy seeuinery referred to contractors’ outfits and equipment and 
sranted @that the recommendation in the instant proceeding would be 
s from @festricted accordingly. 
r, N. Jal New Jersey (Newark)—MC 3467, Sub. 35, Public Service 
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Interstate Transportation Co., change of route. Certificate pro- 
posed. Passengers, baggage, express, and newspapers, in inter- 
state commerce, within Tenafly, N. J., over specified routes, 
serving all points thereon, in connection with applicant’s pres- 
ently authorized operations. 

Ohio (Akron)—MC 48268, Sub. 19, C. B. Fischbach, exten- 
sion. Permit proposed. Canned goods, (1) from points in Ind. 
except Indianapolis, Jeffersonville, Whiteland, Greenwood, Mar- 
tinsville, Anderson, Elwood, Tipton, Peru, Wabash, Austin, 
Edinburg, Underwood, Scottsburg, and Seymour, to Akron, 
Cincinnati, Cleveland, Columbus, and Toledo, O., under indi- 
vidual contracts or agreements with persons other than those 
who operate retail food stores; (2) from all points in Ind., 
except the aforementioned points, to points in O., except Akron, 
Cincinnati, Cleveland, Columbus, and Toledo; and (3) from 
Akron, Cleveland, Norwalk, and Fremont, O., and all points 
in O. on and west of U. S. highway 23, to all points in Ind. 

Minnesota (St. Paul)—-MC 104688, Sub. 7, Lester A. Wilsey, 
extension. Denial of certificate proposed. Petroleum products, 
in bulk, in tank trucks, from Superior and LaCrosse, Wis., and 
Minneapolis, St. Paul, and Winona, Minn., to designated areas 
in Ia., Minn., Mich., and Wis., over irregular routes. 


Iron and Steel to Colorado 


Briefs have been filed with the Commission by the com- 
plainant, by Official Territory and Western Trunk Line rail- 
roads, and by the Colorado Public Utilities Commission, in 
No. 29066, Rocky Mountain Association of Distributors vs. 
Union Pacific Railroad Co. et al. The proceeding involves an 
allegation that rates on manufactured iron and steel articles 
from points in the area east of the Missouri River and north 
of the Ohio and Potomac rivers to Colorado common points 
(Cheyenne, Wyoming, Denver, Pueblo, and Trinidad) are un- 
reasonable, and unjustly prejudicial against members of the 
complainant and preferential of their Montana, Utah, and 
Wyoming competitors. It also involves the relationship between 
rates in pipe and related articles to the Colorado points and 
to Amarillo and El Paso, Tex., Albuquerque and other destina- 
tions in New Mexico and nothern Texas. 

“This complaint was occasioned . . by the action of 
defendant carriers in publishing substantially reduced rates 
lower than theretofore maintained on iron and steel from 
eastern origins (a) to Utah common points from 105 to 95 
cents per 100 pounds, effective March 20, 1941, and (b) to 
destinations in Montana and Wyoming effective earlier on 
December 15, 1940, 95 cents in place of 110 cents to Billings 
and Butte, Mont., being representatives,” said the complainant. 
“The new rates were subject to minimum of 80,000 pounds, 
while the former higher rates, subject to 40,000 minimum, 
remained in force.” 

It said the Commission was asked to prescribe lawful rates 
for the future, and particularly to require just and reasonable 
carload rates on the basis of a minimum weight of 80,000 
pounds. No reparation was asked, according to the complain- 
ant. It said that “if one reads between the lines of the testi- 
mony of defendants, inferences might well be indulged that 
reductions would have been made voluntarily by the carriers 
to Colorado at the time of the reductions to Montana, Utah 
and Wyoming points, save for their fears of jeopardizing their 
whole iron and steel rate structure.” 

While the complainant said that the quoted matter was 
“pure speculation, with nothing in or outside the record to 
which complainants may properly point, other than the nature 
of the testimony as a whole which defendants have here pre- 
sented,” both groups of rail defendants made statements to 
that effect in their briefs. Each group pointed out that the Com- 
mission had prescribed rates on iron and steel articles on a 
relatively high level, having in mind that rates on many other 
commodities, such as livestock and products of agriculture, in 
the western area, had been prescribed on a relatively low level. 

“If a 10-cent reduction should be made in all rates from 
official territory to western trunk line territory—all of which 
are on the same basis as the assailed rates—the annual reduc- 
tion in revenue, based upon the one-day movement study 
(March 31, 1944), would be $884,248.20,” said the Official Ter- 
ritory railroads. ‘When it is realized that the same basis 
applies from official territory to most of the southwest and also 
generally within the southwest and western trunk line territory, 
it will be appreciated that any condemnation of the 32.5 per 
cent basis as unreasonable or any finding which would result, 
either directly or indirectly, in widespread departures from 
that basis, would entail tremendous revenue losses.” 

The western carriers argued that the effect of the com- 
plainant’s proposal to reduce the rates in connection with an 
80,000-pound minimum would simply be a corresponding re- 
duction in their revenues on the iron and steel traffic. In 1940, 
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they said, Class I carriers in the western district had carried 
10,821,185 pounds of iron and steel articles, and in 1943 had 
carried 35,153,554 pounds. The reduction of 10 cents a hundred 
pounds on the 1940 traffic would have amounted to more than 
— and on the 1943 traffic to more than $3,500,000, they 
said. 

The western carriers said, as to the pipe rates to the south- 
west, that there was no evidence that transportation conditions 
were similar in the southwest, where the lower level of rates 
prevailed, and they and the Official Territory carriers cited 
competitive conditions that, they said, where wholly dissimilar 
to those in Western Trunk Line Territory, including the Colo- 
rado common points. 

The western carriers said that, even if the Commission 

should find undue preference and prejudice, it would not have 
jurisdiction to compel removal because the lines responsible 
for the preferential rates had no effective control over them. 
The Official Territory carriers argued that Utah and Wyoming 
were not in Western Trunk Line Territory and that the reduc- 
tions to those points did not, therefore, constitute a change 
from the 32.5 per cent basis. That basis, each group of carriers 
observed at some length, had been approved by the Commis- 
sion in a number of cases. 
: The Colorado commission, supporting the complaint, based 
its argument in part on the classification ratings and excep- 
tions on various commodities classified fifth class, which, it said, 
was the classification rating on iron and steel articles involved 
in the proceeding. All of the various factors were given due 
consideration before establishing a rating, said the commission 
and that, therefore, “all commodities rated fifth class with the 
same minimum weight would indicate that such commodities 
must have most of the same traffic characteristics.” It said 
that if ratings established by sixteen exceptions ratings, with 
varying minimum weights rated class 30 or lower, three class 
32% and one class 35, applying through Western Trunk Line 
Territory, were remunerative to the carriers, “then certainly 
class 32% on iron and steel articles is entirely out of line and 
should be reduced.” 


CENTRAL OF GEORGIA REORGANIZATION 


Merrel P. Callaway, as trustee of the property of the debtor 
railroad, has filed with the Commission, in Finance No. 12950, 
Central of Georgia Railway Co. Reorganization, an amendment 
of the plan of reorganization filed by him one year ago (see 
Traffic World, February 5, 1944, p. 332). He said that he be- 
lieved fair and equitable a proposal to allot to the claims ag- 
gregating $14,845,479 in respect of the unmortgaged assets, 
5,650 shares of common stock of the par value of $100 each, to 
be distributed pro rata among the different claims on the per- 
centages shown in a submitted exhibit, and that the capital 
stock of the reorganized company should be increased by that 
amount. The amendment was filed following a proposed report 
—— J. V. Walsh (see Traffic World, November 18, 
p. 1295). 


FLORIDA MOTOR LINES PURCHASE 


Declaring that the Greyhound system was in no sense a 
monopoly and that much less did it “approach a nation-wide 
monopoly,” the Greyhound Corporation, applicant in MC F-2436, 
Greyhound Corporation-Control-Florida Motor Line Corpora- 
tion, embracing also MC F-2437, Same—lIssuance of Securities, 
has petitioned the Commission for reopening and for postpone- 
ment of the time of filing exceptions to the examiner’s report. 

In his proposed report, Examiner Irving J. Raley had said 
that the joining of the “present practical monopoly” of bus 
transportation held in Florida by Florida Motor Lines Corpora- 
tion with the system operated by Greyhound would further 
the latter’s approach to a nation-wide monopoly (see Traffic 
World, December 30, p. 1683). 

In its petition Greyhound listed 15 points it would make, 
if given the opportunity to present further evidence, including 
the points “that the Greyhound system is in no sense a 
monopoly”; that the integration of small carriers into the ap- 
plicant’s system had been of real and substantial public benefit, 
and that these benefits would be enhanced by the acquisition 
of Florida Motor Lines. 


MOTOR CERTIFICATE SEPARATION 


The Commission, division 5, has reopened MC 668, Inter 
City Transportation Co., Inc., Common Carrier Application and 
13 proceedings joined with it, solely to determine whether or 
not the respective holders of joint certificates (two groups of 
bus companies commonly controlled through stock ownership) 
should be required to elect which of the two holders of any one 
or more of the joint certificates was entitled to an individual 
certificate covering the same operations as described in their 
respective joint certificates. The joint certificates were set 
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aside by the Commission, division 5, in a report and order on 
reconsideration (see Traffic World, Aug. 19, 1944, p. 424). 

The certificates involved authority to operate between desig. 
nated points in New York City and specified points in New 
Jersey via the Lincoln Tunnel. 

The Commission reopened two of the proceedings on its 
own motion: MC 3701, Sub. 1, Westood Transportation Co,, 
Lincoln Tunnel Extension, and MC 3705, Sub. 1, Same. The 
other proceedings, reopened on petition of the applicants, and 
of a protestant, were MC 668; MC 668, Sub. 1, Inter City Trans- 
portation Co., Inc., Lincoln Tunnel Extension; MC 668, Sub. 4 
Same, Alternate Tunnel Routes; MC 1079, New Jersey-New 
York Transit Co., Inc., Common Carrier Application; MC 1709, 
Sub. 1, Same, Lincoln Tunnel Extension; MC 1079, Sub. 4, 
Same, Alternate Lincoln Tunnel Routes; MC 3699, Manhattan 
Coach Line, Inc., Common Carrier Application; MC 3699, Sub. 
1, Same, Lincoln Tunnel Extension; MC 3699, Sub. 6, Same 
Extension; MC 3700, Manhattan Transit Co., Common Carrier 
Application; MC 3700, Sub. 1, Same, Lincoln Tunnel Extension; 
and MC 3700, Sub. 8, Same, Extension. 






















WELLS FARGO FORWARDING APPLICATIONS 


Acme Fast Freight, Inc., engaged in forwarder operations 
between all points in the United States, has petitioned the Com- 
mission to deny the applications in FF-23, Wells Fargo Car- 
loading Co. (Successor in interest to Portland Freight Consoli- 
dators, Inc.), and in FF-86, Sub. 1, Wells Fargo Carloading 
Co., extension application. 

In FF-23, the Commission, division 3, by an order issued 
in November, 1944, substituted Wells Fargo as the applicant 
for authority to continue forwarder operations from points 
in Minnesota, Iowa, Nebraska, Kansas, Oklahoma, Texas, and 
all of the United States east thereof, to points in Oregon and 
Clark, Cowlitz, Pacific, Skamania and Wahkiakum counties in 
Washington. 


The FF-86, Sub. 1 number was given an amendment to 
the application in FF-23, in which Wells Fargo asked for a 
permit to continue operations as a freight forwarder “by 
specifying the states from and to which the applicant is ready, 
willing and able to serve and has heretofore served as follows: 
From points in the states of Connecticut, Delaware, District of 
Columbia, Illinois, Indiana, Iowa, Kentucky, Maine, Maryland, 
Massachusetts, Michigan, Minnesota, Missouri, New Hampshire, 
New Jersey, New York, Ohio, Pennsylvania, Rhode Island, Vir- 
ginia, Vermont, West Virginia, Wisconsin, to points in the states 
of: Oregon, Washington.” 

Acme said there existed a “super-abundance”’ of forwarder 
service available to the shipping public, and cited a falling off 
in forwarder traffic beginning with the second quarter of 1943 
to demonstrate that statement. It also said the proposed serv- 
ice was inconsistent with the public interest and the national 
transportation policy because it would divert traffic from estab- 
lished agencies and impair existing service. Existing for- 
warders, it said, would also suffer a further depletion of their 
revenues, which, it added, “already are depressed to the 
danger point.” : 




































MILK RATE PROTEST 


The Price Administrator, both on his own behalf and that 
of the Economic Stabilization Director, has asked the Commis- 
sion to suspend increased rates for transportation of milk pro- 
posed by H. Leon McBride and Frank McBride, of Goshen, 
N. Y., dba H. L. & F. McBride, and published in their tariff 
MF-I. C. C. No. 12, supplement No. 5, effective February 9. 
He said the McBride firm proposed to increase its rates for 
hauling certified or pasteurized milk in cases and of raw milk 
in tank trucks, between points in New Jersey, New York, and 
Pennsylvania, in amounts of one-half cent a case of 12 quart 
bottles and of one cent to three cents a 40 quarts, in tank 
trucks. Continuing, the Price Administrator said: 


Increases in some of the rates, which the carrier proposes t0 
increase on February 9, 1945, were made on January 29, 1944, and on 
August 26, 1944. Carrier, therefore, is here seeking to compound the 
increases in many instances by successive readjustments in its rates... 


















Some of the McBride firm’s proposed rates, the Price Ad- 
ministrator averred, were on a higher basis than the intrastate 
rates on milk under investigation in the New York Public 
Service Commission cases Nos. 11295 and 11436, now pending. 
The Price Administrator also said that the McBride. firm should 
be required to submit comprehensive data in support of its 
plea that it was in need of additional revenues, and further to 
show that the proposed increases constituted the appropriate 
method for producing any additional revenues that might be 
required to enable it to continue furnishing adequate service 
to the public. 
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. Short Lines Control 
Ww In Finance No. 14831, Harry E. Salzberg, Murray M. Salz- 

perg, Meyer P. Gross, and Morris H. Snerson, have filed an 
its | application with the Commission for authority to acquire and 
as, hold control of Jamestown, Westfield & Northwestern Railroad 
he Co.; Unadilla Valley Railway Co.; and Southern New York 
nd Railway, Inc., through ownership of their voting stock. The 
1S- three lines operate entirely within the state of New York, 
4 according to the application, and have a total trackage of ap- 
ew proximately 81 miles. 
09, The applicants say that they are not carriers, and that 
4, & they are associated in business as stockholders of H. E. Salz- 
fan perg Co., Inc., a New York corporation,-and as copartners of 
ub. H. E. Salzberg & Co., a New York partnership. The application 
ne, said that Harry E. Salzberg was originally a dealer, as an indi- 
‘ier vidual, in used railroad and power equipment, and that the 
on; business was continued by H. E. Salzberg Co., Inc., on its 

incorporation. 

“In the conduct of the business abandoned railroad proper- 
ties were frequently acquired for the purpose of dismantling 
the same,” the application says. “However, where public con- 

ons venience and necessity seemed to require the continuance of the 
om- railroads in operation, applicants have endeavored to do so to 
Yar: render service to the public.” 
oli- In this manner, the application continued, the stock of the 
ling @ aforementioned railroads was acquired. It added that, in addi- 
tion, the corporation had acquired all of the outstanding capital 
ued @ stock of the Arkansas Valley Railway, Inc., formerly operating 
cant @ in Kansas. The “metallic content” of the line, it said, was 
ints requisitioned by the War Production Board on July 16, 1942, 
and and that a certificate permitting abandonment was granted by 
and the Commission in Finance No. 13619. The line was dismantled, 
s in § it said, adding that the shares of the corporation were still 
owned by H. E. Salzberg Co., Inc., but that it no longer operated 
t to @ aS a carrier. 
or a The applicants said that, with the Commission’s approval, 
“by they proposed to continue their present activities, adding that 
ady, they are hopeful that if favorable opportunities arise in the 
ows: § future they may succeed in acquiring other non-competing, 
ot of | Short line carriers, with the approval of the Commission.” 
land, 
hire, 
a e a 
vir} St. L.-S. F. Reorganization 
__ Three bondholders’ committees have filed a “memorandum” 
urder @ With the Commission in Finance No. 10008, St. Louis-San Fran- 
g off cisco Railway Co. Reorganization, contending that the Com- 
1943 @ Mission should not, as the committees said it did in an earlier 
serv- allowance proceeding in the case, require that withdrawal fees 
ional @ llected by the committees be deducted from expenses before 
stab- jg Making allowances for expenses and counsel’s fees. 
for- The committees said that, on the basis set up in the deposit 
their @ *8reements, the committee representing the Kansas City, Fort 
the @ Scott & Memphis Refunding Bonds had collected withdrawal 
fees (fees paid by depositors on bonds withdrawn from deposit 
pursuant to the deposit agreement on payment of withdrawal 
fees fixed by the agreement) of $5,686.81 prior to February 1, 
1941, and of $56,818.19 from February 1, 1941, to August 31, 
| that 1944; that the committee representing the Prior Lien Mortgage 
nmis- Bonds of the. debtor railroad had _ collected $20,772.87 and 
pro $80,237.02 in those periods, respectively; and that the committee 
yshen, @ [Presenting the Consolidated Mortgage Bonds of the debtor 
tariff — re collected $13,207, and $106,967.19, respectively, in 
ry 9 periods. — 
as fOr _,rhe committees observed that individuals had been per- 
; milk @ Mitted to intervene in section 77 proceedings and had received 
< and uwances for expenses and for compensation of counsel on the 
quart @ Sis of the value to the estate of the services rendered, adding 
“tank that “it has never been suggested that an allowance to any such 
individual should be reduced because such individual had chosen 
to make payment out of his own pocket to his lawyer or to the 
oe bs printer who had printed his briefs, expecting later to be reim- 
ve = bursed by an allowance from the estate.” 
tes... Mp hey said each committee had borrowed money from a 
ank, obtained voluntary advances from certain of its deposi- 
ee Ad- tors, and collected withdrawal fees from certain of its deposi- 
-astate  '0rs, all in accordance with the terms of the deposit agreements. 
Public They continued: 
a It is immaterial, from the point of view of allowances, by which 
shou of those methods expenses are provided for, pending the time for the 
of its @ Making of allowances. Nor is it material that the bondholders in this 
ther to ng paid their withdrawal fees pursuant to the contracts contained in 
opriate via age Agreements, rather than voluntarily. If a group of indi- 
ght be ian S is entitled to an allowance, the allowance would not be reduced 
service Se those individuals had agreed in advance among themselves that 





tach would put up his proportionate share of expenses. 








The committees quoted from Finance No. 13170, Florida 
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East Coast Railway Co. Reorganization, decided April 15, 1943, 
to the effect that it was no part of the Commission’s duties un- 
der section 77 to direct that depositing bondholders be repaid 
withdrawal fees in a certain manner. So far as they were ad- 
vised, said the committees, the earlier report in the instant case 
was unique in its requirement that withdrawal fees be deducted. 
They said that the effect of requiring such a deduction was 
either to make it impossible for the committees to provide for 
expenses not properly allowable out of the estate or for com- 
pensation for services to the bondholders in excess of the com- 
pensation allowed, or to impose a burden on bondholders who 
did not withdraw until the end of the proceedings far heavier 
than that borne by earlier withdrawers. They argued that the 
right of the committees to determine compensation bondholders 
would pay (out of their own pockets and not out of the estate) 
for services rendered them was subject only to the supervisory 
power of the court, and that any action of the Commission in 
regard to such compensation would be interfering with a power 
that section 77 ‘“‘clearly vests in the court.” 

The committees also cited Finance No. 10028, Chicago, Rock 
Island & Pacific Railway Co. Reorganization, 252 I. C. C. 209, 
to the effect that the Commission would determine the maxi- 
mum limits of allowances for protective committees without re- 
flecting any deductions for withdrawal fees that had been col- 
lected by the committees, except where the committees had 
deducted them. They cited, also, Finance No. 10294, Chicago, 
Indianapolis & Louisville Railway Co. Reorganization, decided 
June 12, 1944, in which, thev said, the Commission had made no 
deduction for withdrawn fees and no requirement that with- 
drawal fees be reimbursed. 

The committees set forth the following four points in their 
argument: 


1. Section 77 contemplates that the Commission will fix maximum 
allowances for services rendered and expenses incurred on the basis of 
the value to the estate of the services rendered. It does not contemplate 
that an allowance should be reduced because the party entitled to such 
allowance has paid his expenses in whole or in part. 

2. A withdrawing deposit has no right under the Deposit Agree- 
ments to have his withdrawal fee repaid to him in whole or in part, 
even if the committee is reimbursed out of the estate for all or part 
of the expenses for which such withdrawal fees may have been used. 

3. The district court alone has jurisdiction, under subdivision (p) 
of section 77, over the committees’ relations with their depositors under 
the Deposit Agreements. 

4. Even if the Commission does not agree that section 77 does not, 
in any circumstances, authorize the deduction of withdrawal fees from 
reimbursable expenses, there should be no deduction in this case in 
view of the committees’ undertaking as to reimbursement. 


Regular and Irregular Routes 


G. H. Dilla, of Cleveland, O., a practitioner before the 
Commission, has filed with the Commission the first of the in- 
vited exceptions to the tentative report of division 5 in MC 
C-246, Transportation Activities of Brady Transfer & Storage 
Co., in which the division set up the characteristics of motor 
carrier service which, taken together, constituted regular-route 
service, and found that Brady was conducting unauthorized 
regular-route operations. At the same time it invited excep- 
tions or briefs on its tentative conclusions (see Traffic World, 
Dec. 30, p. 1676). 

“The Commission has never clearly defined the demarca- 
tion line between a regular and an irregular operation, and 
brought on further confusion when it permitted an irregular 
route operator to establish terminals in addition to his or its 
home terminal,” said Mr. Dilla. 

He said that the Ohio Public Utilities Commission had 
clearly defined the differences between regular and irregular 
route operators by inserting a restriction in the irregular route 
certificate against rendering the same service normally ren- 
dered by regular route operators and which, he said, definitely 
precluded the irregular route operators from establishing ter- 
minals and advertising a regular service. Such irregular route 
operators, he added, might only serve the public on call and 
demand. 

He said that the flexibility, due to which the motor truck 
industry had expanded, would be to a great extent destroyed 
by the tentative report of the division, “as the irregular route 
operator would be compelled to stay in his groove, so to speak, 
and unable to use his initiative and aggressiveness... .” 

He said he believed that, under the present transportation 
act, the Commission had the power to amend a certificate from 
irregular to regular route “and vice versa,” and that when a 
motor carrier had the progressive spirit to serve the public and 
the public favored him with sufficient tonnage to institute a 
regular route service, the Commission should amend the cer- 
tificate accordingly. However, he said, under the division’s 
tentative -findings, a regular route operating holding such cer- 
tificate might furnish a dilatory, undependable or haphazard 
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service and still hold his certificate to the detriment of a more 
aggressive carrier holding an irregular certificate. : 

“In view of the foregoing statements,” said Mr. Dilla, “we 
believe that Brady Transfer & Storage Co., or any other motor 
carrier, should have the opportunity of applying to the Com- 
mission for a change in their certificate upon a showing of past 
performance and not be compelled to request shippers to testify 
in behalf of such change, as the shippers are not greatly con- 
cerned whether the carrier holds an irregular or regular cer- 
tificate. The shipper’s greatest concern is to get the shipments 
to destination by a dependable and responsible motor carrier.” 


COAL CITY TOWING APPLICATION 


By an order in W-313, Coal City Towing Co. Contract Car- 
rier Application, the Commission, division 4, has vacated the 
certificate and order issued January 13, 1943, and dismissed the 
application. 

The order recited the fact that Thomas L. Campbell, doing 
business as Coal City Towing Co., had been substituted in lieu 
of the original applicant, Earl Webster, doing business as Web- 
ster Towing Co. It said, further, that Thomas L. Campbell had 
advised the Commission that he preferred to abandon his rights 
to engage in transportation subject to part III of the interstate 
commerce act, and consented to vacating and setting aside the 
certificate and order and to dismissal of the application. 


SUNSHINE-DIXIE BUS MERGER 


The applicants in MC F-2630, Clint W. Murchsion, et al.— 
Control; American Liberty Oil Co.—Control; American Liberty 
Pipe Line Co.—Control and Merger—Dixie Motor Coach Cor- 
poration and Sunshine Bus Lines, Inc., have asked the Com- 
mission for a further hearing. 

In that proceeding, Examiner Walter T. Cooper proposed 
denial of the application, saying that the conclusion could not 
be escaped that “the primary purpose of the transaction is to 
enable the American Liberty group to chieve the immediate 
benefit of Pipe Line’s unused excess profits credits, which may 
otherwise be lost and that concern for the public interest is, 
to say the least, secondary.” 

The applicants quoted the examiner as saying that “in the 
event that unforeseen losses should be sustained by other mem- 
bers of the American Liberty Group, would the heretofore 
favorable position of Dixie and Sunshine be further exploited 
after the merger by the syphoning off of funds and the lending 
of assets to be pledged to support the position of the oil mem- 
bers? In the light of the record the examiner is inclined to the 
opinion that such would be the experience.” They said that this 
statement could be met only by the introduction of further evi- 
dence that would demonstrate the petitioners’ policy in operat- 
ing corporations they controlled that were affected with the 
public interest. 

After listing evidence in nine categories that would be in- 
troduced if another hearing was granted, the petitioners said 
they did not introduce that evidence at the original hearing 
because a different plan of financing was presented. They now 
intended to present another plan to overcome the objections of 
the examiner, they said, adding that they did not know or 
anticipate that the examiner “would use as criteria for peti- 
tioners’ future conduct of business affected with public interest, 
their past conduct of business wholly owned by them and not 
controlled or regulated by any public body.” 


MICHIGAN GRAIN RESTRICTION 


Four milling companies, in Michigan, have asked the Com- 
‘ mission to suspend supplement No. 126 to B. T. Jones Tariff 
245-G, I. C. C. No. 3356, filed to become effective February 5, 
on the ground that the supplement eliminates open routing 
on grain and grain products from points on the Ann Arbor 
Railroad through New York Central transit points in Michigan 
to points on the Baltimore & Ohio in Trunk Line and New 
England territories. 

“The proposed schedule provides under circle reference 215 
from Ann Arbor points, will apply only when delivered to 
connecting lines at Milan, Ann Arbor, Ampere, Durand, and 
Claire, Mich.,”’ said the protestants. “This then deprives mills 
and grain elevators located on the New York Central Railroad 
from purchasing grain on the Ann Arbor Railroad and using 
the commodity rates to Trunk Line and New England terri- 
tories by reason of the fact that the New York Central con- 
nection is Pittsfield Jct.” 

At present, the mills said, due to open routing, they were 
able to take advantage of through commodity rates as pro- 
vided in B. T. Jones Tariff 245-G, but that, after February 5, 
it would be necessary to break their rates at Toledo and use 
reshipping rates beyond. They would, therefore, “be unlawfully 
discriminated upon,” they said, and that undue preference 

would be given to such transit points as Toledo, O., and Detroit, 
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Mich., and to other points in Ohio, through which points there 
were routes and rates provided. 

The companies protesting the Jones supplement were: 
F. W. Stock & Sons, Inc., of Hillsdale; Atlas Milling Co., of 
Clinton; Hayden: Flour Mills, Inc., of Tecumseh; and Adrian 
Grain Co., of Adrian. 







PRIVATE AND PUBLIC CARRIAGE 


The Commission should include in its report and order a 
provision permitting him to continue to transport perishable 
foods for his wholesale-retail food business, and to transport 
such commodities as a common carrier, said the applicant in 
MC 104771, Robertus Shoemaker Common Carrier Application, 
in exceptions filed to the examiner’s proposed report in that 
proceeding. The examiner had recommended issuance of a cer. 
tificate authorizing common carriage of dressed poultry, dairy 
products and frozen fruits and vegetables, and fresh and frozen 
seafoods between specified points and areas in ten states and 
the District of Columbia (see Traffic World, Jan. 13, p. 85). 

The applicant objected to the further recommendation that 
the certificate be granted subject to the condition that applicant 
should not transport the described commodities as both a pub- 
lic and a private carrier between the same points or territories, 
or transport property as both a public and private carrier at 
the same time in the same vehicle. He said he had testified that 
he would completely divorce his food business from his common 
carrier operations, but that this statement had been made on 
the assumption that the application would be approved wholly 
or substantially as applied for. The recommended order, he 
said, so limited the description of the commodities that he 
could carry, and so restricted the limited points and areas be- 
tween which he would be authorized to operate, that difficult 
complications would arise as to the transportation of the perish- 
able foods in his wholesale-retail food business. 

The applicant said also he should be permitted to transport 
perishable foods (fresh and frozen meat, eggs, poultry, dairy 
products, sea food, fruits and vegetables) between Harrisburg, 
Pa., which, he observed, was the location of a large retail store 
operated by him, and was without the service of a refrigerated 
truck, and points within 25 miles thereof on the one hand, and 
points within a 500-mile area on the other; that he should be 
granted the right to continue to transport fresh fruits, vege- 
tables, and fish; and that he should be granted to serve the New 


York commercial zone rather than merely New York City, as 
recommended. 





































“ RAIL DEPRECIATION RATES 


By sub-orders SE 724, 9-B, and 27-A, the Commission has 
prescribed the depreciation rates applicable to the equipment 
of the Ogden Union Railway & Depot Co.; Boston & Maine; 
and Dardanelle & Russellville Railroad Co., steam railroads, 
respectively. 









UNIFORM ACCOUNTS SYSTEM 
The Commission, division 1, effective March 1, has modified 
the texts of two accounts previously prescribed under the “Uni- 
form System of Accounts for Pipe Lines.” It said the order 
might be given retroactive effect to January 1. The modifica- 
tions were as follows: 









1. Account 70. Liability for Provident Funds.—Eliminate the words 
“specific appropriations of income or surplus and’’ from the first sen- 
tence of the text. 

2. Account 72. Insurance Reserve.—Cancel paragraph (A) of the 
text and change the designations of paragraphs (B), (C), and (D) s0 
that they will be paragraphs (A), (B), and (C), respectively. 










Oo. P. A. CONTROL OF CARRIER RATES 

The Office of Price Adiministration has issued its supple 
mentary regulation 14H, effective as of January 29, containing 
provisions heretofore embodied in section 7.1, 7.2, 7.5-7.11, 7.16, 
7.15 and 7.19 of its revised supplementary regulation 14, relat: 
ing to certain transportation services of other than commor 
carriers. Supplementary regulation 14H was published in the 
January 30 issue of the Federal Register. 















RED RIVER TERMINAL SERVICES 

Fruit Growers Supply Co., Los Angeles, Calif., has filed 
with the Commission a motion to substitute itself as a party 
for Red River Lumber Co. in Red River Lumber Co. Termin 
Allowances, Ex Parte No. 104, Practices of Carriers Affecting 
Operating Revenues or Expenses, Part II, Terminal Services, 
when certain new tariffs become effective. It also asked that 
the proceeding continue to decision on the record already made 
on the briefs filed, and on oral argument to be set at such 
date on or after February 22 as the Commission may determine. 
It said new tariffs had been filed by the respondents substituting 
Fruit Growers Supply Co. for Red River Lumber Co. as the 
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» Southern Pacific Co. Local Freight Tariff No. 1425-A, I. C. C. No. 
_ of 4958, issued January 5, 1945, and effective February 14, 1945. 
lan Western Pacific Railroad Co. Terminal Tariff G. F. D. No. 35-J, 
1c. C. No. 248, Item 804-A thereof issued January 5, 1945, and 
effective February 14, 1945. 
ra RATES IN MEXICO 
ble The Department of Commerce has been advised that in- 
ort B creased freight and passenger railway rates just made effective 
in § in Mexico will be continued until January 1, 1946, when a per- 
ion, ® manent tariff will be put into effect. Freight rates affecting 
hat § minerals and metals have been excepted. Present rates for 
-er- @ the transportation of these products are to remain in effect 
ry @ pending further study and possible subsequent modification of 
zen @ present rates. 
and 
that : 
sak Motor Act Prosecutions 
ub- (Digests of statements issued by the Secretary of the Commis- 
res, gion concerning prosecutions, in federal courts, for violations of 
r at motor carrier provisions of the interstate commerce act or of Com- 
that mission rules and regulations thereunder, appear below.) 
a Western Oklahoma district, at Oklahoma City, Okla. The 
olly defendant, Frank R. Miller, president and general manager of 
he @ King’s Van & Storage, Inc., a common carrier of household 
- he @ goods, of Oklahoma City, was fined $750 following entry of 
pe. @ his plea of guilty to an information charging him with criminal 
cult | contempt of a previously issued injunction. The fine was paid. 
rish- @ On April 17, 1943, in a civil action instituted in the same 
court, the Commission had obtained a permanent injunction 
port @ Prohibiting further operations on the part of King’s Van & 
lairy § Storage, Inc., beyond the territorial scope of its authority from 
yurg, @ the Commission. The information for contempt in the recent 
store § Proceedings charged that the corporation, under Miller’s direc- 
‘ated § tion, subsequently transported numerous loads of household 
and § goods between points it was not authorized to serve. A nominal 
d be — fine of one dollar was imposed on the corporation. 
yege- Western Pennsylvinia district, at Pittsburgh. Fines and 
New § costs aggregating $2,210.90 were required to be paid by the 
y, as @ defendant, Harrison-Shields, a copartnership motor carrier 
composed of George D. Shields and Martha K. Harrison, of 
Pittsburgh, and by the defendants, Albert W. Woods, Frank L. 
Foss, Ray Burton, Charles F. Stuthers, Daniel J. Abel, Gerald 
1 has A. Wolfe, William Thomas, Thomas P. Glenn, and Joseph R. 
ment Grimes, also of Pittsburgh, who were drivers in the employ of 
aine;™ the partnership motor carrier. Assessment of fines followed 
oads,™@ entry of their separate pleas of guilty to information charging 
each of them with violations of part II of the interstate com- 
merce act. The defendant motor carrier was required to pay 
a fine of $1,250 and costs of 26.55 and each of the nine de- 
difiedm {endant drivers was required to pay a fine of $75 and costs 
“Uni-@ Varying from $28.40 to $31.55. The defendant partnership Har- 
order 'Sson-Shields was charged with operating as a common carrier 
lifica- of property by motor vehicle in interstate commerce, for com- 
pensation, without there having been issued to it by the Com- 
mission a certificate authorizing the particular operations that 
words @ were described in the information; with granting rate con- 
st sen @ cessions to shippers .of property; with collecting and receiving 
of the © Seater compensation for the transportation of property than 
D) $0 the rate and charge specified in its applicable tariffs; with 
failing to have in its files doctors’ certificates of physical ex- 
aminations of new drivers, and with failing to require its drivers 
to keep drivers’ logs, as required by the motor-carrier safety 
upple regulations. The defendant drivers were charged with falsify- 
ining ing drivers’ logs, in violation of section 222(g) of the interstate 
a7 12g Commerce act. : 
relat: SE pen ae 
mmon MOTOR-RIGHTS CONTEST IN SOUTH 
in the The Supreme Court of the United States, January 29, in a 
per curiam decision in No. 732, Crichton vs. United States et al., 
granted the government’s motion to affirm the decision of the 
district court of the United States for the southern district of 
filed New York upholding the Commission’s decision in MC 76037, 
S xe Southeastern Motor Lines, Inc., Common Carrier Application 
Bes aI Insofar as that order authorized operation by Associated Trans- 
I aan Port, Inc., as a common carrier of general commodities, with 
tec a €xceptions, between Nashville and Knoxville, Tenn., over reg- 
— War routes see Traffic World, Dec. 16, 1944, p. 1570). 
d t Fell Co In affirming the judgment of the lower court the Supreme 
y ma nl urt merely cited the following cases North Coast Transporta- 
it = or Co. vs. United States, No. 275, decided Oct. 9, 1944; Caro- 
coe ~e Scenic Coach Lines vs. U. S., No. 637, decided December 
pe aa » 1944; Alton R. R. Co. vs. U. S. 315, U. S. 15, 24, and U. S. 





‘s. Pan American Petroleum Corp. 304 U. S., 156, 158. 








Seatrain Car Interchange Case 


The Supreme Court of the United States, in an opinion 
written by Justice Black in No. 47, United States of America, 
Interstate Commerce Commission, Seatrain Lines, Inc., et al., 
Appellants, vs. The Pennsylvania Railroad Co. et al., and No. 48, 
The Pennsylvania Railroad Co. et al., Appellants, vs. United 
States of America, Interstate Commerce Commission, Seatrain 
Lines, Inc., et al., January 29, upheld the decision of the Com- 
mission in the Seatrain car interchange case requiring rail- 
roads to interchange freight cars with Seatrain Lines, Inc., a 
common carrier by water operating between the ports of New 
York and New Orleans via Havana, Cuba, and requiring Sea- 
train to pay a per diem of $1 a car to the car owners for the 
time in which the cars were actually in Seatrain’s possession 
(see Traffic World, Jan. 13, p. 90). 


The Supreme Court, with Justice Roberts noting a dissent, 
concluded that “railroads are under a’ duty to provide inter- 
change of cars with water carriers to the end that interstate 
commerce may move without interruption or delay,” and said 
that there was nothing in the interstate commerce act to deny 
the Commission ‘the same power over interstate water-rail 
transportation which passes through foreign waters, as... it 
enjoys where the transit is wholly within the territorial limits 
of the United States.” 

The district court upheld the Commission’s order in the 
Seatrain case except insofar as it required railroads to permit 
the use of their cars by Seatrain in and through a foreign 
country and in and through foreign waters. The Commission, 
in No. 47, and the railroads, in No. 48, appealed to the Supreme 
Court. Delivering the opinion of the court, Justice Black said: 


Seatrain Lines, Inc., is a common carrier of goods by water. In 
1929, its predecessor began to carry goods from Belle Chasse, Louisiana, 
to Havana, Cuba. Each of the vessels used was so constructed that 
it could carry a number of railroad cars, and special equipment was 
provided to hoist these cars from adjacent tracks on the docks and 
move them bodily into the vessels. It was thereby rendered unnecessary 
for goods carried to the ports in railroad cars to be unloaded from the 
ears and carried piecemeal into the vessels. This new method of trans- 
portation, so the Interstate Commerce Commission has found, was a 
great improvement over the old practice, less destructive to the goods, 
more economical and more efficient. 226 I. C. C. 7, 20-21. In 1932, 
Seatrain decided to initiate a new interstate service between Hoboken, 
N. J., and Belle Chasse, Louisiana, via Havana, Cuba, and thus entered 
into direct competition with the interstate transportation of freight 
by railroads. During the time Seatrain had limited its business to 
foreign transportation, i. e., Louisiana to Cuba, the non-competing 
railroads freely permitted it the use of their cars. Shortly after it 
began its interstate service, however, the following rule was promul- 
gated by the American Railway Association: ‘‘Cars of railway owner- 
ship must not be delivered to a steamship, ferry, or barge line for water 
transportation without permission of the owner filed with the Car 
Service Division.’’ Thereafter, some railroads continued to permit 
Seatrain to use their cars but others, including the parties to this 
proceeding, refused to do so. No railroads ‘‘refused to permit delivery 
of their cars to any of the other eleven water lines listed in a circular 
of the Association as coming within the intendment of the rule.’’ 206 
I. C. ©. See, Sai. 


A complaint was filed with the Interstate Commerce Commission. 
Appropriate hearings were conducted and a series of findings and opin- 
ions were entered. The findings were that the sole object of the 
Association of Railroads’ rule was to prevent diversion of traffic from 
the railroads to Seatrain; that Seatrain, as an interstate water carrier, 
was subject to the Commission’s jurisdiction; that its interstate opera- 
tions were in the public interest and of advantage to the convenience 
and commerce of the public; that the Commission had jurisdiction to 
require through rail-water interstate routes, and, where such through 
routes were established, to require railroads to interchange cars with 
water carriers, 195 I. C. C. 215; 206 I. C. C. 328. An initial order of 
the Commission required the railroads to establish certain through joint 
rail-water routes with Seatrain. Such through interstate routes to- 
gether with joint rates were established. 226 I. C. C. 7; 243 I. C. C. 199. 
The Commission then heard evidence and found that a payment of $1.00 
per day would be a reasonable amount for Seatrain to pay the railroads 
for their cars while they were in Seatrain’s possession. 237 I. C. C. 97; 
248 I. C. C. 109. Based on its findings the Commission ordered the 
railroads to abstain from observing and enforcing rules and practices 
which prohibited the interchange of their freight cars for transportation 
by Seatrain in interstate commerce. The railroads promptly brought 
this action under 28 U. S. C. 41 (28), 47, to set aside the Commission’s 
order. The district court set aside the order insofar as it required 
railroads to interchange cars destined for carriage by Seatrain outside 
the territorial waters of the United States, but sustained it in all 
other respects. 55 F. Sup. 473. Both sides appealed directly to this 
Court as authorized by the Urgent Deficiencies Act of October 22, 1913, 
28 U. S. C. 47, 47a, and Section 238 of the Judicial Code, 28 U. S. C. 
345, par. (4). 

First. It is contended that the railroads are under no duty to 
deliver their cars to Seatrain and that the Interstate Commerce Com- 
mission. is without authority to require them to do so. It has long 
been held, and it is not denied here, that since the passage of the 
interstate commerce act, railroads may be compelled to establish 
through routes and to interchange their cars with each other, both 
subject to reasonable terms. Nor is it denied that the railroads are 


under a legal duty, enforceable by proper Commission orders, to estab- 
The narrow con- 


lish through routes with connecting water carriers. 
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tention is that the power granted the Commission to require establish- 
ment and operation of through rail-water routes does not empower it 
to require a railroad to interchange its cars with a water carrier. Since 
the Commission’s order was entered after passage of the 1940 transpor- 
tation act, 54 Stat. 898, the question must be decided under that act. 
Ziffrin, Inc., vs. United States, 318 U. S. 73, 78. 

There is no language in the present act, which specifically com- 
mands that railroads must interchange their cars with connecting water 
lines. We cannot agree with the contention that the absence of specific 
language indicates a purpose of congress not to require such an inter- 
change. True, congress has specified with precise language some obliga- 
tions which railroads must assume. But all legislation dealing with this 
problem since the first act in 1887, 24 Stat. 379, has contained broad 
language to indicate the scope of the law. The very complexities of the 
subject have necessarily caused congress to cast its regulatory provi- 
sions in general terms. Congress has, in general, left the contents of 
these terms to be spelled out in particular cases by administrative and 
judicial action, and in the light of the congressional purpose to foster 
an efficient and fair national transportation system. Cf. Chicago, R. I. 
& P. Ry. vs. United States, 274 U. S. 29, 36; I. C. C. vs. Railway Labor 
Executives Assn., 315 U. S. 373, 376-377. 

The 1940 transportation act is divided into three parts, the first 
relating to railroads, the second to motor vehicles, and the third to 
water carriers. That act, as had each previous amendment of the orig- 
inal 1887 act, expanded the scope of regulation in this field, and cor- 
relatively broadened the Commission’s powers. The interrelationship of 
the three parts of the act was made manifest by its declaration of a 
‘national transportation policy of the congress to provide for fair and 
impartial regulation of all modes of transportation subject to the pro- 
visions of this act, so administered as to recognize and preserve the in- 
herent advantages of each.’’ The declared objective was that of ‘‘de- 
veloping, coordinating nad preserving a national transportation system 
by water, highway and rail, . . . adequate to meet the needs of the 
commerce of the United States .. .’”” Congress further admonished that 
“tall of the provisions of this act shall be administered and enforced 
with a view to carrying out the above declaration of policy.’ 54 Stat. 899. 

This policy cannot be carried out as to Seatrain’s interstate carriage 
unless railroads interchange their cars with it. The particular type of 
service introduced by Seatrain, and found by the Commission to be 
qualitatively superior, cannnot be rendered without the privilege of 
carrying the very railroad cars which carry freight to its ports. The 
“inherent advantages of this service’’ would be lost to the public with- 
out railroad or interchange. 

Furthermore, the act calls for ‘‘fair and impartial regulation.’’ The 
railroad association’s rule however is constructed on the premise that 
the railroads can at their discretion determine which water carrier may, 
and which may not, transport their cars. Seatrain alone, of all the 
water carriers, according to the Commission’s findings, has been refused 
car interchange. This means that the association’s rule, if valid, enables 
the railroads to decline to deal with Seatrain as it does with other car- 
riers. As early as 1914, the Commission had declared that the interstate 
commerce act, as then in effect, prohibited railroad practices which lent 
themselves to such purpose. The Commission said at that time: 

“If the rail carriers are permitted to choose the particular boat lines 
with which they will establish through routes and joint rates, they will 
be able to dictate who shall operate on the water and who shall not, 
for a boat line which is accorded a monopoly of the through rail-and- 
water traffic will soon be able to drive its competitors out of business.’’ 
Pac. Navigation Co. vs. Southern Pacific Co., 31 I. C. C. 472, 479. 

We cannot agree with the contention that the Commission has less 
power now to protect water carriers than it had in 1914. The 1940 act 
was intended, together with the old law, to provide a completely inte- 
grated interstate regulatory system over motor, railroad, and water 
carriers. In the light of its declared policy, and because of its provi- 
sions hereafter noted, we think railroads are under a duty to provide 
interchange of cars with water carriers to the end that interstate com- 
merce may move without interruption or delay. Cf. Flour City S. S. Co. 
va. L. V. R. Co., AL. C. C. 179, 184. 


Section 1(4) of part I of the act imposes a duty on railroads to 
establish reasonable through routes with other carriers, including 
water carriers, and to ‘“‘provide reasonable facilities for operating such 
routes’? under ‘‘reasonable rules and regulations.’’ 


Section 3(4) makes it the duty of railroads to ‘‘afford all reasonable, 
proper, and equal facilities for the interchange of traffic between their 
... lines and connecting lines, and for the... forwarding.. : Gr. 
property to and from connecting lines,’’ and a “connecting line’’ is 
defined as a water carrier. 

Section 15(3) supplements these sections by providing that the 
Commission may hold hearings, and ‘‘shall’’ if it deems it ‘necessary 
or desirable in the public interest... establish through routes. ..and 
the terms and conditions upon which such through routes shall be 
operated.’’ 

These sections provide sufficient authorization for the Commis- 
sion’s order. It was from its power to require through routes that 
the Commission originally derived its power to require interchange 
of railroad cars among connecting railroads. Since a rail-water through 
route with Seatrain cannot function without an interchange of cars, 
the unquestioned power of the Commission to require establishment 
of such routes would be wholly fruitless, without the correlative power 
to abrogate the association’s rule which prohibits the interchange. 

Second. It is contended, and the courts below held, that if the 
Commission has power to require railroads to interchange cars with 
through route connecting water carriers, it is without power to do so 
if a route traverses, in part, foreign waters, as Seatrain’s does. This 
contention basically rests on paragraphs (1) and (2) of section 1 of 
the interstate commerce act, as amended by Section 400 of the 1920 act, 
41 Stat. 474, left unchanged by part I of the 1940 act. The language 
relied upon in these paragraphs declares that the provisions of part I, 
relating to railroads and their transportation, shall apply ‘‘only insofar 
as such transportation takes place within the United States.’’ Limiting 
language to the same effect is contained in the water carrier regula- 
tory provisions of part III of the 1940 act. 
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This court has stated that the 1920 act, containing this limiting 
clause ‘‘applies to international commerce only insofar as the trans. 
portation takes place in the United States.’’ Lewis etc., Co. ys 
Southern Pac. Co., 283 U. S. 654, 660. The question in that case was as 
to joint through railroad rates over a railroad route partly in the 
United States and partly in Mexico. The court further said as ‘to this 
situation that ‘‘The act does not empower the Commission to prescribe 
or regulate such rates.’’ In St. Louis, etc., Ry. vs. Brownsville District, 
304 U. S. 295, this court was called upon to consider whether, under 
the 1920 act, there was a duty on the part of American railroads to 
furnish cars for transportation on a Mexican railroad. It was there 
held that in the absence of discrimination against shippers, places or 
classes of traffic within the United States, American railroads were ‘‘not 
bound by any law, regulation or tariff to furnish cars for transportation 
in Mexico.’’ These decisions simply meant that whatever power Cop. 
gress might have to regulate the conduct of its domestic companies 
doing business abroad, it had, by the limiting provisions of the 1920 act, 
expressed its purpose not to empower the Commission with genera] 
authority to regulate rail transportation in foreign countries. 


But these interpretations of the 1920 act concerning rail transporta- 
tion outside the United States are of dubious relevance to the instant 
case. For Congress has, in section 15(3) of the 1940 act, unequivocally 
granted to the Commission the power to establish through joint rail- 
water routes, and section 302(i)(2) makes this power applicable to such 
routes ‘‘from a place in the United States to another place in the 
United States.’’ Cf. Cornell Steamboat Co. vs. United States, 321 U. §, 
634. The reason for this grant of authority to the Commission is 
apparent. It is well known that a substantial part of intercoastal and 
lake transportation among the states, in which American companies 
engage, traverses waters outside of the territorial limits of the United 
States. Foreign countries have not the same interest in this purely 
domestic rarriage of goods, as they have in controlling the movement 
of railroads in their territory. Such transportation must be regulated 
by this country if it is to be effectively regulated. Congress recognized 
this fact when it made special provision in section 15(3) for the Com. 
mission to regulate water transportation from one to another place in 
the United States, even though that transportation took place ‘‘partly 
outside’ the United States. It is this particular provision, made 
especially applicable to interstate rail-water transportation, by which 
the Commission’s authority over such movements must be measured, 
rather than by the limiting clause of section 1, which is applicable to 
the Commission’s power over railroad transportation. There is there- 
fore nothing in the act to deny the Commission the same power over 
interstate water-rail transportation which passes through foreign waters, 
as we have just held it enjoys where the transit is wholly within the 
territorial limits of the United States. We therefore hold that the order 
of the Commission requiring car interchanges was within its authority 
as to interstate movements which take place within or without the 
territorial waters of the United States. 


Third. The Commission found that $1.00 per car per day, to he 
pair to the car owners while Seatrain actually had cars in its possession. 
was a reasonable compensation. Although, in practice, cars brought to 
the ports must sometimes wait several days for Seatrain’s sailing, the 
Commission did not require Seatrain to make per diem payments during 
this waiting period. It is contended that the Commission should require 
Seatrain to pay for the cars from theytime they are made available to 
it; that the rate of compensation was too low; and that in both 
respects, the result is to require railroads to afford Seatrain the ‘‘free 
use’’ of their property, thereby imposing a burden upon the railroads 
which Congress neither did nor could have authorized. Chicago R. I. 
& P. Ry. Co. vs. United States, 284 U. S. 84, 87. 

The questions thus raised depend upon a determination of facts. 
The findings of the Commission, discussed at length in its opinions, 
illustrate the complex nature of the facts involved. 237 I. C. C. 97, 
101-102; 248 I. C. C. 109. Those facts need not be repeated here. The 
Commission not only had the benefit of the testimony offered in these 
proceedings, but was possessed of wide experience with the general 
problem of car hire. See e. g. Rules for Car Hire Settlement, 160 I. C. 
C. 369. We have carefully examined the record and find substantial 
evidentiary--support for the Commission’s finding ‘‘that the current 
code of per diem rules governing the interchange of freight cars be 
tween the defendants above referred to and other rail carriers, including 
the current rate of $1.00 per day payable by Seatrain for such period 
as the cars are in its actual possession, would be reasonable for applica- 
tion to the interchange of cars between defendants and complainants 
for use by Seatrain.’’ 248 I. C. C. at 119. This being true we sustain 
the Commission’s order in this respect. 


We find no merit in any of the other contentions raised against 
the order of the Commission. 


The judgment in No. 47 is reversed, and the judgment in No. 48's 
affirmed. 


ELKINS ACT PROSECUTIONS 


The Commission has been advised that, on January 26, in 
the United States district court at Baltimore, Md., the Balti- 
more & Ohio entered a plea of guilty to an information in two 
counts charging violation of section 1 of the Elkins act, accord: 
ing to Secretary Bartel. 


Secretary Bartel said the court had assessed a fine off 
$1,000 on each count of the information, charging the granting) 
of concessions by the B. & O. to the Standard Wholesale Phos} 
phate & Acid Works, Inc., a shipper located at Curtis Bay, Ma. 
through the failure of the carrier to collect demurrage chargés} 
within the period prescribed by the Commission’s rules and 


regulations as published in its decision in Rules for Payment 
of Rates and Charges, 171 I. C. C. 268. He said that the casey 
had been investigated by the Commission’s Bureau of Inquiry) 
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Stickell Routing Case 
= An order of the Commission, requiring establishment by 
vs. ff the railroads of two through routes for shipments of grain and 
Ss as @ orain products from points in central territory to Hagerstown, 
the ff \d., there accorded transit privileges for mixing into feeds and 
this | chipped thence to destinations in the Delaware-Maryland-Vir- 
on ginia peninsula, has been upheld by the Supreme Court of the 
nde @ United States in an opinion delivered January 29 by Justice 
s to @ Roberts in No. 182, The Pennsylvania Railroad Co., The Atchi- 
here son, Topeka & Santa Fe Railway Co., et al., Appellants vs. 
s or M United States of America, Interstate Commerce Commission, 
“not # p, A. Stickell & Sons, Inc. 
roe The court noted that the Commission’s order here involved 
sit fi was entered in D. A. Stickell & Sons, Inc. vs. Alton Railroad 
act. Co. 255 I. C. C. 333, and that the federal court for the Maryland 
nerai (@ district, from which the appeal was taken, had dismissed the 
petition of the appellants, “thirteen trunk-line railroads,” for 
orta- @ an injunction annulling the Commission’s order. The judgment 
stant of the district court was affirmed. 
cally The court said that the Stickell company, a manufacturer 
rail- @ of mixed feeds at Hagerstown, obtained its raw materials from 
“— points in central territory and shipped its products principally 
U ri to the so-called “Del-Mar-Va” peninsula, which was served 
on is solely by the Pennsylvania Railroad, and that the products 
| and | were shipped to destination “on a through rate plus a transit 
anies @ charge as if the movement had been a through one from origin 
nited to destination. The court observed that Hagerstown lay on the 
urely @ main line of the Western Maryland, that the Pennsylvania 
reek served it by a branch line running from Harrisburg, Pa., to 
ee Winchester, Va., and that the Baltimore & Ohio served it by a 
‘Com. @ branch line running north from its main line at Weverton, Md. 
ce ing Jt said the back-haul or out-of-line haul required to reach 
yartly | Hagerstown from the Pennsylvania’s main line was 74.5 miles 
made @ in each direction and that the additional charge for this out-of- 
which § line haul was 4.5 cents a hundred pounds, or about 17 per cent 
ecw ff of the through rate. ; 
en. _ The Commission’s orders in the Stickell case, the court 
- over @ Said, established two new through routes that included the 
aters, § Western Maryland, the line that served the Stickell plant at 
in the § Hagerstown, and both through routes reduced the Pennsyl- 
order § vania’s line-haul to that part of the routes eastward of York, 
hority § Pa, or Fulton Junction (Baltimore), Md., in respect of ship- 
it the § ments to the Del-Mar-Va peninsula, “thus depriving the Penn- 
sylvania of a long haul from points west of Pittsburgh, Pa., 
— through Harrisburg, Pa.” Continuing, Justice Roberts said: 
ght to The gravamen of Stickell’s complaint before the Commission was 
g, the that the back-hauls involved in existing routes delayed its shipments 
during and, while the charge for such back-hauls was reasonable, the addi- 
equire @ tion of this charge to «he through rate cut into its margin of profit, 
ble to which is small. These factors, it claimed, deprived it of its rightful 
= competitive relation to other manufacturers of mixed feed. 
. a The Commission’s authority to grant relief is bottomed on Section 
NTOads @ 15(3) and (4) of the interstate commerce act as .amended. The sub- 
) R. L® section first mentioned authorizes the Commission, when it deems 
it to be ‘‘necessary or desirable in the public interest’? to establish 
_ facts. through routes and joint rates. The succeeding subsection is a limita- 
inions, @ tion of the Commission’s power, derived in part from earlier enact- 
C. 97,@ ments, prohibiting the Commission from requiring a line-haul carrier 
. The@ to short-haul itself as a participant in a prescribed through route. 
1 these’ The earlier part of the paragraph retains the prohibition against short 
zeneral hauling but contains exceptions, one of which, designated (b), is 
0 I. C. “unless the Commission finds that the through route proposed to be 
stantial i established is needed in order to provide adequate, and more efficient 
current or more economic, transportation: . ’’ The principal controversy 
wth In the cause turns on the proper interpretation of the quoted exemp- 








tion from the general prohibition of through routes which involve short 
hauling. There are certain subsidiary issues which will be noticed. 
The opposing views of the parties may be summarized. The 
appellants argue that the phrase ‘‘adequate, and more efficient or 
more economic, transportation’ refers to carrier operations and ex- 
pense and has no reference to the broader public interest which 
embraces service to shipper and the rates they pay. The appellees 
urge that the phrase comprehends the adequacy of service, its cost 
to the shipper, and the convenience, efficiency, and cost of the car- 
ters’ operations. The Commission took the latter view. In its de- 
cision it purported to consider all these elements and, on appraisal 
of them, concluded the two routes it prescribed were justified by Sec- 
tion 15(4). The court below sustained the Commission. We think its 
judgment was right. 
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r in a 
cates * seenout reciting in detail the statutory history, which is given 
in two full in the opinion below, it will suffice to say that the Commission 
in originally construed the short-haul provision of the Interstate Com- 
,ccord-| ~orred law was protecting only the haul of the originating carrier. In 
— States vs. Missouri Pac. R. Co., 278 U. S. 269, this construction 
fine off ad Overruled. Decision was handed down after the Commission had 
-anting Ml hep e€ ae order on an earlier complaint of Stickell, similar to the order 
, Phos-t a Involved; but, after this court’s decision, the Commission set 
Md y is € the order in conformity to our opinion. Several unsuccessful 
y; " h €mpts were thereupon made to induce Congress to repeal the short- 
sharges — Prchibition. When the 1940 amendment to the interstate commerce 
det was on its passage, the short-haul prohibition was eliminated by 





the smate. The House retained the provision without change. 
n conference Section 15(4) was amended by permitting the Com- 
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mission to require a carrier to short-haul itself under the conditions 
specified in the language we have quoted. Thus the two sections— 
15(3) and (4)—since 1940 have provided that the Commission may es- 
tablish a through route if found to be ‘‘in the public interest’ but 
may not establish such a route which requires a carrier to short- 
naul itself unless it finds that the route will provide adequate, and 
more efficient or more economic ,transportation. The appellants sug- 
gest that if the latter phrase be construed as the Commission has con- 
strued it the two sections taken together will be redundant for sub- 
section (3) permits the establishment of a through route’only if it is in 
the public interest, and the short-haul provision may be disregarded 
only if so to do would be in the public interest. But we think this is 
not a fair construction of the statute. It is conceivable that the Com- 
mission might refuse to establish many through routes as not required 
in the public interest where short hauling is not involved. On the 
other hand, if the Commission is asked to abrogate the general rule 
with regard to the short-haul, the statute says it must have regard 
to several matters. The first of these is adequacy of transportation. 
The expression would seem to apply only to the interest of the ship- 
ping public. The second and third matters to be considered are effi- 
cient and economic transportation. These expressions may well em- 
brace both shippers’ and carriers’ interests. Congress had a purpose 
in amending the provision, and we think the Commission was not-in 
error in construing the language used as evincing an intent that both 
interests should be considered and a fair balance found. 

The appellants refer to legislative history, to the policy declared 
in the Interstate Commerce legislation, to the definition of transporta- 
tion in the statute, and other aids to construction, in support of 
their argument. These were, in our view, adequately discussed by 
the court below. We have considered them but they do not persuade 
as that the Commission and the district court were wrong in their 
interpretation of Section 15(4). 

The appellants contend that even if the Commission was right in its 
interpretation of its statutory authority, its over-all conclusion is not 
supported by evidence or by the subsidiary findings. The claim is that 
the Commission did not make findings that the expense and incon- 
venience to the carriers concerned of rendering services over routes 
involving four, five, or six railroads, with the consequent interchange 
of traffic, would not be inordinately expensive and burdensome, and 
they point to certain evidence offered before the Commission which they 
say the Commission ignored. In the court below the same contention 
was considered and overruled. True, the Commission’s findings are not 
sharp and clear on the point, but the matter was not ignored and the 
Commission’s decision refers to it. We are unable to say that there was 
not sufficient in the record before the Commission, and in its findings, 
to justify the conclusion that the Commission, as it says it did, weighed 
the evidence and found that the balance was in favor of the order made. 


NEGRO COMPLAINT CASE 


Attorneys for Elmer W. Henderson have mailed to the 
Commission a copy of a complaint prepared for filing in the 
federal court for the district of Maryland in which the court is 
asked to set aside the order of the Commission in No. 28895, 
Elmer W. Henderson vs. Southern Railway Co. In that pro- 
ceeding, the Commission, by division 2, found that failure of 
the Southern to furnish dinner service to the complainant, a 
Negro, on a journey from Washington to Atlanta, Ga., had 
subjected him to undue and unreasonable prejudice and dis- 
advantage, but also found that no basis had been shown for an 
award of reparation and that no order for the future was nec- 
essary. The complaint was dismissed by the division (see Traf- 
fic World, May 20, 1944, p. 1367). 

The new complaint asks the Maryland court to find er- 
roneous the refusal of the Commission to issue a cease and 
desist order. The Maryland complaint was filed after the Com- 
mission had filed a motion to dismiss a prior case brought by 
Henderson in the federal court for the District of Columbia. 
The Commission alleged lack of jurisdiction in the District of 
Columbia court. In the Commission’s legal department, January 
27, it was said that the District court had not ruled on the 
motion. 

The copy of the complaint mailed by the attorneys to the 
Commission showed the complaint in the Maryland court as 
bearing the title, civil action No. 245, Elmer W. Henderson vs. 
Interstate Commerce Commission and United States of America. 


Georgia Rate Complaint 


Counsel for the Chesapeake & Ohio and Nickel Plate rail- 
roads have filed, in the Supreme Court of the United States 
in the Georgia rate case a “memorandum concerning certain 
relevant provisions of the interstate commerce act,” setting 
forth a contention that provisions of the interstate commerce 
act quoted in the memorandum give the Commission jurisdic- 
tion over an agreement or “conspiracy” among competing car- 
riers to establish rates. 

The memorandum contained the observation that, on argu- 
ment in this case, in which the state of Georgia was asking the 
Supreme Court to assume original jurisdiction over its com- 
plaint alleging that the railroads named as defendants had 
engaged in a rate-fixing conspiracy that resulted in violation 
of the antitrust laws and in the exacting of unlawful rates of 
the state and its citizens (see Traffic World, Jan. 6, p. 23), it 
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had been suggested that, while the Commission had jurisdiction 
over freight rates, it had no jurisdiction over the agreement or 
conspiracy by which, according to the complainant, the railroads 
had violated the antitrust laws. 

“The provisions of the interstate commerce act,” said 
counsel for the C. & O. and the Nickel Plate, “suggest that the 
Commission has been given clear and explicit authority to con- 
sider, pass upon and enter orders concerning the precise type 
of agreement or conspiracy complained of by the state of 
Georgia. 

“The declaration of policy prefixed to the interstate com- 
merce act by the transportation act of 1940 announces that it 
is the national transportation policy of Congress to provide for 
fair and impartial regulation of all modes of transportation 
subject to the act, so administered as . . . to encourage the 
establishment and maintenance of reasonable charges for trans- 
portation services, without ... unfair or destructive competitive 
practices, and enjoins the Commission to administer and enforce 
a act with a view to carrying out the above declaration of 
policy. ... 

“It seems clear that an agreement among competing car- 
riers to establish rates becomes ‘an unfair or destructive com- 
petitive practice’ whenever it destroys or eliminates the kind 
of competition which the interstate commerce sought to pre- 
serve. The state of Georgia specifically alleges that the carriers 
entered into such an agreement.” 

The memorandum cited provisions of section 1(16) and 
section 15(1) of the act, and added: 


It is respectfully suggested that the provisions of the interstate 
commerce act quoted above give the Commission jurisdiction over an 
agreement or conspiracy among competing carriers to establish rates. 
This becomes abundantly clear when the provisions of the act quoted 
herein are read in the light of the policy which the act is designed to 
carry out. Thus the Commission has jurisdiction over the very matter 
of which Georgia complains. 


ST. J. & L. C. REORGANIZATION 


The St. Johnsbury & Lake Champlain Railroad Co., oper- 
ating entirely within Vermont, has filed in the federal court for 
the district of Vermont a petition for reorganization under sec- 
tion 77 of the bankruptcy act, as amended, showing matured 
and unpaid obligations of $4,703,769, and current assets of 
$92,000. The listed obligations include $1,177,777.89 of unpaid 
interest on $940,434.92 of demand notes held by the Boston & 
Maine. A copy of the petition was filed with the Commission, 
in Finance No. 14832, Petition of the St. Johnsbury & Lake 
Champlain Railroad Co., Debtor, for Reorganization. 

The petition said that, in addition to certain amounts owed 
for wages, materials and supplies, taxes and other current lia- 
bilities, the road had outstanding the following matured and 
unpaid obligations: 


(a) $1,308,000 principal amount of past due first mortgage bonds, 
plus unpaid interest from March 1, 1944, the maturity date thereof, to 
December 31, 1944, to the amount of $54,500; (b) $149,980 principal 
amount of past due promissory notes, held by the state of Vermont, 
plus unpaid interest thereon to December 31, 1944, in the amount of 
$89,606.25; (c) $940,434.92 principal amount of demand notes, held by 
Boston and Maine Railroad, plus unpaid interest thereon to December 
31, 1944, in the amount of $1,177,777.89; (d) $30,100.80 principal amount 
of demand note, held by Maine Central Railroad Co., plus interest 
thereon to December 31, 1944, in the amount of $30,100.91; (e) $1,001,- 
475.84 owed to Boston and Maine Railroad for various advances by the 
said railroad to your petitioner on open account; and (f) $6,397.79 owed 
to Maine Central Railroad for improvements made on the leased portion 
of this railroad. 


Homer L. Skeels, president of the railroad company, was 
authorized by its board of directors to file the petition. 


ARMY OPERATION OF B. & H. 


Pursuant to the President’s executive order directing the 
Secretary of War to take over for operation the Bingham 
& Garfield Railway in Utah (see Traffic World, Jan. 27, p. 215), 
the transportation officer for the 9th zone of the Transportation 
Corps, Army Service Forces, was supervising the management 
of the road, and the “status quo” of the personnel on the road 
was being maintained as long as the dispute between the man- 
agement and the employes represented by the Brotherhood of 
Locomotive Firemen and Enginemen remained unsettled, it was 
stated at the War Department. The controversy arose over a 
demand of the brotherhood for addition of a fireman to the 
crews of electric locomotives of the railway, used in switching 
service at the mine of the Utah Copper Co., and was the sub- 
ject of an emergency board report, recommendations of which 
were rejected by the employes. It was said at the War De- 
partment that an additional fireman on each locomotive crew 
was not being employed when the army took over operation 
of the road and that the War Department would take no part 
in negotiations for settlement of the dispute. 


TRAFFIC WORLD 


Rail Employe Benefit Bill 


David B. Robertson, president of the Brotherhood of Loco. 
motive Firemen and Enginemen, and Murray W. Latimer, chair. 
man of the Railroad Retirement Board, explained provisions of 
H. R. 1362, the Crosser bill to amend the railroad retirement, 
railroad unemployment and carrier taxing acts (see Traffic 
World, Jan. 27, p. 218), and advocated enactment of the bill 
as they testified in hearings on that bill, begun January 31 by 
the House committee on interstate and foreign commerce. 

Mr. Robertson said he appeared before the committee as 
chairman of a committee in the Railway Labor Executives 
Association charged with the making of a study of the existing 
legislation proposed to be amended by the Crosser bill. The 
committee had obtained the advice of the Railroad Retirement 
Board in preparation of this bill, he stated. He and Mr. Latimer 
had testified before the House interstate commerce committee 
in May, 1944, in support of the original Crosser bill, H. R. 4805, 
hearings on which were not completed before expiration of the 
Seventy-eighth Congress. 

There were nine major changes in H. R. 1362 as compared 


with H. R. 4805, said Mr. Robertson. Summarizing those 
changes, he said that: 





(1) H. R. 1362 would amend but would not codify the four existing 
statutes relating to rail employe benefits, and those four laws would 
remain separate except that the carriers taxing act would become 
title II of the railroad retirement act; (2) employe-controlled welfare 
associations would be excluded from coverage under H. R. 1362, and 
all rail-controlled companies engaged in motor transport, rather than 
those engaged only in services substituted for rail service, would be 
covered by H. R. 1362; (3) except for military service under the retire. 
ment act, only remuneration actually paid would be included as com- 
pensation, the provision in H. R. 4805 to credit “‘imputed’’ compensa- 
tion in periods of illness or absence because of unjust discharge 
followed by reinstatement having been deleted; (4) survivor benefits 
under the railroad retirement act would be payable only to survivors 
of persons who at the time of death had a ‘“‘current connection’’ with 
the railroad industry, and persons not having such connection at the 
time of death would be paid only under social security and the Social 
Security Board would give credit for the railroad wages; (5) the formula 
for survivor benefits would be materially simplified; (6) a change would 
be made in the method of calculation of survivor benefits; (7) crediting 
of military service under the unemployment insurance act, provided in 
H. R. 4805, is deleted, enactment of the so-called ‘‘G. I. bill of rights” 
having made such crediting unnecessary; (8) two new and higher 
rates of unemployment insurance benefits—$4.50 a day and $5 a day, 
payable to persons whose base year earnings were from $2,000 to 
$2,499.99, and $2,500 or more, respectively—would be added, and (9) 
interchangeability of days of unemployment and days of sickness in 
computation of unemployment and sickness insurance would be elim- 
inted, so that there would be separate waiting periods for unemploy- 
ment insurance and sickness insurance. 


Among changes in H. R. 1362 (as compared with H. R. 
4805) that were “of lesser importance,’ Mr. Robertson said, 
were the moving up of the limiting date for reentry into rail- 
road service after August 29, 1935, “from August, 1942, to, in 
effect, July, 1944,” and the elimination of a provision for credit- 
ing non-military war service with the federal government for 
persons on leave of absence from a railroad. Also deleted, he 
said, had been “the disqualification of applicants for sickness 
benefits who wilfully refuse to follow the reasonable instruc- 
tions of their doctors.” 

Mr. Robertson then undertook a discussion of the general 
provisions of the bill, including survivors’ benefits 25 per cent 
larger than similar benefits under social security, more “liberal” 
provisions with respect to benefits for permanent and _ total 
disability, minimum annuities “consisting of whichever is the 
smallest of the three following amounts: $3 for each year of 
service, $50, or the average monthly compensation,’ payment 
of sick benefits to unemployed workers who become ill after 
separation from their jobs, and “liberalized” unemployment 
insurance benefits. 

One provision of H. R. 1362, Mr. Robertson said, was de- 
signed to prevent use by railroads of “the device of ‘contracting 
out’” as a means of “escaping” the provisions of the retire- 
ment, unemployment insurance, and carriers taxing acts. He 
added that the bill was designed to cover employes of freight 
forwarders. 

“The railroads have achieved considerable economies under 
the operation of these acts already,” he said. “They will secure 
other economies by the operations of these amendments. . . 

Mr. Latimer presented an analysis of the various amend- 
ments contained in the Crosser bill and said that they would 
require an increase in the retirement tax rate by approximately 
5 per cent, of which it was proposed that one half (2% per 
cent) be-added to the present payroll tax under the carriers 
taxing act and that the other 2% per cent be levied on the 
employes’ incomes. He said that existing freight forwarders 
had about 15,000 to 18,000 employes, that one-fourth of them 
were already subject to the railroad retirement act, and that 
H. R. 1362 would under its coverage about 50 forwarding com 
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panies hiring about 5,000 employes. He said there was no 
logical reason for excluding from the coverage of the bill rail- 
road-owned trucking services. The bill did not attempt to deal 
with problems that had arisen with respect to coverage of 
employes of stockyard companies, he said. 


Charge Against Employer 


Mr. Latimer, continuing his testimony February 1, said the 
Railroad Retirement Board felt that insofar as disabilities arose 
out of railroad employment the cost of “protection” was prop- 
erly a charge against the employer and should properly be 
handled under a system of workmen’s compensation, but that, 
so long as there was no system of workmen’s compensation for 
the railroad industry, it was impracticable to treat such cases 
differently from disability arising from other causes, and that 
H. R. 1362 “properly” made no such attempt. He explained the 
term “current connection,” used in H. R. 1362 in lieu of the 
term “employment relationship,” and observed in the course of 
this discussion that the total,number of individuals who had 
earned creditable wages in the railroad industry exceeded 
6,000,000. He said that if benefits were paid to all of these, the 
cost would be “beyond reason,” and that H. R. 1362 sought to 
establish a “concept” different from that of employment rela- 
tionship set out in existing law, and added: 


Expansion of the concept of disability to persons who have attained 
the age of sixty or who have completed 20 years of service is restricted 
to persons who, at the time of becoming disabled, presumably have 
some current connection with the industry. This connection is clear in 
the case of the person whose disability follows immediately upon rail- 
road employment. There are others, however, whose disability becomes 
apparent only after a period of time in which there may have been no 
service with an employer as defined in the act. . . . In place of the use 
of the concept of employment relationship as the test of current connec- 
tion, another test is proposed in the bill: An individual is deemed to 
have a current connection with the railroad industry if in any 30 con- 
secutive calendar months before the month in which he becomes entitled 
to receive an annuity or dies, whichever first occurs, he had not less 
than 12 calendar months of such service; and, if such 30 calendar 
months are not immediately prior to such month of entitlement or 
death, he has: not been engaged in regular employment, other than as 
an employe of an employer under the act in the period before such 
month and after the end of 30 months. For an individual who is awarded 
an annuity under the 1935 or 1937 act, prior to January 1, 1946, a current 
connection will be presumed if the annuity was based on not less than 
five years of service. 



















































He said survivor benefits would not be paid, under terms 
of the bill, to survivors of those who had no “current connec- 
tion” with the railroad industry at time of death, and that 
social security benefits would be paid, instead, in such cases. 


Retirement of Women 


Women who had completed 30 years of service might retire 
on full annuity at the age of 60, or before age 65 on completion 
of 30 years of service, under provisions of H. R. 1362, he said. 

He stated that out of about $892,875,000 disbursed in bene- 
fits under the railroad retirement act through December, 1944, 
only about $35,757,000, or approximately 4 per cent, had been 
paid under the death benefit provisions of the 1935 and 1937 
acts. The number of deaths in 1944 among persons entitled to 
credit for service subject to the rail retirement act and who 
had not retired would be about 30,000, and their dependents 
would total from 42,000 to 48,000, he said. He stated that in only 
a few cases was there any balance of lump sum death benefit 
available for payment as annuities to survivors, and that most 
of the survivors of annuitants or pensioners had _no protection 
under the rail retirement act. H. R. 1362, he said, would elim- 
inate the lump sum death benefit and election of joint and 
survivors annuities and would substitute annuities payable to 
four classes of survivors: (1) Aged widows; (2) widows with 
minor children of the deceased in their care; (3) minor chil- 
dren, and (4) aged dependent parents. Monthly survivors bene- 
fits would be payable, under the bill, not only to survivors of 
persons who would die after the effective date of the new legis- 
lation, but also to survivors of annuitants who died as long 
ago as June, 1936, to survivors of pensioners who had died since 
July 1, 1937, and to survivors of employes who had died as 
long ago as April or May, 1938, Mr. Latimer said. He noted that 
the benefits would be 25 per cent larger, on an average, than 
if the social security formula were applied. 


Tax Increase Analysis 


In presenting data to show that a tax increase of 5 per 
cent, divided equally between employer and employe, would 
Suffice to cover the benefit program set up under the bill, Mr. 
timer referred to actuarial valuations of the railroad retire- 
Ment system, one made in 1938 and the other in 1941. He said 
4 projection of the first valuation, based on an assumed payroll 
of $2,000,000,000, to December 31, 1941, indicated costs on the 
latter date to be 11.261 per cent of payroll, and that the second 
Valuation, on an assumed payroll of $2,500,000,000, showed costs 
4% of December 31, 1941, to be 10.21 per cent. He observed that 
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the payroll now for all employers covered by the rail retire- 
ment act was $4.4 billion annually, and that the taxable pay- 
roll in 1944 was about $4.2 billion. 

“Anyone who claims, on the basis of these actuarial valu- 
ations, that the railroad retirement act as it is at present will 
cost 10 per cent or more of payroll,” he said, “is predicting, 
although be may not know it, that the future level of payrolls 
in the railroad industry will average less than $3 billion an- 
nually. The 1% per cent increase in taxes provided in H. R. 
1362 to meet the tax deficit for the present railroad retirement 
act assumes a payroll of around $3.5 billion for the future. If 
railroad payrolls remain at the present level, taxes provided 
by H. R. 1362 will almost surely be excessive.” 

He submitted several tables as bases for calculations that 
1% per cent of the proposed 5 per cent increase would suffice 
to meet the present tax deficit and that the other 3% per cent 
would provide the additional money needed to cover the addi- 
.- by of the rail employe benefit system created by 


A. A. R. Booklet 


The Association of American Railroads has issued a book- 
let entitled “Changes Proposed in the Railroad Retirement and 
Unemployment Insurance Systems by a Bill in Congress (S. 
a “E H. R. 1362) and Reasons Why the Bill Should Not Be 

assed.” 

The added taxes proposed by the bill, the A. A. R. said in 
the booklet, would become a first and fixed charge, ahead of all 
other expenses, “equivalent to loading upon the railroads an 
additional debt of two and one-quarter billion dollars.” It said 
the bill was “a most glaring and obvious bid for added special 
and preferential advantages for one group—railroad labor—at 
the expense of the railroads, in the first instance, and ultimately 
at the expense, in large part, of the public who use rail trans- 
portation. .. .”” Even the added taxes proposed would not suffice 
to support the enlarged benefit payments set up in the bill, it 
averred. It saw in the bill a serious threat to the future solvency 
of the railroad retirement system. 

“The bill, in short,” it continued, “is a threat both to the 
future of the railroad industry in a competitive world and to 
the future of the railroad retirement system upon which all 
railroad men rely.” > 

All the proposed new features contained in the bill, the 
A. A. R. contended, would run solely to the benefit of railroad 
employes or their survivors, ‘“‘and none of them could be of any 
conceivable benefit to the railroads—yet the railroads would be 
taxed $100,000,000 a year more than at present, on the basis 
of current payrolls.” 

“Railroads are already subjected to payroll taxes of 6%4 
per cent in support of the existing railroad retirement and un- 
employment insurance systems, as compared with not more 
than 4 per cent on other industries for like purposes,” it said. 
“This bill proposes ultimate tax rates on the railroads of 9% 
per cent, whereas ultimate tax rates of not more than 6 per 
cent are set for other industries for social security purposes. 
The money for such taxes and spending must come from some- 
where. The railroads must get the money to pay these taxes 
out of their freight and passenger rates. They can get it 
nowhere else. The ultimate burden .. . is bound to fall on the 
traveling and shipping public. .. .” 

To the present tax paid by the railroads on payrolls for 
retirement and unemployment, the A. A. R. said, would be 
added, under this bill, 2% per cent, making the total tax paid 
by them on payrolls 8% per cent in 1945 and 9% per cent in 
1952. To the present tax on wages—the cost to the employes— 
for retirement, it said, would be added 2% per cent, making the 
total tax paid by the employes 5% per cent in 1945 and 6% 
per cent by 1952. Thus, it added, the ultimate tax on payrolls 
for railroads and their employes would be 15% per cent, or 
$620,000,000 a year. 

Chairman Lea said, at the close of the hearing February 1, 
that he believed Mr. Latimer’s testimony would require several 
days for completion, and that first witnesses for the railroads 
would be heard February 13. 





DINING CAR WORKERS’ PASSES 


At a hearing in Docket 29195, Dining Car Employes’ 
Union, Local 351, vs. A. T. & S. F., before Examiner J. P. 
McGrath, in Chicago, January 31, witnesses who claimed to 
represent 700 waiters, cooks, and other workers on dining cars 
operated for the Santa Fe under contract with Fred Harvey, 
testified as to the refusal of the railroad to accord to them 
division, system and annual passes, despite the fact that other 
employes of the railroad, many of whom had worked for it 
shorter periods, received such free transportation. They con- 
tended that the Commission’s decision in Ex Parte Sub. 1 
specifically included the Fred Harvey workers in the term 
employes of the railroad. Despite that, they said, the best 
they could get in the way of free transportation was an occa- 


~ 
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sional trip pass. Failure of the railroad to accord them the 
same “rights” as other workers to division, system and annual 
passes, they said, constituted discriminatory treatment, undue 
prejudice, and unjust and unreasonable conditions of employ- 
ment. They laid especial stress on the division and system 
passes, which, they said, would enable the dining car workers 
to visit their homes in periods of layover at terminals. 
Railroad witnesses said that the complaining workers were 
not directly Santa Fe employes, despite the Commission decision 
cited, because that decision went only to the definition of the 
term employe as used in the railway labor act. Free transporta- 
tion, they insisted, was in no sense the right of any employe 
of a railroad, but had been defined by the Supreme Court as 
a privilege merely. The controlling parts of the transportation 
act, they pointed out, were permissive, not mandatory and, 
under them, a railroad could legally exercise its discretion in 
the distribution of passes. They added that, insofar as the 
foreign line free transportation was concerned, the Santa Fe 
could do nothing, because it was the position of other railroads 
that Fred Harvey employes did not come under the agreements 
under which such passes were exchanged among the railroads. 


EMERGENCY BOARD IN M-K-T CASE 


Meeting in Dallas, Tex., an emergency board appointed 
by Chairman Schwartz of the National Railway Labor Panel 
has received testimony of representatives of labor and manage- 
ment in a dispute between the Missouri-Kansas-Texas Railroad 
and those of its employes represented by the Brotherhood of 
Railway and Steamship Clerks, etc., and the Brotherhood of 
Railroad Signalmen of America, according to information from 
the National Mediation Board. It was stated that the -contro- 
versy had arisen_over demands of the brotherhoods for wage 
increases. Members of the emergency board are Judge James 
H. Wolfe, of the Supreme Court of Utah, Salt Lake City; John 
A. Lapp, economist, of Chicago, Ill, and A. G. Crane, of 
Cheyenne, Wyo., former president of Wyoming State University. 


ALLOCATION OF SURPLUS PLANES 

The Surplus Property Board has announced allocation by it 
of 15 surplus transport planes, ‘non-standard to army specifica- 
tions,” to domestic and foreign airlines. It said this allocation 
brought the total of surplus transports so far allocated to 119, 
-~d my the domestic airlines had received 74 and foreign air- 
ines 45. 

Eight of the 15 planes now allocated, it said, would go to 
domestic carriers, as follows: Seven Douglas (DC-3) planes, 
one to American Airlines, Inc., one to Pan American Airways 
System one to Pan American-Grace Airways, Inc., two to Alaska 
Airlines, one to Hawaiian Airlines, Ltd., and one to Chicago & 
Southern Air Lines, Inc.; one Lockheed (Lodestar) plane to 
Nevada-Pacific Airways. 

Foreign allocations, the board said, were: Three Douglas 
(DC-3) planes, one to Aerovias Nacionales de Colombia and 
two to Aerovias Braniff, S. A. (Mexico), and four Lockheed 
(Lodestar) planes, three to Fauzi El Hoss of the Republic of 
Lebanon and one to Navegacao Aerea Brasileria (Brazil). 

“In addition,” the board said, “two Lockheed 12’s (execu- 
tive type planes) were allocated, one to the Pure Oil Co. and 
one to Panair de Brazil (Brazil). These planes are not included 
in the total number of transports mentioned above.” 


ST. LOUIS-DETROIT AIR SERVICE 


By an order (serial No. 3421), the Civil Aeronautics Board 
has denied an application of Transcontinental & Western Air, 
Inc., for authority to institute nonstop service on or about 
February 5 between St. Louis, Mo., and Detroit, Mich., on air 
route No. 58. The board said in its order that the proposed 
nonstop service between those points would constitute “a 
substantial departure from the shortest route between such 
points as determined by the route described in the certificate.” 
It found that T. W. A. might not institute such service unless 
the board determined, after notice and hearing, that the public 
interest would not be adversely affected by the proposed non- 
stop service “on account of such substantial departure.” 

Transcontinental & Western Air, Inc., has filed with the 
Cc. A. B. a request for a hearing on its proposal to institute 
non-stop service between St. Louis and Detroit. The application 
has been assigned docket No. 1715. 


CHICAGO-DETROIT AIR SERVICE 


Authority has been granted by the Civil Aeronautics Board 
to Pennsylvania-Central Airlines Corporation to institute non- 
stop air transport service between Chicago, Ill., and Detroit, 
Mich., on air route No. 32. The board said the national defense 
no longer required that inauguration of this service, hereto- 
fore authorized by it, be delayed. 


TRAFFIC WORLD 


Air Transportation 


Air Certificate Applications 


Delta Air Corporation, of Atlanta, Ga., and Braniff Air. 
ways, Inc., of Dallas, Tex., have filed two new applications 
each with the Civil Aeronautics Board, requesting authority for 
substantial extensions of their respective routes. 

In No. 1717, Braniff asks that its certificate for air route 
No. 15 be amended so as to authorize transportation of persons, 
property and mail between Memphis, Tenn., and Newark, N. J. 
New York, N. Y., via Chattanooga, Tenn., Charlotte and Ra- 
leigh, N. C., Norfolk, Va., Washintgon, D. C., and Philadelphia, 
Pa. In No. 1718, Braniff asks amendment of its certificate for 
route 15 so as to authorize transportation of persons, property 
and mail between Memphis and Atlanta, via Chattanooga, 
Tenn. 

In No. 1716, Delta requests amendment of its certificate 
for air route No. 24 so as to extend that route from Fort 
Worth, Tex., to Albuquerque, N. M., via Lubbock, Tex., and 
Clovis, N. M. In No. 1720, Delta proposes extension of air 
route 24 from the intermediate point Columbia, S. C., to Wash- 
ington, D. C., via Charlotte and Winston-Salem, N. C., and 
Roanoke, Lynchburg and Richmond, Va.; extension of route 
No. 24 from Columbia to Knoxville, Tenn., as a _ proposed 
“junction terminal point,” via (a) Charlotte and Asheville, 
N. C., and (b) Spartanburg and Greenville, S. C.; designation 
of Louisville, Ky., as an intermediate stop alternate to Lexing- 
ton, Ky., between Cincinnati, O., and Knoxville; designation 
of Chattanooga as an intermediate stop alternate to Knoxville 
between Lexington, Ky., and Atlanta, Ga., and establishment 
of a new route from Cincinnati, O., to Norfolk, Va., via Hunt- 
ington and Charleston, W. Va., and Roanoke, Lynchburg and 
Richmond, Va. 

Three individuals, including two now in military service, 
are other new applicants before the C. A. B., seeking air cer- 
tificates. Digests of these applications follow: 


No. 1713, James R. Holstead, Marianna Army Base, Marianna, Fla.: 
scheduled mail pickup service and, as it develops, passenger service on 
a “flag stop’’ basis over three routes, two between Ruston, La., and 
New Orleans, La., and one between Ruston and Lake Charles, La. 

No. 1714, George W. Simons, Jr., Washington, D. C.; airborne taxi 
service by helicopter or similar aircraft between Washington and points 
within a radius of 75 miles thereof. 

No. 1719, Captain Lucius S. Smith, III, of the U. S. Marine Corps 
Reserve, Laguna Beach, Calif.; scheduled transportation of persons, 
property and mail between Los Angeles, Calif., and Salt Lake City, 
Utah, between Salt Lake City and Albuquerque, N. M., between Los 
Angeles and Albuquerque, and between Los Angeles and El Paso, Tex., 
via specified intermediate points. The applicant says that ‘‘no air serv- 
ice providing short-haul transportation of persons, property and mail 
along the routes described exists at the present time.’’ 


Single Foreign Airline Opposed 


Legislation designed to create a single airline for America’s 
international air transport would completely disrupt the exist 
ing foreign and domestic policy established by Congress in the 
civil aeronautics act of 1938, Alexander B. Royce, chairman of 
the airlines committee for United States air policy, told mem- 
bers of the Aviation Writers Association, in New York City, 
January 31. Mr. Royce is the spokesman for the seventeen air: 
lines that oppose S. 326, introduced by Senator McCarran, 0! 
Nevada, to create an “All-American Flag Line” into which al! 
United States international air transport operation would be 
merged. 

“The proposal (S. 326) now pending in the subcommittee 
on aviation of the Senate commerce committee ignores basit 
facts and disregards authoritative opinions on American inter 
national air policy,” Mr. Royce said. > 

Asserting that “the American people have a vital stake In 
any proposal which would sacrifice the established principle o! 
regulated competition in favor of a monopolistic one-company 
operation,” Mr. Royce set forth the following “Bill of Infor- 
mation” on United States participation in international al 
commerce: 


1. The United States already has an established policy covering 
international air transport. It is a policy of ‘‘regulated competition 
under the Civil Aeronautics Board and was established by Congress 
when it passed the civil aeronautics act in 1938. 

2. Proponents of single-company operation in United States over 
ocean air transport ignore the testimony of authoritative government 
officials. Among those who have recorded their opposition to this typé 
of international policy are: Former Secretary of State Cordell Hull, 
Secretary of War Henry L. Stimson, Secretary of the Navy James For 
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restal, Acting Secretary of Commerce William A, M. Burden, and Attor- 
ney General Francis Biddle. 

3. The national security will be served best through a policy of 
yigorous, reasonably regulated competition among a number of air 
transport operators and the aircraft manufacturers who compete for 
their business. This has been attested by both the Secretary of War 
and the Secretary of the Navy in letters to Senator Josiah W. Bailey, 
chairman of the Senate commerce committee. 













Mr. Royce said that the air transport industry was pre- 
pared to face the postwar period with an established policy 
governing international operations. 

“Moreover,” he said, “the air transport industry does not 
seek a multitude of parallel international routes. As in the case 
of continental United States operations, the operators only ask 
to preserve their right to apply to the Civil Aeronautics Board 
for certification of those companies best equipped to service 
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NS, B routes selected by the government. 
J. “Air commerce will play an extremely important part in 
Ra- the postwar peace. Few industries are so well prepared to 
ua, @ swing into high gear in international operations with a tested 
for foreign policy. Any attempt to change that policy would dis- 
tty § ;upt a basic principle established by the people through their 
82, B Congress nearly seven years ago.” 
“ate WESTERN AIR LINES SERVICE 
a The Civil Aeronautics Board has granted authority to 
air @ Western Air Lines, Inc., to institute, on or about February 1, 
ash- jg nonstop service between Butte and Great Falls, Mont., on air 
and jg route No. 19. 
ene FOREIGN AIR PERMIT EXTENSION 
rille, The effective period of a temporary foreign air carrier 
tion § permit held by Expreso Aereo Inter-Americano, S. A., authoriz- 
ing- § ing service in the Caribbean area, including a route between 
tion @ Miami and Havana, Cuba, has been extended by the Civil 
ville @ Aeronautics Board, by an order, for a period of three months 
nent @ from January 31. 
[unt- eG EA 
—n EXPRESS AGENCY DIRECTORSHIP 
An order approving the holding by C. McD. Davis of 
‘vice, § interlocking directorships falling within the purview of section 
cer- § 409(a) of the civil aeronautics act, proposed to exist by the 
holding by Mr. Davis of the position of director of the Railway 
Fla: Express Agency, Inc., while holding directorships or other 
ial el offices in various railroad and terminal companies, has been 
and @ issued by the Civil Aeronautics Board. 
e taxi AIR SERVICE IN CONN. AND MASS. 
ae The Civil Aeronautics Board has issued an order rescinding 
Corps the suspension of service by American Airlines, Inc., at New 
sons, @ Haven and Bridgeport, Conn., and Springfield, Mass., on air 
City, @ route No. 18, which suspension had been effected by a board 
n Los@ order dated June 4, 1942. The board said the temporary sus- 
_ Tex., @ pension of service at those cities was no longer required in the 
; pee public interest. 
K. L. M. FOREIGN AIR PERMIT 
The Civil Aeronautics Board has issued an order extending 
for three months from January 31 the effective period of the 
._, (temporary foreign air carrier permit heretofore granted by it 
erica to Royal Dutch Air Lines (K. L. M.), providing for additional 
exist: foreign air transportation service in the Caribbean area, in- 
beaty cluding a route between Miami and Curacao. 
City NORTH ATLANTIC AIR ROUTES 
on ail: Oral argument before the Civil Aeronautics Board in 
ran, of “Docket No. 855, the North Atlantic Case,” a consolidated pro- 
ich all ‘eeding involving applications of ten companies for air routes 
uld bef north Atlantic routes, will begin February 28, in Washing- 
ton, according to a C. A. B. announcement. The proceeding 
amitte# Was the subject of a proposed report in which two C. A. B. 
s basi ¢Xaminers recommended grants of authority to Pan American 
, inter: Airways, Inc., and American Export Airlines, Inc. (see Traffic 
World, Jan. 27, p. 219). 
take in = 
ciple of 1944 INTERNATIONAL AIR EXPRESS 
ompanyg@ A total of 248,519 shipments in international air express 
* Infor-@ in 1944 represented a new record, according to the air express 
nal all@ division of the Railway Express Agency. The 1944 record was 
434 per cent over the 173,200 shipments of 1943, it said. Total 
covering “venues on the traffic exceeded $900,000, or 47 per cent over 
petition” the $610,000 paid in 1943. The monthly average in 1944 was 
Congress “0,700 shipments, compared with 14,190 in 1943. 

More than twice as many international air shipments were 
tes a ‘ported from the United States than were imported into it in 
ae 24, according to the Railway Express Agency’s report. It 
ell Hull, Suid that the most. important items exported by air were ma- 
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chine parts and drugs, while toads for use in fighting a parasitic 
invasion of the Florida cane fields, topped the commodities im- 
ported by air. 


TRANS-PACIFIC AIRLINE ROUTES 


The Civil Aeronautics Board has assigned for hearing be- 
fore two of its examiners, beginning February 13, in Wash- 
ington, applications of twelve companies, including one steam- 
ship company, for authority to engage in foreign air_ services 
on routes across the Pacific Ocean, between the United States, 
on the one hand, and cities in Australia, the Orient, and Russia, 
on the other. The hearings will be conducted by Examiners 
Ross I. Newman and Richard A. Walsh. 

Applicants in whose behalf testimony will be presented at 
the hearings are: Alaska Airlines, Inc.; Hawaiian Airlines, Ltd.; 
Northwest Airlines, Inc.; Pan American Airways, Inc.; Penn- 
sylvania-Central Airlines Corporation; Prairie Airways, Inc.; 
Transcontinental & Western Air, Inc.; U. N. Airships, Inc.; 
United Air Lines, Inc.; Woodley Airways; Western Air Lines, 
Inc., and Olson Steamship & Navigation Corporation. 


Chicago Traffic Council 


The industrial traffic council of the Chicago Association of 
Commerce, at a meeting at the Palmer House February 1, 
instructed its 31 commodity committees to study carefully the 
proposal of the eastern railroads to establish alternate higher 
carload minimums with an accompanying reduction of ten per 
cent in the existing commodity rates. The committees will study 
the matter with particular reference to their respective com- 
modities and report at a later meeting. In the discussion pre- 
ceding the action, the opinion was expressed by a number of 
those present that the ten per cent reduction proposed was not 
deep enough. Such a reduction, it was pointed out, would not, 
in many cases, compensate the shipper for the extra cost in- 
volved in performing the heavier loading. Another factor that 
aroused considerable discussion was the matter of how higher 
minimums would affect existing business practices. It was 
pointed out that the sales of many industries were predicated 
on the existing carload minimums and that some companies 
would be at a disadvantage competitively against others who 
could step their sales units up to the higher minimums should 
the proposal be adopted. 

The. council took action on a number of transportation bills 
entered in the new Congress. Most of those acted on were 
duplications of bills that died with the 78th Congress, on which 
the council had taken action earlier. It voted to oppose S.81 
and 8.82, introduced by Senator Hill, the first of which would 
require the establishment of a uniform system of class rates 
and a uniform classification for the whole country, and the 
second of which would establish the transportation authority 
and other bodies recommended by the defunct Board of Inves- 
tigation and Research. The council voted to support the Gordon 
bill, S.336, for the establishment of a limitation of two years 
for the filing of motor claims for over and undercharges, and 
also to support the new Boren bill, H.R.694, for the abolish- 
ment of land grant rates. 

It discussed the Reed bill, H.337, for Commission regulation 
of rate bureaus, but decided to postpone action on it until the 
bill received further study. 


RADIO CONTROL AND TRANSPORT 


The Federal Communications Commission has announced 
postponement from February 14 to February 28 of the date for 
the beginning of oral argument on the radio frequency alloca- 
tions proposed by it for assignment to railroads and various 
other classes of non-governmental services, and extension from 
February 9 to February 21 of the time for filing of briefs by 
parties to the frequency allocation proceedings (see Traffic 
World, Jan. 20, p. 173, and Jan. 27, p. 221). The commission 
said additional time for the filing of briefs and presentation of 
oral argument had been requested by the Radio Technical Plan- 
ning Board. 

Any person who participated in the commission’s alloca- 
tion hearing would be permitted to file a brief and to argue 
orally, and the oral argument might be presented either by an 
attorney or by the person who participated in the hearing, the 
commission said. 


SHIP DISPOSAL LEGISLATION 


Chairman Bland, of the House committee on merchant 
marine and fisheries, has announced that the committee will 
begin hearings February 15 on H. R. 1425, the Bland bill pre- 
scribing methods and regulations to be applied by the Mari- 
time Commission in the sale of government-owned ships (see 
Traffic World, Jan. 20, p. 176). 
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Proposed Legislation 


With the introduction of S. 337 by Senator Reed, of Kan- 
sas, both the House committee on interstate and foreign com- 
merce and the Senate interstate commerce committee have 
before them proposed rate bureau regulation legislation de- 
signed to permit joint action by carriers in making rates, sub- 
ject to the regulation of the Commission (see Traffic World, 
Jan. 27, p. 234). The identical measure in the House is H. R. 
167, introduced January 3 by Representative Bulwinkle, of 
North Carolina (see Traffic World, Jan. 6, p. 40). 


The Bulwinkle-Reed bill is substantially a revival of H. R. 
2720, the bill introduced by Mr. Bulwinkle May 17, 1943, when 
S. 942, the Wheeler rate bureau regulation bill was under con- 
sideration by the Senate interstate commerce committee in 
May and June, 1943 (see Traffic World, May 22, 1943, p. 1228). 
The Bulwinkle-Reed bill is much simpler than the Wheeler bill 
—the measure understood to reflect the views of the Depart- 
ment of Justice which has assailed carrier rate-making ’ prac- 
tices as in violation of the Sherman anti-trust act: 


In introducing H. R. 2720 in 1943, Mr. Bulwinkle challenged 
the view that the congressional rate-making policy of today 
was reflected in the Sherman anti-trust act. 


“Nothing could be farther from the fact,” said he, “and 
those who would apply its standard to the conditions which 
today obtain in the field of transportation would fail to take 
note of the vast changes in circumstances and in congressional 
policy which have taken place in the interim.” 


After the hearings in May and June, 1943, on S. 942, there 
were no further developments with respect to the proposed 
legislation in the Seventy-eighth Congress and the Wheeler and 
Bulwinkle bills died with the adjournment sine die of that 
Congress. 


The Bulwinkle-Reed bill—occupying a little more than a 
printed bill page—would add a new subparagraph (b) to sec- 
tion 1 (4) authorizing common carriers by railroad, motor 
vehicles, or water, respectively, subject to part I, II, or III, or 
freight forwarders subject to part IV, of the interstate com- 
merce act, to join with other such common carriers or freight 
forwarders subject to the same part in the adoption and ob- 
servance of regulations and procedures for their consideration, 
approval, rejection, determination, publication, and promulga- 
tion through associations, committees, or tariff-publishing 
agents, of rates, fares, charges, classifications, routes, and al- 
lowances, and of rules and practices relating thereto, including 


rules respecting car service and compensation for the use of 
cars but only if 


(A) such regulations and procedures are consistent with such gen- 
eral regulations and procedures as the Commission may from time to 
time prescribe for the purpose of preventing undue restraint upon com- 
petition and of insuring consistency with the national transportation 
policy as declared in the interstate commerce act, and (B) copies and 
statements of such regulations and procedures are filed with the Com- 
mission in accordance with such regulations as the Commission shall 
prescribe. All such rates, fares, charges, classifications, routes, and 
allowances, and rules and practices relating thereto, including rules 
respecting car service and compensation for the use of cars, shall be 
subject to all the provisions of the interstate commerce act applicable 
thereto, but the consideration, approval, rejection, determination, pub- 
lication, or promulgation thereof by such common carriers or freight 
forwarders acting through such associations, committees, or tariff-pub- 
lishing agents shall not be held subject to the operations of the anti- 
trust laws unless such action was or is taken pursuant to regulations 
and procedures inconsistent with the general regulations and procedures 
prescribed by the Commission pursuant to clause (A) of the sub- 
paragraph. 


Uniform Rate Bill 


Commissioner Splawn, as chairman of the Commission’s 
legislative committee, in a report to Chairman Wheeler, of the 
Senate interstate commerce committee on S. 81, a bill intro- 
duced by Senator Hill, of Alabama, to provide for establish- 
ment of a uniform classification and uniform scale of class 
rates for railroad freight, has set forth the position that it 
should make no recommendation on the bill because of the 
possibility that such a recommendation might be interpreted 
as bearing on the issues before the Commission in the class 
rate cases now pending before it, Nos. 28300 and 28310. The 
Commission’s report on S. 81 included the following: 


S. 81 is identical in wording with S. 1124 (78th Congress ist Ses- 
sion) concerning which we reported to you June 26, 1943. All of our 
comments in that report are pertinent to S. 81. We pointed out at 
that time that S. 1124 raised a question similar to that involved in two 
pending proceedings before the Commission, Nos. 28300 and 28310. 
Accordingly we made no recommendation as to the enactment of S. 1124 
because such a recommendation might have been interpreted as bearing 
upon the issues before the Commission in those proceedings. Since that 


time those proceedings have been submitted for decision, which is 
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actively under consideration. The situation which made it inadvisable 
to make a recommendation on S. 1124 therefore still exists. 


Pooling of Revenues 


Commissioner Splawn, chairman of the Commission’s leg- 
islative committee, in a letter to Chairman Wheeler, of the 
Senate interstate commerce committee, has recommended en- 
actment of S. 336, the bill introduced by Senator Reed, of 
Kansas, and described as a bill “To amend section 5 of the 
interstate commerce act, as amended, with respect to the pool- 
ing and division of certain revenues of carriers subject to such 
act.” 

The commissioner said that S. 336 was identical in wording 
with S. 236 (78th Congress, 1st session) on which the Commis- 
sion’s legislative committee reported to Senator Wheeler, Feb- 
ruary 2, 1943, and that he was enclosing a copy of that report, 
asking that it be received as an expression of the committee’s 
comments on S. 336. 

The original report, recommending enactment of the earlier 
bill, carried the suggestion that the bill, applicable to “car- 
riers,” without any other designation, be modified to limit its 
application to railroads, because, it said, no need had been 
shown for compulsory pooling of revenues of carriers other 
than those by railroad (see Traffic World, Feb. 13, 1943, p. 
386). 


1. C. C. Opposes B. I. R. Scheme 


Recommendations of the late Board of Investigation and 
Research, as embodied in S. 82, introduced by Senator Hill, 
of Alabama, do not have the approval of the legislative com- 
mittee of the Commission. This was revealed when Chairman 
Wheeler, of the Senate interstate commerce committee, made 
public, February 1, a letter received from Commissioner Splawn, 
chairman of the Commission’s legislative committee, respond- 
ing to a request from Chairman Wheeler for comment on the 
bill, The committee said it was unable to recommend enact- 
ment of S. 82. 

The bill, as proposed by the B. I. R., would create a Federal 
Transportation Authority as a research and recommending 
agency; a Public Transportation Counsel within’ the Depart- 
ment of Justice, and a National Transportation Advisory Com- 
mittee. 


As to the foregoing recommendations the committee said 
that, as it read the duties of the three permanent federal 
agencies therein proposed, “there is a great likelihood that 
the jurisdiction of these new agencies would overlap, not only 
as between themselves, but also with existing agencies. It is 
our belief that there is no need for so elaborate a scheme of 
additional federal authorities.” 


With respect to the declaration of policy in section 2 of 
S. 82, the committee set forth the declaration of policy added 
to the interstate commerce act by the transportation act of 
1940 and also set forth the declaration in paragraph 1 of sec- 
tion 500 of the transportation act of 1920 with respect to water 
transportation and “to foster and preserve in full vigor both 
rail and water transportation.’ To some extent, said the com- 
mittee, the proposed declaration of policy merely restated por- 
tions of the declarations referred to “but in other respects it 


appears to us to conflict with existing statements.” Continuing, 
it said: 


We therefore suggest that, if any modification of the national trans- 
portation policy is contemplated at this time, the present statement in 
the interstate commerce act, as well as certain other provisions thereof 
to be mentioned later, should be amended without making an additional 
statement of policy in another act. 

Clause (a) of the proposed declaration would provide ‘‘that the 
transportation services of all common carriers, by any means of trans- 
portation, be furnished in such a manner that the shipper will have a 
freedom of choice in the selection of reasonable through routes and 
rates by the use of such transportation agencies and facilities of the 
same or different types as may be needed to foster and serve commerce 
economically and efficiently.”” Except for the reference to through 
routes and rates, this clause would add little or nothing to the present 
objective before quoted ‘“‘to promote safe, adequate, economical, and 
efficient service. .. .’’ 

Clause (b) would provide ‘‘that, to aid in effectuating this policy, 
the Interstate Commerce Commission shall require carriers by rail, 
water, and motor to establish reasonable joint through routes and facili- 
ties for the transportation of property with reasonable rates, charges, 
classifications, rules and regulations applicable thereto.’’ At present, 
this Commission is empowered by the interstate commerce act to estab- 
lish through routes and joint rates over the lines of two or more rail- 
road carriers, two or more water carriers, or one or more railroad car- 
riers and one or more water carriers, ‘‘whenever deemed by it to be 
necessary or desirable in the public interest, after full hearing upon 
complaint or upon its own initiative without complaint.’’ It is not clear 
whether the proposed clause (b) would have the effect of removing the 
requirement that the through routes and joint rates could be established 
only upon a showing that they are necessary or desirable in the public 
interest. 

We now have no power to establish through routes and joint rates, 
by two or more motor common carriers of property or a motor carrier 
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and a railroad or a water carrier. If we are to be given this power, it 
would seem desirable and perhaps legally necessary that part II of the 
interstate commerce act be amended by addition of the specific power 
to establish through routes and joint rates similar to that contained 
in parts I and III. At the time of the enactment of part Il the Congress 
presumably did not consider it desirable to provide for the compulsory 
establishment of through routes and joint rates covering transportation 
partly or wholly by motor vehicle. As to whether such a provision is 
now needed we have no opinion to express at this time. That is a ques- 
tion upon which your committee may wish to ascertain the views of 
shippers and carriers before acting. 

Clause (c) of section 2 would provide ‘‘that all rates and charges 
of all carriers for hire, by any means of transportation, shall be free 
from discriminations, preferences, prejudices, or inequalities which are 
injurious to commerce and shall be in reasonable relationship to the 
cost of the service and the revenue needs of the carriers.’’ Except for 
the use of the word ‘‘inequalities’’ this clause merely expresses ideas 
embodied in the present statement of policy and numerous other sections 
of the interstate commerce act. 

Of principal importance in section 2 of the bill is clause (d)—‘‘that 
no limitation or restriction designed to limit or prevent competition 
shall be imposed upon any such carrier or any transportation service 
which shall have the effect of increasing the cost of the service to the 
public.” This would apparently have the effect of weakening if not 
nullifying the forbiddance of ‘‘unfair or destructive competitive prac- 
tices’ in the present statement of policy. 

It must be assumed that from the reference to ‘‘competitive prac- 
tices’’ in that statement that the Congress was mindful of the extensive 
development of new transportation agencies in the past 25 years and of 
the methods of dealing with competitive problems arising from that 
development which it had provided in successive amendments to the 
interstate commerce act within that period. Prior to 1920 that act con- 
tained few if any provisions having to do with regulation of competition 
between carriers except the long-and-short-haul clause of section 4. In 
the transportation act, 1920, as before pointed out, one of the stated 
objectives was ‘‘to foster and preserve in full vigor both rail and water 
transportation.’’ In addition, at the same time the interstate commerce 
act was amended so as to require the issuance of a certificate of con- 
yenience and necessity before new lines of railroad could be constructed, 
and the Commission was given minimum-rate powers with respect to 
railroad transportation. In 1935 part II of the act was enacted, provid- 
ing extensive regulation of motor carriers including minimum-rate 
powers and operating authorization by certificate and permit. The Su- 
preme Court in a recent decision, Crescent Express Lines vs. United 
States, 320 U. S. 401, briefly stated one effect of the enactment of part 
II as follows: 

“When Congress provided for certificates to cover all carriers which 
were already in operation, it did not throw open the motor transporta- 
tion system to more destructive competition than that already existing.” 
The same is true of part III of the act enacted in 1940. 

In connection with the administration of all of the provisions re- 
ferred to in the foregoing paragraph clause (d) of section 2 of this bill 
would probably inject much controversy and tend to hamper the effec- 
tive use of any of those provisions in preventing the ‘‘unfair or destruc- 
tive competitive practices’’ referred to in the present statement of 
policy. In all cases involving the exercise of these powers objection 
could be raised on the ground that they would or might have the imme- 
diate effect of increasing the cost of the service to the public. For 
example, where a railroad wished to reduce its rates for the purpose 
of driving a competing motor carrier or water carrier out of business, 
the Commission’s use of the minimum-rate power to prevent this de- 
structive competitive practice would no doubt bring forth such an 
objection. 
















































Other Bills 


In H. R. 1824, a bill to provide for the creation of conser- 
vattion authorities, Representative Rankin, of Mississippi, 
has proposed creation of T. V. A.’s for the major drainage 
basins in the United States. In addition to the Tennessee Val- 
ley Authority, there would be the Atlantic Seaboard Authority, 
the Great Lakes-Ohio Valley Authority, the Missouri Valley 
Authority, the Arkansas Valley Authority, the Southwestern 
Authority, the Columbia Valley Authority, the California 
Authority and the Colorado Valley Authority. 


“It is the purpose of policy of this act to develop, in- 
tegrate, and coordinate plans, projects, and activities for or 
incidental to the promotion of navigation, the control and pre- 
vention of floods, the safeguarding of navigable waters, the 
reclamation of the public lands, and the generation, sale, and 
distribution of electric energy, in order to aid and protect com- 
merce among the several states, to strengthen the national 
defense, to conserve the water, soil, and forest resources of 
the nation, to stabilize employment and relieve unemploy- 
ment, and otherwise to protect and promote the national in- 
terest,” says the bill. 


Representative Sheppard, of California, has introduced H. R. 
1774, a bill to provide for the location, survey, and building of 
a system of superhighways, three east and west and six north 
and south highways. The bill authorizes the appropriation 
of twelve billion dollars for the highways. 

Representative Andresen, of Minnesota, has introduced 
H, R. 1760, a bill providing for federal aid to states for the 
acquisition of toll bridges. 

Representative Weiss, of Pennsylvania, has introduced 
H.R. 1777, a bill to provide free transportation for parents or 


wives on government-owned ships and aircraft to the graves 
of veterans buried abroad. 
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Representative Howell, of Illinois, has introduced H. R. 
1771, a bill to amend the railroad retirement act relative to 
death benefits. 

Representative Bulwinkle, of North Carolina, has intro- 
duced H. R. 1814, a bill to amend the civil aeronautics act of 
1938 so as to improve international collaboration with respect 
to meteorology. 

Representative Lemke, of North Dakota, has introduced 
H. R. 1823, a bill to regulate the registration, manufacture, 
labeling, and inspection of fertilizer and fertilizer materials 
shipped in interstate commerce. 

Representative Jackson, of Washington, has introduced 
H. R. 1899, a bill to establish a system of. unemployment insur- 
ance in the maritime industry. 

Representative Mills, of Arkansas, has introduced H. R. 
1870, a bill to terminate the use tax on motor vehicles and boats. 


Hobbs Bill Reported 


The House judiciary committee has favorably reported to 
the House HR 37. The Hobbs bill to amend section 77, of the 
federal bankruptcy act, to provide capitalization and valuation 
standards in rail reorganization cases and full court review of 
rail reorganization plans. The bill is identical with the bill 
reported to the House at the last session of Congress but on 
which no action was taken. 


Rivers and Harbors Bill 


The Senate January 29 passed and sent to the House a 
rivers and harbors bill (S. 35) from which several contro- 
versial* projects such as the $66,000,000 Tennessee-Tombigbee 
waterway and the $38,000,000 Beaver-Mahoning Canal had been 
excluded but in which remained a total of 291 projects, calling 
for a total “first cost” to the federal government of $381,- 
968,332, including the $60,000,000 Alabama-Coosa River develop- 
ment that railroad witnesses had opposed in hearings held by 
the Senate commerce committee (see Traffic World, April 29, 
1944, p. 1199). The bill was passed without a record vote. It 
authorizes appropriations to finance construction of the projects 
after the war. 

Omitted from the bill, in addition to the Tennessee-Tom- 
bigbee proposal, which the Senate had rejected in its consider- 
ation of the previous rivers and harbors bill, H. R. 3961, in 
the last Congress, and the Beaver-Mahoning Canal, likewise 
voted down by the Senate in the Seventy-eighth Congress (see 
Traffic World, Dec. 9, p. 1510), was a $28,000,000 project for 
construction of the Savannah River and Clark Hill Reservoir 
in Georgia, which had been authorized in the flood control bill 
passed by the Seventy-eighth Congress, and a $200,000,000 au- 
thorization of multiple-purpose projects in the Missouri River 
basin, which likewise had been included in the flood control 
bill. Also omitted from the bill was a $25,000,000 authorization 
for the “first stage’ of development of the Santee and Congaree 
Rivers in North Carolina and South Carolina, which had been 
eliminated from H. R. 3961 by House and Senate conferees on 
that bill. 

Senator Overton, chairman of the Senate commerce com- 
mittee’s subcommittee on rivers and harbors legislation, in pre- 
senting S. 35 for consideration in the Senate, said that the 
Santee-Congaree project had been deleted because the House 
conferees on H. R. 3961 had taken the position that the local 
interests affected by that project had not had an adequate 
opportunity to be heard. 


“Destructive” Amendment Omitted 


“The rock upon which H. R. 3961—that noble ship—went to 
pieces,” said Senator Overton, ‘‘was the Elliott amendment 
which provided that the excess land provisions of the federal 
reclamation laws should not be applicable to lands which re- 
ceive their waters from the Central Valley project in the state 
of California. The amendment, which was adopted on the floor 
of the House last year, is not contained in this bill... .” 

Senator Overton said the total estimated cost of the 291 
projects embodied in S. 35 was $320,530,000 less than “the 
estimated cost of the projects in last year’s bill,” and that the 
reduction had been brought about “not only by reason of the 
elimination of controversial projects but also by the elimina- 
tion of what would be a duplication of projects.” 


Another Bill Projected 


“Now I wish to say to the Senate,” he continued, “that it 
is the intention, I think, of both the rivers and harbors com- 
mittee of the House of Representatives and of the Senate com- 
merce committee to prepare later on in the session another 
river and harbor bill. In that river and harbor bill both 
committees will consider all new projects which have been 
reported since hearings on the bill of last year and any project 
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which has not been authorized in the pending bill, and will 
also consider any controversial projects and also any amend- 
ments, for instance, the Elliott amendment or any other amend- 
ment which may be more or less controversial in nature, the 
purpose being to get the pending bill through as rapidly as 
possible, because there is no controversy in reference to any 
project or general provision in this bill.” 

He announced that the House rivers and harbors com- 
mittee had adopted a resolution providing for a re-study and 
review of the Tennessee-Tombigbee waterway project, and 
that “later on, in due course, a report on it will be made.” 

Senator Vandenberg observed that he had opposed the 
project in the previous session of Congress, but that a resurvey 
was “precisely the course which I said I would approve.” 


Comment by Mansfield 


Senator Overton placed in the Congressional Record the 
text of a letter he had received from Chairman Mansfield of 


the House rivers and harbors committee, including the fol- 
lowing: 


I think it highly important in the public interest that S. 35 should 
be enacted into law as soon as possible. While the bill specifically 
provides ‘‘that no project herein authorized shall be appropriated for 
or constructed until six months after the termination of the present 
wars in which the United States is engaged unless the construction of 
such project has been recommended by an authorized defense agency 
and approved by the President as being necessary or desirable in the 
interest of the national defense and security, and the President has 
notified the Congress to that effect,’’ there are a number of projects 
the bill will authorize which already have been certified as ‘‘being 
necessary and desirable in the interest of the national defense.’’ In 
addition, and as you are of course advised, authorization of the projects 
will enable the engineers to proceed with the preparation of plans 
and specifications in order that there may be no delay in the construc- 
tion of projects if and when they are needed when the war is over. 


Principal projects in S. 35 as passed by the Senate, in 
addition to the Alabama-Coosa River development, are a project 
for improvement of the Snake River in Oregon, Washington 
and Idaho, the estimated federal first cost of which is $58,625,- 
000; a project to improve the Columbia River in Oregon and 
Washington, at an estimated federal first cost of $49,470,000; 
a $23,000,000 project on the Neches and Angelina Rivers, in 
Texas; a $15,000,000 project on the Trinity River and its trib- 
utaries, in Texas, and a $25,900,000 project on the Illinois 
Waterway and Indiana Harbor and canal. 


Illinois Waterway 


The House committee report on H. R. 3961 recommended 
authorization of the Illinois Waterway (Calumet-Sag channel) 
in Illinois and Indiana with the statements that the project 
called for enlargement of the Calumet-Sag Canal to a width 
of 160 feet and a usable depth of 9 feet; dredging of a barge 
channel 160 feet wide with a usable depth of 9 feet in the 
Grand Calumet River from the existing channel in the Little 
Calumet River to its junction with the Indiana Harbor Canal 
and thence northward through 141st Street, East Chicago, Ind., 
to deep (lake) draft navigation in Indiana Harbor, Ind.; con- 
struction in the Little Calumet River of a lock of suitable 
dimensions for barge navigation to prevent reversals of flow 
and to regulate water levels and water diversion, and rebuild- 
ing or alteration at federal expense of all obstructive railroad 
bridges across and Calumet-Sag channel and the proposed Illi- 
nois Waterway parts of the Little Calumet River, Calumet 
River, Grand Calumet River, and Indiana Harbor Canal, so as 
to provide suitable clearances, except as to one Illinois Central 
Railroad bridge. The committee said provision of adequate 
channels was necessary to serve the South Chicago area and 
to provide “a proper interconnection between the Great Lakes 
system and the improved Illinois-Mississippi navigation sys- 
tem,” and that a sufficient volume of bulky cargo was poten- 
tially available for movement over such an improved waterway 
without serious diversion from existing land-transportation sys- 
tems. 

The Alabama-Coosa project, according to the House rivers 
and harbors committee report on H. R. 3961, embodies construc- 
tion of six navigation dams and locks on the Alabama River, 
one navigation dam and lock on the upper Coosa River; three 
flights of locks at the existing lower:dams on the lower Coosa 
River; six power dams with locks on the lower Coosa River; 
15 dams and reservoirs on the tributaries of the Coosa River 
for development of power, and four channel-clearing projects 
on tributaries of the Alabama and Coosa Rivers. In testimony 
before the Senate commerce committee, Carter Fort, general 
counsel of the Association of American Railroads, declared 
that the last report of the army engineers available to the 
committee did not segregate items of expense as to the separate 
costs of navigation, flood control, power, etc., and that the 
only available report setting forth such detailed estimates was 
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one filed by the army engineers in 1935, which was adverse to 
the project. 


Snake and Columbia Rivers 


The Snake River project calls for development of the 
Snake and Columbia Rivers between the pool of the Bonneville 
Dam and Lewiston, Ida., “in the combined interests of naviga- 
tion, irrigation, and the development of hydro-electric power,” 
with the ultimate object of providing a 9-foot bargé channel 
from the Bonneville pool into the mouth of the Snake River, 
according to the House rivers and harbors committee report 
on H. R. 3961. 

The Columbia River project, also designated as the Uma- 
tilla Dam project, would “tie in” with the Snake River develop- 
ment, according to that same committee report. The report 
included the following explanation of the Umatilla Dam project: 


Under existing projects navigable channels have been provided in 
the Columbia River up to the site of the proposed Umatilla Dam, 193 
miles above the mouth. Navigation above this point for a distance of 
about 30 miles has been impractical due to two obstructions, namely, 
the Umatilla and Homely Rapids. 

To overcome these obstacles and connect the navigable channels 
of the lower section of the river with those of the upper section which 
reach as far as Pasco, Wash., 325 miles above the mouth, your com- 
mittee is of the opinion that the first step to be undertaken in the 
general plan for improvement of the Columbia and Snake Rivers as 
outlined by the Chief of the Engineers is the construction of the 
Umatilla Dam for purposes of navigation, power development, and 
irrigation, at an estimated cost of $49,470,000, with annual maintenance 
estimated at $315,000.... 


Other Projects 


The Neches and Angelina Rivers project, as described in 
the House committee report on H. R. 3961, involves construc- 
tion of the Rockland Reservoir on the Neches River, the McGee 
Bend Reservoir on the Angelina River, and two power-regulat- 
ing dams on the Neches River. The committee said the project 
would, among other things, promote navigation above Beau- 
mont, Tex., by stream-flow regulation, and that the area di- 
rectly affected by the proposed improvement was the Beaumont- 
Port Arthur harbor area on the Sabine-Neches waterway. The 
report showed that the $15,000,000 Trinity River project in- 
volved “modification of the existing 6-foot navigable channel 
from the Houston Ship Channel to Liberty (Tex.), to provide 
a depth of 9 feet, 200 feet wide in Galveston Bay and 150 feet 
wide in the river section and with a turning basin at Liberty.” 

Projects, each of which involves expenditure of $1,000,000 
or more, included in the bill passed by the Senate, are the 
following: 


New Haven harbor, Conn., except further improvement of Quinnipiac 
River, $1,673,000; Newark Bay, Hackensack and Passaic Rivers, N. J., 
$3,390,000; Great Lakes to Hudson River Waterway, $1,010,000; New 
Jersey Intracoastal Waterway, $1,500,000; Delaware River, Philadel- 
phia to the sea, separate items of $1,036,000 and $3,380,000; Baltimore 
harbor and channels, Md., $2,388,000; Winyah Bay, S. C., $1,260,000; 
Charleston Harbor, S. C., $1,820,000; St. Johns River, Fla., Jacksonville 
to the ocean, three separate projects, $725,000, $3,200,000 and $2,032,000; 
Intracoastal Waterway from Jacksonville, Fla., to Miami, Fla., $11,789,000; 
Miami Harbor, Fla., $5,781,000; Intracoastal Waterway from Miami to 
Key West, Fla., $1,830,000; Intracoastal Waterway from the Caloosa- 
hatchee River to the Anclote River, Fla., $3,200,000; Apalachicola, Chat- 
tahoochee and Flit Rivers, Georgia and Florida, $6,500,000; Warrior 
and Tombigbee Rivers, Alabama and Mississippi, $6,750,000; Mississippi 
River, Baton Rouge, La., to Gulf of Mexico, $4,200,000; Houston Ship 
Channel, separate projects, $3,675,000 and $484,000; Guadalupe River, 
Tex., $8,500,000; Mississippi River between Ohio and Missouri Rivers, 
$10,290,000; Missouri River between Sioux City, Ia., and the mouth, 
$6,000,000; coasts of the Great Lakes, harbors of refuge for light-draft 
vessels, $2,030,635; St. Marys River, Mich., south canal, Bridge Island, 
$1,412,000; St. Marys River, power plant, $3,500,000; Buffalo Harbor, 
N. Y., $3,171,000; Crescent City Harbor, Calif., $1,610,000; Willamette 
River, Ore., $3,600,000, and Wrangell Narrows, Alaska, $2,731,000. 


ST. LAWRENCE SEAWAY 


The Maritime Association of the Port of New York, in a 
letter to Governor Dewey and the members of the New York 
legislature, expresses the hope “that every official in the state 
who has the interests of the taxpayers and the people at heart 
will vigorously oppose” the St. Lawrence seaway and power 
project. Completion of the project, says the letter, signed by 
C. H. Callaghan, manager of the association, would have a 
“disastrous effect” on the economy of the state. New York 
would contribute more than any other state to the project, 
which, “everything considered,” would probably cost “close to 
$1,000,000,000.” 

A summary of objectionable “economic factors” includes 
the statement that the project is “commercially and econom- 
ically unsound”; that it would “impose an inordinate tax burden 
without corresponding benefits”; that it would divert traffic 
from railroads, steamship lines and inland waterways; that it 
would impair banking, employment, purchasing power of indus- 
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try, property and rental values and tax returns; that there 
would be navigating dangers in the proposed waterway and that 
its cost has been underestimated; that it would increase unem- 
ployment among railroad workers, miners, seamen, longshore- 
men and in other industries, and that it would run counter to 
the Congressional policy of developing and maintaining an 
American merchant marine. 

The Commerce and Industry Association of New York, in 
a statement issued January 31 and sent to members of Con- 
gress and Governor Dewey of New York, restates its position 
in opposition to the St. Lawrence seaway and power project. 
It says the project was originally conceived “by eastern hydro- 
electric power interests who thought they saw an opportunity 
to secure personal advantage by inducing the federal govern- 
ment to harness the international river.’”’ When the courts held 
that Congress couldn’t appropriate funds for the development 
of hydroelectric power, it says, it became “necessary to clothe 
the project with a transportation garb,” and, in that form, it 
was “sold to many farmers and politicians” in the mid-west 
“on the plea that making the St. Lawrence navigable to ocean- 
going vessels would reduce the transportation cost on their 
products.” Although rejected by the 78th and earlier Con- 
gresses, it points out, the project “did not die,” and the asso- 
ciation, therefore, calls attention to the fact that it is “solidly 
on record in opposition.” 


HOUSE COMMITTEE ASSIGNMENTS 


In resolutions adopted by the House, assigning Republican 
and Democratic members to House committees, members of 
the House committee on interstate and foreign commerce have 
been designated as follows: 

Democrats: Clarence F. Lea, of California (chairman); 
Robert Crosser, of Ohio; Alfred L. Bulwinkle, of North Caro- 
lina; Virgil Chapman, of Kentucky; Lyle H. Boren, of Okla- 
homa; Lindley Beckworth, of Texas; J. Percy Priest, of Ten- 
nessee; Oren Harris, of Arkansas; George E. Sadowski, of 
Michigan; Richard F. Harless, of Arizona; John W. Murphy, 
of Pennsylvania; Edward A. Kelly, of Illinois; Luther Patrick, of 
Alabama; John B. Sullivan, of Missouri; Dwight L. Rogers, 
of Florida and Benjamin J. Rabin, of New York. The name 
of Vito Marcantonio, of New York, member of the American 
Labor party, was added to the list of Democrats assigned to 
the committee. 

Republicans: Charles A. Wolverton, of New Jersey; Pehr 
G. Holmes, of Massachusetts; B. Carroll Reece, of Tennessee; 
Charles A. Halleck, of Indiana; Car] Hinshaw, of California; 
Clarence J. Brown, of Ohio; Evan Howell, of Illinois; Leonard 
W. Hall, of New York; Thomas D. Winter, of Kansas; Joseph 
P. O’Hara, of Minnesota, and Wilson D. Gillette, of Pennsyl- 
vania. 

New members of the committee, on the Democratic side, 
are Representatives Murphy, Kelly, Patrick, Sullivan, Rogers, 
Rabin and Marcantonio. Representative Patrick had been a 
member of the committee in the Seventy-seventh ~Congress, 
was unsuccessful in his race for reelection to the Seventy- 
eighth Congress, in which his successful opponent, John P. New- 
some, was a member of the committee, but defeated Mr. 
Newsome in the latter’s race for renomination to the Seventy- 
ninth Congress. Representative Gillette is the only new Re- 
publican member of the committee. 


RAILS TO SAVE FUEL 


Steps to conserve fuel by reducing heat in passenger cars 
are being taken by the railroads, John J. Pelley, president of 
the Association of American Railroads, has informed Director 
Johnson, of the Office of Defense Transportation. Mr. Pelley 
told Col. Johnson that he had asked the railroads to keep the 
temperature in cars from exceeding the 68 degrees recom- 
mended by Director of War Mobilization Byrnes for living 
Space and public buildings. Many of the railroads, Mr. Pelley 
said, had already “given assurance that they will-cooperate in 
this conservation measure.” 


oO. D. T. CONSERVATION ORDERS 


The Office of Defense Transportation has issued supple- 
mentary O. D. T. 3 orders authorizing coordinated operations 
in the areas indicated: Rev. 501, in Georgia; Rev. 502, in Missis- 
sippi; Rev. 503, in Georgia; Rev. 504, between Salt Lake City 
and Ogden, Utah, and Evanston, Wyo.; Rev. 505, between New 
York and Syracuse, N. Y.; Rev. 506, in Georgia; Rev. 508, 
In North Carolina; Rev. 212, amendment 1, in Minnesota; Rev. 
499, in North Carolina; Rev. 462, in Arizona; Rev. 507, between 

n Lomond and Texarkana, Ark.; Rev. 509, in Florida; Rev. 
510, in Florida; Rev. 514, in Alabama; supplementary order 
0. D. T. 6A-88, within and between Oakland, Alameda, Emery- 
Ville, Albany, Berkeley and Piedmont, Calif., and supplementary 
order O. D. T. 6A-89, between the boroughs of Manhattan, 
Bronx and Brooklyn, N. Y. 





New Freight Embargo to East 


Because of continuing severe weather conditions, the Office 
of Defense Transportation and the Commission, February 1, 
directed the railroads to place civilian freight in nine storm- 
bound states under a four-day embargo beginning at 12:01 a. m., 
Saturday, February 3, and expiring at 12:01 a. m., February 7. 
The provisions of the embargo, C. S. D. No. 47, issued by the 
Association of American Railroads, against all carload and less 
than carload freight, with exceptions, follow: 


No railroad will place cars for loading or sign or issue bills of 
lading for carload or less than carload freight consigned or to be 
reconsigned to destinations in or moving via any railroad through the 
states of Ohio, (not including lines of the Wabash Railroad or the 
territory included within the switching limits of Cincinnati), Pennsyl- 
vania, New York, New Jersey, Maryland, Delaware, District of Columbia 
and that portion of West Virginia and Virginia north of the line of 
the Chesapeake and Ohio Railroad extending from Huntington, West 
Virginia, to Potomac Yard; nor will any railroad operating within 
the area described above place cars for loading or sign or issue bills 
of lading for carload or less than carload freight at any point within 
this area during the period 12:01 a. m. Saturday, February 3, and 
continuing until 12:01 a. m. Wednesday, February 7. 


Note—tTraffic billed during the effective period of this embargo may 


not at any time be reconsigned to any point within or through the 
embargoed area. 


Exceptions: 


1. Carload traffic consigned to ports for export on O. D. T. unit 
permits. 


2. Traffic moving on government bills of lading issued by the 
Army, Navy, Marine Corps, or Coast Guard. 

3. Traffic moving on commercial bills of lading when consigned to 
Army or Navy ordnance plants. 

4. Such traffic as is essential for the Government agencies including 
Army, Navy, Marine Corps, Coast Guard, Maritime Commission, War 
Shipping Administration, Solid Fuels, Petroleum Administration, War 
Food Administration, War Production Board, which may be certified 
by properly designated officers of these agencies to permitting agent. 

5. Coal, coke and charcoal: 

(a) Anthracite: 


To all destinations except when loaded to points in Canada via the 
Niagara frontier. 


(b) Bituminous: 

(1) Railroad fuel. " 

(2) Coal consigned to retail dealers. 

(3) Shipments consigned to all territory west of and including the 
line of the Wheeling and Lake Erie Railroad extending from Toledo 
to Creston, Ohio and south of and including the line of the Erie Rail- 
road, Creston, Ohio, to the Pennsylvania-New York state line, and 
south of the New York state line extended eastward. 

(4) All coal for New York City metropolitan area. 


(5) Coal for New England ‘destinations via gateways Wilkes-Barre 
and east. 


(c) Coke and charcoal to any destination. 

6. Commodities loaded in tank cars. 

Note A—The Army, Navy, Marine Corps, Coast Guard, Maritime 
Commission, War Shipping Administration, Solid Fuels, Petroleum Ad- 
ministration, War Food Administration, War Production Board will 
designate officers to certify to the permit agent as to those shipments 


which in their judgment must be loaded and billed during the period 
of this embargo. 


Note B—The Office of Defense Transportation and the Interstate 
Commerce Commission have named W. C. Kendall, Chairman, Car 


Service Division, Association of American Railroads as Agent for per- 
mits to be issued under this embargo. 


By Service Order No. 280, Effective February 3 to Febru- 
ary 27, the Commission, division 3, prohibits railroads from 
accepting diversion or reconsignment orders on refrigerator 
cars loaded with fresh fruits or vegetables (not cold packed) 
to or through the states named in C. S. D. embargo No. 47, 
when the refrigerator cars are shipped from original point of 
origin between February 3 and February 7. 


Service Order No. 277 


In service order No. 277, Reconsignment of Fresh Fruits 
and Vegetables Prohibited, effective 12:01 a. m., January 27, to 
expire 12:01 a. m., February 27, the Commission, division 3, 
referred to the embargo of the Association of American Rail- 
roads on carload or less-than-carload shipments into the east, 
C. S. D. embargo No. 43 (see Traffic World, January 27), and 
said that the loading and transportation of refrigerator cars 
loaded with fresh fruits or vegetables (not cold-packed) to 
terminals west or south of the embargoed territory for subse- 
quent reconsignment into the embargoed territory would result 
in congestion at such terminals. 

The service order prohibits railroads from accepting any 
diversion or reconsignment order from any consignor or con- 
signee, or agent thereof, or diverting or reconsigning any car 
so loaded when such cars are shipped from the original point 
of origin between 12:01 a. m., January 27, and 12:01 a. m., 
January 30. The pertinent portion of the order reads as follows: 


(a) Reconsignment Prohibited. No common carrier by railroad sub- 
ject to the interstate commerce act shall accept any diversion or recon- 
signment order from any consignor or consignee or agent thereof, or 
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®Shortly after the first of this year, Burling- 
ton’s fleet of fourteen diesel-powered, stainless 
steel Zephyrs attained an unprecedented to- 
tal in train miles of service—25,000,000! 

In rolling up the equivalent of a thousand 
times around the world, the Zephyrs have 
proved many things. Their tremendous pat- 
ronage has shown the public’s enthusiastic 
endorsement of speedy, luxurious, streamlined 
trains. Their almost unbelievable record of 
availability and ‘‘on-time’’ performance in the 
face of high speed schedules has established 
the might of diesel power. Their beauty and 
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stamina are a tribute to the design and struc- 
tural strength of these fast trains. (The Pio- 
neer Zephyr, first of the Zephyr fleet and 
America’s first diesel-powered streamline 
train, has nearly 2,000,000 miles to its credit 
and has already started on its second ten 
years of service.) 

Yes, America has given the nod of approval 
to the Zephyrs and the kind of travel they 
typify. So there will be more of them in the 
days ahead. They will be even more efficient, 
even more luxurious. For improvement is 
the mandate of progress. 
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shall divert or reconsign pursuant to any such order any refrigerator 
car or cars loaded with fresh fruits or vegetables (not cold-packed) 
as described in Items 19235 to 19440, inclusive, in Consolidated Freight 
Classification No. 16, supplements thereto or successive issues thereof, 
to any point in the states of Indiana, Lower Peninsula of Michigan, 
Ohio, Pennsylvania, New York, Maryland, District of Columbia, Dela- 
ware, New Jersey, West Virginia, and Virgania, north of the line of 
the Chesapeake and Ohio Railway extending from Huntington, W. Va., 
to Potomac Yard, Va., which refrigerator car or cars are shipped from 
the original point of origin between 12:01 a. m., January 27, 1945, 
and 12:01 a. m., January 30, 1945. 


The order suspended the operation of all tariff rules and 
regulations in conflict with its terms and required railroads to 
publish supplements to affected tariffs announcing the suspen- 
sion and establishing the substituted provisions set forth in the 
order. 


Advice from O. D. T. 


Railroads and shippers were last week warned by the Office 
of Defense Transportation against shipping civilian freight to 
points just outside the C. S. D. embargo No. 43 area in the ex- 
pectation of moving it into the storm-disrupted area when the 
embargo was lifted. 

The three-day embargo became effective at 12:01 a. m.,, 
January 27. 

Director Johnson, of the Office of Defense Transportation, 
called attention to the “even more serious shipping conditions,” 
which he said would result if “bottleneck” conditions were 
created at gateways leading into the embargo zone. Said he: 


The situation will be intolerable if the lifting of the embargo next 
Monday (Jan. 30) midnight finds a great number of freight cars waiting 
just beyond the barriers, ready to jam into the embargo area. Conditions 
in the affected region will, we hope, be improved by then, but they 
will by no means be back to normal. 

The worst weather conditions in many years over a large section 
of the nation, coupled with continuanlly mounting war freight demands 
and the current critical manpower shortage, threaten a duplication of 
the congestion which, during the last war, seriously endangered our 
military effort. Drastic and immediate action is called for. 

This embargo, by relieving the railroads of the burden of handling 
civilian freight for three days, will permit them to devote their full 
energies, equipment and manpower to literally ‘‘digging’’ us out of 
the present extremely critical situation. 

I expect every railroad worker in the affected area—from president 
down—to consider himself on extra war duty during this emergency. 
We must clear the way for war freight desperately needed overseas 
so that by next Tuesday we can resume the orderly movement of 
civilian goods. 

If the congestion in the stormbound section and the surrounding 
territory is not relieved by that time, another embargo will have to be 
issued. 

While military freight must be moved first, it is realized that the 
resumption of the movement of essential civilian freight cannot be too 
long delayed. But the needed fuel and food will reach the cities in 
the embargo zone all the more speedily if it is moved at anormal rate 


without congesting gateway points so seriously as to clog the flow of 
traffic. 


Revised Order No. 275 


The Commission, division 3, has appointed E. W. Coughlin, 
59 E. Van Buren St., Chicago, Ill., as its agent to divert or 
reroute loaded or empty cars from railroads operating in the 
east when such railroads cannot currently handle the traffic. 
The action was taken in revised service order No. 275, Re- 
routing of Freight Traffic (see Traffic World, Jan. 27, p. 224). 
The revised order was made effective 12:01 a. m., January 29, 
to expire at the same time on March 31. 

The revised order cites the extreme weather conditions 
in the east and their interference with railroad traffic, and 
said that the director of the Office of Defense Transportation 
had asked the Commission to take such action as it deemed 
necessary. The Commission, the order said, was of the opinion 
that “immediate action should be taken to best promote the 
service in the interest of the public and the commerce of the 
people.” The revised order added the District of Columbia to 
the states named in the original order, and repeated the pro- 
visions of the original order as to applicability of rates over 
the routes designated by shippers or carriers, and as to agree- 
ments between the carriers as to divisions. 


ie The pertinent portions of the revised service order No. 275 
ollow: 


(a) Rerouting Freight Traffic—Appointment of Agent. E. W. Cough- 
lin, 59 East Van Buren Street, Chicago, Ill., is hereby designated and 
appointed as an agent of the Interstate Commerce Commission to divert 
or reroute over the line or lines of any railroad or railroads loaded or 
empty cars from the line of any railroad or railroads operating in the 
area listed in paragraph (b) hereof which in his opinion cannot currently 
accept and move such traffic. Such rerouting or diversion shall be made 
regardless of the routing shown on the bill of lading designated by 
either shipper or carrier. Such diversion or rerouting shall be made 
either at point of origin or as soon as possible thereafter. 

(b) Area Affected. Connecticut, Delaware, District of Columbia, Ili- 
nois, Indiana, Kentucky, Maine, Maryland, Massachusetts, Michigan 
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(lower peninsula), New Hampshire, New Jersey, New York, Ohio, Penn- 
sylvania, Rhode Island, Vermont, Virginia and West Virginia. 

*(c) Application. The provisions of this order shall apply to intra- 
state and foreign as well as interstate commerce. 


Deputy Solid Fuels Administrator C. J. Potter said, Janu- 
ary 30, that although the railroad freight embargo (CSD No. 
43) had been lifted in the morning of that day, emergency coal 
distribution programs effected by mayors and other community 
executives must continue. He said that the loss of mine produc- 
tion due to weather-created car shortages and the dislocation 
of distribution resulting from necessary diversion of coal in 
transit from one destination to another would undoubtedly af- 
fect the availability of coal in many communities. The full effect 
of the embargo and of car shortages, he said, might not be felt 
in many communities until “later this week or next week.” He 
stated that car shortages at the mines, before and during the 
embargo, had caused serious losses of production. 

“Extensive diversions of coal in transit were ordered over 
last week-end to assist in relieving the transportation jam at 
storm-bound northern rail terminals by getting the cars to 
other points where they could be unloaded quickly and dis- 
patched back to the mines for new loads,” he said. ‘“These di- 
versions, which helped some communities, will add to the diffi- 
culties of others until a balance is achieved.” 


Rail Embargoes and the Weather 


Speaking before the Junior Traffic Club of Chicago the 
evening of February 1, Robert S. Henry, assistant to the presi- 
dent, in charge of public relations, Association of American 
Railroads, said that the imposition of embargoes in the storm- 
wracked area of the east and north part of the country was 
necessary to prevent an interruption of service, which could be 
cleared with dispatch with proper handling and the advent of 
better weather, from becoming “such a jam-packed congestion 
as might well have tied up this vital area for weeks.” 

He described the recent weather conditions in the area as 
unprecedented and said it was fortunate that the railroads were 
“organized to meet such situations.” Others who played a vital 


‘part in keeping the lines open and the maximum of traffic 


moving, he said, were the Office of Defense Transportation, the 
Shippers’ Advisory Boards and such other shippers’ organiza- 
tions as the National Industrial Traffic League and the Asso- 
ciated Traffic Clubs of America. 

It was too early to know, he said, whether the short-term 
embargo “held back enough of the pressure on the area to 
permit something like normal movement to be resumed.” Much 
depended, he added, on weather developments. Continuing, he 
said: 


It may be necessary to repeat the embargo, with such modifications 
in detail as may be proper. If so, it will be repeated. ‘This will be done 
so as to cause a minimum of interruption and inconvenience to traffic, 
but whatever inconvenience is might cause will be the price paid to head 
off such general and chronic congestion and prolonged delays as were 
suffered at the time of the first World War. 

One effect of the embargo is to relieve some of the pressure on re- 
ceivers of freight in the storm bound area. Many of these receivers, as 
a result of earlier storm troubles, had already lost several days proc- 
essing of raw materials, and were accordingly behind in their ability 
to receive, unload and currently dispose of the inbound materials already 
moving toward them. From this point of view the embargo is an 
emergency measure for fitting the movement of materials from areas of 
production to the unloading capacity of receiving areas. : 

. Nobody likes an embargo, but after all, it is not the embargo which 
causes trouble and inconvenience, but the conditions, beyond the con- 
trol of any men, which the embargo is invoked to meet. It is fortunate 
for the country that the machinery for invoking this emergency remedy 
was set up and ready to be used when the time came for its use. 


oO. D. T. APPOINTMENTS 


Appointment of J. F. Sullivan as chief of the car utilization 
section, railway department, Office of Defense Transportation, 
has been announced by Director Johnson. 


Mr. Sullivan’s duties include the administration of O. D. T. 
Order No. 1, dealing with merchandise freight, and Order 18A, 
dealing with carloadings. Mr. Sullivan succeeds William H. 
Russell, whose assistant he has been. Mr. Sullivan went to the 
O. D. T. in November, 1943; previously he had served 15 years 
in the accounting and freight traffic department of the New 
Haven Railroad and 23 years in the freight traffic department 
of the Lehigh Valley. 

Mr. Russell, who was on furlough to the O. D. T. from the 
Southern Railway, has returned to that road as assistant gen- 
eral freight agent at Atlanta. After two years’ service in the 
O. D. T. regional office in Atlanta he was put in charge of car 
utilization in the O. D. T. railway department in July, 1944. 

The Office of Defense Transportation announced that E. J. 
Connors, director of the railway transport department and the 
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division of transport personnel, would return to the Union Pa- 
cific Railroad on February 1. 

J. H. Aydelott, eastern general manager of the Chicago, 
Burlington and Quincy Railroad, has been appointed director 
of the railway transport department, effective February 1. 

In 1943-44, Mr. Aydelott was associate director, and later 
acting director, of O. D. T.’s division of railway transport. He 
is a native of Jersey county, Ill., resides in Chicago and has 
been with the Burlington since 1902. 

A. W. Motley has been loaned by the Social Security Board, 
where he is assistant director of the Bureau of Employment 
Security, to act as director of O. D. T.’s division of transport 
personnel, also effective February 1. 

Mr. Motley, a native of Cleveland, O., was, at one time, 
director of employment of the Santa Fe Railroad and also was 
an assistant director of the War Manpower Commission. 


Travel Curtailment 


With the official government ban on conventions effective 
February 1, Director Johnson, of the Office of Defense Trans- 
portation, and also chairman of the War Committee on Con- 
ventions, said that the chances of approval of any non-local 
meeting of more than 50 persons was “extremely slim.” 

Of the applications formally submitted to the committee to 
date 222 have been turned down and approval has been given 
in only two instances—one a Red Cross and the other a War 
Fund = according to the O. D. T. (see Traffic World, Jan. 
27, p. 222). 

en view of this, the O. D. T. director said, all organizations 
“should give serious consideration to the advisability of volun- 
tarily cancelling or postponing all meetings during the critical 
months ahead. However necessary or essential to the work of 
an organization a conference or convention might normally be, 
it is difficult to think of any assemblage that could not be put 
off and its activities handled by temporary machinery or groups 
of less than 50 persons, in view of the supreme wartime neces- 
sity of conserving transportation, hotel space, manpower and 
scarce essential materials.” 

The Byrnes request, that there be no conventions requiring 
unnecessary travel, said the O. D. T. director, applied to all 
trade shows, exhibits, conferences, assemblies and conventions, 
including those of industrial, commercial, labor, fraternal, social, 
professional, religious, civic and governmental organizations. 

Every gathering involving use of hotel space or intercity 
transportation should be eliminated, Director Johnson said, but 
no permission need be sought to hold a meeting of less 
than 50. The limitation to 50 persons applied, he said, to the 
total number of attendance, irrespective of how many or how 
few actually made use of intercity transportation or hotel ac- 
commodations. He added that it was not necessary to obtain 
permission to hold gatherings of a larger size if they were of a 
purely local character, using no hotel facilities and making use 
of only city or suburban transit facilities; or, in the case of 
rural communities, if they used only transit facilities within the 
normal trading area. 

Attendance of persons using intercity transportation orig- 
inating in the United States to attend a convention held at a 
nearby point outside the United States, such as Toronto, Canada, 
was considered as falling within the ban on convention-going, 
the O. D. T. said. 


Director. Johnson said he appreciated the cooperation of 
the scores of organizations that had voluntarily cancelled con- 
ventions without burdening the committee with applications. 
‘I also wish to convey my thanks to the leaders of the hotel 
industry and the managers of arenas and auditoriums for co- 
operating with the committee by refusing the patronage of non- 
approved gatherings, even though at some financial sacrifice,” 
he said. ‘‘We are in the most critical stage of the war. The more 
fully all of us join now in giving up various activities appro- 
priate in peacetime but inconsistent with the all-out war effort, 
ws sooner may we expect to be able to resume them in the 
uture.” 

Speaking for the War Committee on Conventions, Director 
Johnson said that it was passing on applications in the order 
of the date of the scheduled meetings, and that it did not pass 
on any meetings scheduled for more than six months in ad- 
vance. The committee was now receiving about 650 communica- 
tions weekly regarding conventions, almost equally divided 
a. applications for approval and requests for advice, he 
said. 


In view of the necessary delay in answering inquiries, Di- 
tector Johnson reminded organizations considering convention 
Plans that “the yardstick used to measure the essentiality of 
any meeting is how the winning of the two wars we are now 
fighting will be impeded if the meeting in question were held to 
an attendance of 50 or cancelled outright.” 

John W. Studebaker, U. S. commissioner of education, in 
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a statement endorsing an O. D. T. request that schools, colleges 
and universities forego their customary spring vacations this 
year, said that the request seemed to him both meritorious and 
practical and that “probably 300,000 young people will be mak- 
ing spring vacation trips if the usual vacation plans are carried 
out.” He added that he believed that “these young people and 
their parents will be glad to make this small sacrifice.” 


A. T. A. EXECUTIVE COMMITTEE 


The executive committee of the American Trucking Asso- 
ciations, Inc., will meet February 28 through March 2, in 
Washington, according to an A. T. A. announcement. 


0. P. A. TRUCK COMMITTEE MEETING 


R. J. McBride, secretary of the motor common carrier in- 
dustry advisory committee of the Office of Price Administration, 
has announced that the committee will meet February 14 and 
15 in New Orleans, La. 


Another Order Coming 


The Traffic World Washington Bureau 


Railroads will be required promptly to report operating 
disabilities, such as train delays for want of crews or inability 
to accept cars currently, and the reasons for such disabilities, 
by a service order that Director Johnson, of the Office of De- 
fense Transportation, said was being discussed by O. D. T., 
Commission, and A. A. R. officials. Terms of the order had not 
been agreed on February 2, though Director Johnson said it 
would be issued shortly. He said the order was necessary be- 
cause the O. D. T. had not been receiving reports of operating 
disabilities quickly enough in recent months. 


Transportation in 1945 


Regardless of the outcome of the European war, military 
demands for domestic transportation will “in all likelihood” 
be greater this year than in 1944, according to the Office of 
Defense Transportation. 

This prediction, it said, was based on information furnished 
by Maj. Gen. C. P. Gross, Chief of Transportation, Army Serv- 
ice Forces, who in estimating the War Department’s require- 
ments for this year, said: “. .. The army’s need for rail trans- 
portation certainly will be no less and in all likelihood will be 


greater than it was last year.” The O. D. T. statement con- 
tinued as follows: 


Gen. Gross pointed to the increasing number of wounded service- 
men returned to this country for treatment, and to the thousands of 
soldiers sent back to the United States each month on furlough rotation 
as indicative of the ‘‘more difficult’? type of transportation that the 
War Department must provide for on an increasing scale. 

In contrast with a troop train movement involving only one point 
of origin and one destination, this type of travel requires arrange- 
ments to be made for thousands of widely separated destinations. In its 
demands upon the railroads, this travel will more than compensate for 
the decrease in transportation requirements for the troop population 
still in the United States. ' 

“Should the allies defeat Germany in 1945, our transportation esti- 
mates would have to be revised—upwards,’’ Gen. Gross said. ‘‘The 
redeployment of our forces to bring the full weight of our arms 
against the Jap would place an unprecedented load upon the nation’s 
transportation facilities.’’ 

With regard to freight movement, the general emphasized the accel- 
erated program to supply our troops and allies with the vast quantities 
of munitions and other critical supplies needed to power our twin 
offensive in Europe and the Pacific. Even with victory in Europe a 
tremendous freight movement still will be needed to increase the 
movement of supplies to the Pacific. There also will be a tremendous 


flow of relief supplies to our East Coast and Gulf Coast ports for 
devastated European countries. 


IRISH POTATO SHIPMENTS 


By amendment No. 1 to general order O. D. T. L-4, effective 
January 31, the Office of Defense Transportation has added 
Aroostook county, Me., to the areas in Idaho, Oregon, and 
California, from which the original order prohibited the ship- 
ment by motor carriers of Irish potatoes to outside distributing 
centers (see Traffic World, Dec. 16, p. 1584). 

Rail shipments were placed under prohibition by the Com- 
mission’s service order No. 259, and under both the O. D. T. 
and the Commission orders shifments were permitted when 
the shipper presented a permit issued by the director of distri- 
bution of the War Food Administration under W. F. A. order 
120, to ship a particular lot of potatoes. The W. F. A. ex- 


plained, at the time the orders were originally issued, that its 


own order was intended to facilitate military procurement of 
potatoes. 


The Commission has issued second revised service order 
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No. 259, adding Aroostook county, Me., to the areas in Idaho, 
Oregon, and California, from which the original service order 
prohibited shipments of Irish potatoes by rail without permit 
from the War Food Administrator. The revised service order 
said that the director of the Office of Defense Transportation 
had requested the action, on advice from the War Food Admin- 
istrator that extension of the order to cover the Maine county 
would conserve car miles and car days. 

The W. F. A. has extended its order No. 120 to Aroostook 
county, Me. This prohibits shipments of potatoes from the area 
except under W. F. A. permits. In a statement W. F. A. said: 


Effective January 31, shippers in Aroostook county must offer to sell 
each car loaded to a government agency. If, in response to such offer, 
the car is not taken in fresh form or directed to a dehydrator or other 
processor having a contract to furnish processed potatoes for war use, 
a permit will be issued authorizing shipment in commercial channels. 
Offers to government agencies must be within O. P. A. ceiling prices, 
and applicants must furnish inspection certificates. Agents of both W. 
F. A. and Q. M. C. are stationed at Presque Isle to expedite issuance of 
permits and to buy supplies. 

The extension of W. F. O. No. 120 became advisable because de- 
hydrators and processors of various types of field rations and other 
products containing potatoes found it increasingly difficult to obtain 
potatoes in Aroostook county, Maine. The crop in the county, about 90 
per cent of the state’s potato supply, is larger than average, but railroad 
equipment has been inadequate to supply all of the demand. Shippers, 
therefore, found it impossible to supply processors in addition to their 
regular customers. Processors have been unable to fill their require- 
ments from other producing areas where supplies are smaller than usual. 








‘A. A. R. Directors’ Meeting 


At the monthly meeting of the board of directors of the 
Association of American Railroads, January 26, Director John- 
son, of the Office of Defense Transportation, discussed the 
traffic jam situations that had resulted in the issuance of 
A. A. R. embarges to give the railroads in the sections of the 
country hit by cold and snow breathing spells to break the 
jams. Brig. Gen. C. D. Young, deputy O. D. T. director, and 
Homer King, executive assistant to Director Johnson, also 
attended the meeting. 

After his appearance before the railroad executives Di- 
rector Johnson said, “We have been talking about the snow 
belt.” 

Things were getting better, he believed, but they were 
far from good. Embarges Nos. 35 and 37 had helped, said he, 
but No. 43 was much more severe. The country could not 
stand that type of embargo more than three days at a time, 
said he. He indicated it would be repeated for two days later 
if that became necessary. Good weather and the desired effect 
of the embarges were necessary to enable the railroads to 
“pull out,” he said. Loading could be stopped for one day, he 
added. Passenger schedules could be curtailed more than they 
had been but this would be at great inconvenience to the 
business of the country as well as to the casual traveler, he 
said. 

As bad as traffic conditions were, due to the weather, 
Director Johnson indicated he felt the situation would be met. 


Robert S. Henry, assistant to President Pelley, of the A. 
A. R., said that snow thus far this year had been heavier than 
that of any previous full winter on record. He said the execu- 
tives had talked about railroad operations, and proposed legis- 
lation, including the rail employe pension and unemployment 
insurance bill. 


The increase in the per diem rate from $1 to $1.15 for use 
of cars off home roads would be made effective February 1, 
said Mr. Henry. The O. P. A. had decided it had no jurisdic- 
tion with respect to the increase, he said. The increase would 
not be retroactive, he said. The A. A. R. had voted the increase 
effective January 1 but had held up application of it pending 
discussion of the matter with the O. P. A. 


R. V. Fletcher, vice president, reported as to what had 
been done in the anti-trust suit of the Department of Justice 
against the railroads. 


Mr. Henry said the executives were told that the present 
indications were that the new passenger cars previously prom- 
ised for 1945 probably would not be built. 


MOTOR PASSENGER STATISTICS 


Class I intercity motor cgrriers of passengers, excluding 
charter or special, reported passenger revenues totaling $32,- 
480,283 for October, 1944, as against $32,457,026 for October, 
1943, an increase of one-tenth of one per cent, according to 
statement M-700 prepared by the Commission’s Bureau of 
Transport Economics and Statistics. The number of passengers 
carried increased four-tenths of one per cent, from 43,905,218 
in October, 1943, to 44,088,856 in October, 1944. 





TRAFFIC WORLD 


0. P. A. Truck Rental Control 


The Offie of Price Administration has announced the estab- 
lishment by it of a new regulation—maximum price regulation 
No. 571, effective February 3—prescribing maximum rates for 
the rental, without driver, of passenger cars, taxicabs, trucks, 
busses, tractors, trailers, semi-trailers or any combination of 
those vehicles, excluding, however, the leasing of trucks between 
carriers, pursuant to direction of the Office of Defense Trans- 
portation under its administrative order O. D. T. 10, general 
order O. D. T. 3 and general order O. D. T. 17. 

“Simplification of maximum pricing for the industry will 
be achieved,” the O. P. A. said, “by having a separate, new 
regulation made applicable specifically to these rentals instead 
of having them subject to the longer general services regula- 
tion whose provisions are designed for broad coverage of a wide 
variety of services. This action was taken after extensive con- 
sultation with the industry and with the O. P. A. truck rental 
industry advisory committee and after a careful study of 
industry rates and practices. 


“No change is made in the basic provision controlling these 
rental rates. They continue frozen to the highest price charged 
by the lessor in March, 1942, for the same or similar service. 
The latter phrase, however, is more clearly defined.” 

Continuing, the O. P. A. said: 


A new method is established for maximum rental rates that cannot 
be determined by the March, 1942, freeze provision and were not estab- 
lished previously under the other provisions of the services regulation. 
The lessor computes a price in accordance with his usual pricing 
methods and reports it to the transportation and public utilities division 
of O. P. A. in Washington, D. C. Costs and other factors must be set 
forth in detail. If within 30 days from the date a complete price report 
is received by O. P. A., the proposed price is not disapproved or modi- 
fied, it becomes established as the ceiling price. Meanwhile, the service 
can be furnished on open billing. 

Any ceilings which were determined prior to the effective date of 
this new regulation by provisions of the services regulation other than 
the basic March, 1942, freeze provision, such as use of a competitor's 
price, an individual adjustment, or a general order, will continue in 
effect. The new method is for pricing a new service from February 3, 
1945, on. However, where a maximum rate has been established by use 
of a competitor’s price, the lessor must file a report with O. P. A.’s 
national office, giving the name and address of the competitor, the date 
the service was instituted and the price and service. 


The new regulation also tightens the exemption formerly existing 


in the case of rental agreements containing an option on the part of the 
lessee to purchase the vehicle or vehicles at a stipulated price, from 
which all or a portion of the rental installments are deducted. The 
exemption is now limited to those agreements in which the amount 
credited toward the purchase price is not less than a specified minimum 
depreciation occurring during the rental period. Moreover, those ex- 
empted are nevertheless subject to the record and reporting provisions 
of the regulation. 

Minimum depreciation is defined as, for each 30-day period, not less 
than one per cent of the original cost when new in the case of trucks, 
tractors, trailers, semi-trailers, and buses, and two per cent in the case 
of passenger automobiles, funeral cars, hearses and taxicabs. Upon 
written request, supported by a satisfactory explanation, O. P. A. may 
approve different depreciation rates. 

Specific provision is made for individual adjustments of ceiling 
prices, where an adjustment is necessary to permit the continuance of 
an essential service. A new form has been drawn up for use in making 
such application. It lists the information to be furnished in support of 
a higher ceiling. 

Records of leases must be kept by lessors. All lessors are required, 
if they have not done so already, to file with the O. P. A, in Washing- 
ton, D. C., copies of transient rental rates in effect in March, 1942, and 
on the date this new regulation becomes effective. Where copies of 
rental rates previously were filed a statement is required only giving 
the date and place of the previous filing. 

Exempted from this regulation are: (1) Rental or lease of any 
dump truck used on construction or road maintenance projects; (2) any 
transaction which in effect is a sale of a commercial motor vehicle; (3) 
transactions in which the United States government or any of its agen- 
cies is the lessor of any commercial motor vehicle; (4) any service 
which has been classified by a municipal, state, or federal regulatory 
body as a for-hire carrier service, and (5) leasing of trucks between car- 
rier, pursuant to direction of the O. D. T. under its administrative 
order O. D. T. 10, general order O. D. T. 3 and general order O. 
D. Fi 2. 


BUS OPERATING COSTS 


The Commission has issued, as information, a study pre- 
pared by its Bureau of Transport Economics and Statistics on 
operating costs of intercity motor carriers of passengers, state- 
ment No. 452. The study bore the notation that it had not been 
considered or adopted by the Commission. The study contains 
105 mimeographed pages, and a seven-page appendix. 

A preface by Director Stevens, of the Bureau of Transport 
Economics and Statistics, said that the study was undertaken 
and largely completed by the research section of the Bureau of 
Motor Carriers prior to the transfer of that section to his 
bureau in 1943. He said that Warner Tufts, formerly economic 
analyst with the motor carrier bureau, was responsible for the 
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preparation of the study and that the collection of the data was 
planned by C. S. Morgan, now chief carrier research analyst of 
the Bureau of Transport Economics and Statistics, and by E. V. 
Breitenbach, formerly chief of the section of accounts of the 
Bureau of Motor Carriers. The study was supervised through- 
out by Mr. Morgan, he said. Acknowledgment was made of 
assistance given by carriers in answering the specia] inquiry on 
which the study was based. 

The study, according to its foreword, sets out the results 
of an analysis of data submitted by Class I motor carriers of 
passengers in connection with the Commission’s investigation of 
the question of need for federal regulation of the sizes and 
weight of motor vehicles, Ex Parte MC-15. It said that condi- 
tions did not permit full use of the data in the staff report that 
accompanied the Commission’s report to Congress on that sub- 
ject, adding that “the value of the data relating to operating 
costs was such, however, that it was considered desirable to 
complete the analysis of the carriers’ returns.” The data used 
related mainly to the month of November, 1940, it said. 


Motor Vehicle Review 


Owners of passenger automobiles, trucks and busses would 
face, in 1945, the hardest period since the war began—with 
1,500,000 more passenger cars breaking down in the year; with 
gasoline and tire supplies remaining critically short; and with 
the serious Shortage of lead necessitating greater public con- 
servation of batteries—the Office of War Information said, Feb- 
ruary 2, in a report on current automotive problems. 

The report, which discusses gasoline supplies; shortages of 
tires and replacement parts; rapid obsolescence of war-bur- 
dened private cars, trucks and busses; the probability that 
greater reliance will have to be placed on thousands of addi- 
tional “share-the-ride” pools; and increasing military demands, 
was prepared from material made available by the Office of 
Defense Transportation, War Production Board, Office of Price 
Administration, Petroleum Administration for War, Foreign 
Economic Administration, Department of Commerce, Depart- 
ment of Agriculture and the Public Roads Administration, ac- 
cording to the O. W. I. which, in part, said: 


The gasoline situation may be summarized as follows: 

Although production of all types of gasoline is at record level 
and every effort will be made to increase production, civilian supplies 
will at best continue unchanged during 1945 or for the duration of 
the European war, provided military demands for gasoline and petro- 
leum products are not increased and the transportation problem does 
not become more critical. Consumption of gasoline during the fourth 
quarter of 1944 exceeded allocations, thereby reducing the nation’s 
reserves. ; 

Highlights of the tire situation follow: 

(1) Production of synthetic rubber in 1945 is currently scheduled at 
more than 1,000,000 long tons; (2) military requirements for heavy duty 
tires have jumped 30 per cent; (3) tires for civilian trucks and busses 
will be short, probably available to Priority I vehicles only; (4) B and 
C drivers may anticipate stringent screening of needs and the possi- 
bility of a small increase in tire allocations over 1944; (5) rayon cord 
requirements will not be met; smaller size truck tires will have to be 
made with cotton cord, which in turn will vie with army tentage 
demands; (6) manpower problem is still critical; (7) crude rubber 
supply is dwindling below 98,000 tons; (8) a $70,000,000 government- 
financed expansion program for truck tire manufacturing is under 
way and will add roughly 25 per cent to the nation’s total tire produc- 
tion capacity; (9) emphasis continues on conservation of tires by both 
civilian and military users. 

Most important factors in the passenger car picture: 

_ (1) No manufacture of new passenger automobiles in 1945; (2) cars 
disappearing from highways at rate of nearly 4,000 daily, or about 
1,500,000 annually; (3) national stockpile of new 1942 model autos is 
dwindling with tighter rationing of such cars in prospect; (4) post-war 
demand for 12,000,000 to 15,000,000 automobiles considered likely. 

Features of the truck program follow: 

(1) 1944 production of all types of commercial and military trucks 
exceeded 1943 output by close to 100,000, the most significant increase 
being in heavies; (2) 1945 production program calls for 869,212 trucks, 
or 60,000 more than the 1944 schedule; (3) less than one-fourth of the 
trucks estimated as needed to meet essential civilian transportation 
requirements during 1945 will be produced and distributed to commer- 
cial Operators in 1945; (4) automotive industry is praised by W. P. B. 
for its “‘phenomenal’’ productivity in 1944 and for its ability to “lick 
one emergency after another.’’ 

Outstanding elements of the battery problem: 

_(1) 1945 supply of lead will be approximately 20 per cent below 
estimated requirements; (2) W. P. B. to authorize construction of added 
—. for battery production; (3) conservation of batteries em- 

asized, 

Highlighting the bus situation were the following facts: 

(1) Transportation load on busses in war-producing centers has in- 
creased from 25 to 250 per cent; (2) production of new commercial car- 
Tlers in 1945 will be nearly double the number made in 1944 with almost 
10,000 Susses scheduled during the year, as compared with 5,087 in 1944. 

Features of the spare parts production in 1944 were: (1) Production 
Teached all-time record value of $750,000,000; (2) high rate of production 
is expected to continue throughout 1945; (3) spare parts urgently needed 
to keep deteriorating automobiles and trucks operating. 
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In discussing the labor picture, officials of war agencies said the 
labor supply improved ‘‘somewhat’’ during 1944 and that prospects for 
more workers in 1945 look ‘‘healthier.’’ About 6,000 more workers are 
needed immediately in machine shops, plants producing end products, 
and in assembly plants. 


New Truck Tire Program 


The Rubber Bureau of the War Production Board has 
released preliminary information regarding nine new truck 
tire facilities for which funds have been authorized by the 
Defense Plant Corporation. 

Some of the projects are part of the so-called ‘‘within- 
walls” program, which had been planned prior to the recent 
six-million-truck-tire-per-year expansion program. The latter 
will cost around $70,000,000 and will add roughly 25 per cent 
to the nation’s total tire production capacity. In many cases, 
funds thus far authorized were not the total estimated expendi- 
ture, but rather a partial authorization made so that orders 
may be placed promptly for certain urgent items equipment in 
order not to delay initial operations, W. P. B. said. 

Explaining the background of the allocations of funds by 
D. P. C., W. P. B. said that when the nation’s truck and bus 
tire facilities—both new and old—were completed and fully 
manned in early 1946, heavy tire output would reach 28,000,000 
a year. Six million of these tires will be produced in new or 
converted plants, or in additions to already existing plants. 
The production of 28,000,000 heavy tires a year will mean 
almost doubling the 1944 output, which ran to over 14,000,000 
truck and bus tires, according to the W. P. B. 

D. P. C. allocations to date were announced as follows: 
Goodyear Tire and Rubber Co., new buildings and additional 
facilities at Gadsden, Ala., $2,000,000; Goodyear Tire and Rub- 
ber Co., new buildings and additional facilities at Topeka, Kan., 
$4,250,000; B. F. Goodrich Co., new factory at Tuscaloosa, Ala., 
$18,000,000; Goodyear Tire and Rubber Co., new factory at 
Nashville, Tenn., $10,000,000; Firestone Tire and Rubber Co., 
new tire factory building at Pottstown, Pa., $7,000,000; Fire- 
stone Tire and Rubber Co., additional facilities at Memphis, 
Tenn., $250,000; Firestone Tire and Rubber Co., additional 
facilities at Akron, O., $1,000,000; Dayton Rubber Manufactur- 
ing Co., building additions, wings, and additional facilities at 
Dayton, O., $400,000; and Goodyear Tire and Rubber Co., addi- 
tional facilities at Akron, O., $500,000. ; 

The Rubber Bureau also announced-addition of three new 
facilities to those previously announced: Lee Tire and Rubber 
Co., building additions, wings and extra facilities at Consho- 
hocken, Pa., $600,000; Lake Shore Tire and Rubber Co., addi- 
tions, wings and extra facilities at Des Moines, Ia., $775,000; 
and Kelly-Springfield Tire Co., new factory at Houston, Tex., 
$6,000,000. 

The Rubber Bureau also announced an authorization of 
$500,000 to the Robbins Tire and Rubber Co., to proceed with 
construction of an additional building, expansion of present 
buildings and procurement of new equipment at Tuscumbia, Ala. 


TIRES FOR HOUSEHOLD CARRIERS 


J. F. Rowan, acting executive secretary of the Household 
Goods Carriers Conference of the American Trucking Associa- 
tions, Inc., has notified conference members that the War Pro- 
duction Board has decided to accord to over-the-road household 
goods carriers a Class 1 essentiality rating, effective February 1, 
in the rationing of truck tires, as demanded by spokesmen 
for the conference in protests to the W. P. B. against the 
earlier placing of motor carriers of household goods in Class 
2 of the W. P. B.’s list of “essential” tire users (see Traffic 
World, Jan. 27, p. 225). 

Mr. Rowan said the raising of the over-the-road household 
goods carriers to top position in the tire essentiality list fol- 
lowed a conference of W. P. B. officials with representatives 
of the Household Goods Carriers Conference. 

“Our essentiality to public welfare and the war effort has 
again been recognized and we sincerely believe this time it 
will remain permanent,” said Mr. Rowan. 


MOTOR TRUCK EXPORTS 

The Foreign Economic Administration announced that a 
meeting of F. E. A.’s Motor Vehicle Producers Advisory Com- 
mittee on Exports was held in Washington, January 31. The 
committee is composed of representatives from the automobile 
and truck industry. 

Discussion at the meetings centered around programs for 
export of motor trucks to liberated areas and operating prob- 
lems arising from the restrictions on shipping trucks equipped 
with tires to various countries. After careful consideration of 
the committee’s recommendations, the industry would be ad- 
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vised through the usual channels of the procedure to be fol- 
lowed in carrying out these programs, said the F. E. A. 

Members of the committee are: Allen C. Germann, Hudson 
Co., Detroit; B. C. Budd, Packard Co., Detroit; C. B. Thomas, 
Chrysler Corp., Detroit; George D. Riedel, General Motors 
Overseas Corp., New York, N. Y.; Carl M. Wynne, Diamond T 
Motor Car Co., Chicago, Ill.; R. I. Roberge, Ford Motor Co., 
Dearborn, Mich.; R. A. Hutchinson, Studebaker Export Corp., 
South Bend., Ind.; Paul R. Mattix, Automobile Manufacturers 
Association, Washington, D. C.; G. C. Hoyt, International Har- 
vester Co., Chicago, and R. L. Vaniman, Fruehauf Trailer Co., 
New York, N. Y. 


RATIONING OF TIRES 


In an announcement of tire quotas determined by the rub- 
ber bureau of the War Production Board, the Office of Price 
Administration, administering the rationing of the tires, said 
that the truck and bus tire quotas “will be generally unchanged 
for February.” 

Quotas of truck and bus tires allocated for February, it 
said, were 216,000 of size 7.50 and smaller, including 12,960 
“reserves,” the total being the same as that for January, and 
110,200 of size 8.25 and larger, including 19,080 “reserves,” 
this total also being the same as‘ that for January. The O. P. A. 
noted that the December, 1944, allocations quotas were 280,000 
tires of size 7.50 and larger and 120,000 of size 8.25 and larger. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 12,328 
freight cars, and a daily average shortage of 12,818 freight 
cars, for the week ended January 27, according to the car 
service division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 1,952; 
auto box, 22; flat, 280; gondola, 1,545; hopper, 821; and miscel- 
laneous, 7,708. 

The shortage was made up as follows: Plain box, 10,575; 
auto box, 377; flat, 640; gondola, 372; hopper, 754; and mis- 
cellaneous, 100. 


COAL SERVICE ORDER 


Because of traffic congestion resulting from extreme 
weather conditions in eastern states, the Commission, division 3, 
issued service order No. 278, directing nine railroads not to 
place empty coal cars~at mines or breakers for loading with 
prepared or unprepared anthracite on January 30, when such 
mines or breakers had loaded cars with such coal on Janu- 
ary 29. It also ordered the nine lines not to pull from the 
place of loading any coal car loaded on January 29, with pre- 
pared or unprepared anthracite, before 12:01 a. m., January 30. 
The order was effective at 6 p. m., January 29, and was to 
have expired at 11:59 p. m., January 30, unless otherwise 
changed. The railroads involved were Central of New Jersey, 
Delaware & Hudson, Lackawanna, Erie, Lehigh & New Eng- 
land, Lehigh Valley, New York, Ontario & Western, Pennsy]l- 
vania, and Reading. 


POTATOES IN REFRIGERATOR CARS 
C. W. Taylor, manager, refrigerator car division, under 
amended order No. 330, issued as agent for the Commission, 
has specified preferences for the placement of refrigerator cars 


Revenue Freight Loading 


Revenue freight loading the week ended January 27 to- 
taled 758,870 cars, according to the Association of American 
Railroads. This was 18,450 cars or 2.4 per cent below the pre- 
ceding week, 52,020 cars or 6.4 per cent below the correspond- 
ing week of 1944, and 24,200 cars or 3.3 per cent above the cor- 
responding week of 1943. 
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for loading potatoes, other than sweet, in Maine, Vermont, New 
Hampshire, New York, Pennsylvania, Massachusetts, Connecti- 
cut, Michigan, Wisconsin, Minnesota, North Dakota, South 
Dakota, Nebraska, Wyoming, Colorado, Utah, Idaho, Wash- 
ington, Oregon and California. The placing of the cars, the 
order says, should take place in the following order: 


1. For potatoes consigned to the armed forces and the War Ship- 
ping Administration. 

2. For potatoes consigned to dehydrators and to food processors 
under contract with government agencies. 

3. For certified, war approved and selected seed stock destined to 
points in Maryland, Virginia, North Carolina, South Carolina, Georgia, 
Florida, Alabama, Tennessee, Mississippi, Louisiana, Arkansas, Texas, 
Oklahoma, Kansas, Missouri (Kansas City and south), Long Island, 
N. Y. (Nassau and Suffolk counties), New Jersey, Delaware, Arizona 
and California. 


Potatoes shipped under the third paragraph above may 
not be diverted or reconsigned to other than the states named, 
according to the order. The order is effective January 29 until 
further notice. 


PERISHABLES RECONSIGNMENT 


Director Clinger, of the Commission’s Bureau of Service, 
has issued general permit No. 1 under service order No. 70-A, 
relating to diversion, reconsignment, and disposition of carload 
shipments of perishables. 


General permit No. 1, effective January 29, and expiring 
February 14, at 11:59 p. m., permits railroads, subject to excep- 
tions, to disregard entirely the provisions of service order No. 
70-A in so far as it applies to the diversion or reeonsignment at 
points in the United States of carload shipments of perishables 
billed from the original point of origin prior to 11:59 p. m., 
January 23, 1945. 


Exceptions were as follows: 


Exception 1: This general permit shall not apply on carload ship- 
ments of lettuce or carrots originating in the states of Arizona or 
California which were billed between 12:01 a. m., January 16, 1945, 
and 11:59 p. m., January 17, 1945. 

Exception 2: This general permit s. all not apply on carload ship- 
ments of fresh fruits or vegetables originating in the states of Arizona 
or California which were billed on January 21, 1945. 


INDUSTRIAL POWER TRUCKS 


The War Production Board has issued a correction of its 
announcement with respect to changing requirements for indus- 
trial power trucks (see Traffic World, Jan. 27, p. 234). The 
original announcement contained a reference to “some addi- 
tional 2,000 to 6,000 pound ford trucks,” which appeared in the 
third paragraph of the story in the January 27 issue of Traffic 
World. The W. P. B., in its correction notice, said the reference 
was to “fork trucks,” not “ford trucks.” 


The War Production Board has amended its industrial 
power trucks orders, L-112 and L-112-a, to provide that devia- 
tions from approved standard models may be made if spe: 
cifically authorized by W. P. B. on Form WPB-1319. 


Such deviations, officials pointed out, would not be author- 
ized unless it could be clearly shown that the work for which 
the truck was required was essential and that an approved 
standard model would not be adequate. 

This action was taken in amendments to Orders L-112 and 
L-112-a, Industrial Power Trucks. 





PACIFIC CAR DEMURRAGE 
The Pacific Car Demurrage Bureau reports 34,331 cars 
held overtime in November, 1944, a percentage of 8.59, as com- 
pared with 32,893, a percentage of 8.58, in November, 1943. 





Revenue Freight Car Loading—Week Ended Saturday, Jan. 27 


Grain and Live 
grain-prod. stock Coal 
{ 1945 43,756 14,602 165,221 
(NE MIRE OID 5:55 50.0 2 ns.awis ace { 1944 55,815 15,233 185,546 
1943 49,924 13,261 169,889 
Preceding week January 20....... 1945 46,034 15,414 172,434 
Per cent increase over............ 1944 
Per cent decrease under.......... 1944 21.6 4.1 11.0 
Per cent increase over............ 1943 10.1 
Per cent decrease under.......... 1943 12.4 2.7 
{ 1945 176,023 63,277 660,866 
Cumulative 4 weeks to Jan. 27.. {1944 226,844 65,732 728,205 
1943 196,906 54,875 656,830 
Per cent increase over............ 1944 
Per cent decrease under.......... 1944 22.4 3.7 9.2 
Per cent increase over............ 1943 15.3 6 
Per cent decrease under.......... 1943 10.6 





Forest Mdse. 
Coke Products Ore L.C. L. Miscellaneous Total 

14,392 40,772 11,628 96,281 372,218 758,870 
15,870 44,613 15,154 102,690 375,969 810,890 
15,190 32,614 14,542 88,615 350,635 734,670 
15,135 39,109 11,905 97,847 379,442 777,320 
9.3 8.6 23.3 6.2 1.0 6.4 
25.0 8.7 6.2 3.3 

5.3 20.0 
56,268 149,979 44,583 383,354 1,467,194 3,001,544 
61,735 163,262 57,374 402,585 1,452,963 3,158,700 
61,007 145,829 57,189 345,344 1,392,658 2,910,638 

1.0 

8.9 8.1 22.3 4.8 5.0 
2.8 11.0 5.4 3.1 

7.8 22.0 
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February 3, 1945 


Post-War Oil Transportation 


That wartime additions to the pipe-line network would 
exert strong pressure for competitive oil traffic in the post- 
war period was a view expressed by the Commission’s Bureau 
of Transport Economics and Statistics in a report by it entitled 
“War-Built Pipe Lines and the Post-War Transportation of 
Petroleum.” It said this was its second publication dealing 
with post-war transportation, the first having been “Post-War 
Traffic Levels” (see Traffic World, October 28, 1944, p. 1116). 

The pipe-line report, said the bureau, was prepared by 
Sam G. Spal, associate economist, under the direction of Charles 
S. Morgan, chief carrier research analyst, assisted by staff 
members and officials of war agencies. The bureau noted that 
the conclusions as to the future utilization of war-built pipe 
lines reflected the judgment of the author, aided by those who 
had advised with him, and by the sources consulted. It said 
the conclusions had not been passed on by the Commission 
and were released in the belief that they would contribute 
to an understanding of post-war transportation problems. 

Referring to the post-war competitive situation, the bureau 
continued: 

“Tt is reasonably certain that these new lines, with lower 
costs than those of the railroads, will carry a considerable 
volume of traffic formerly moved by tank car.” 

It said this diversion would occur particularly in the south- 
ern and north central states, where the railroads had a sizeable 
business in the transportation of refined oils, and that tank 
trucks, operating from the new terminals in these and other 
areas, would supplement the pipe lines, thereby further re- 
ducing the volume available for the railroads. 

Diversion of traffic from tankers by some of the new pipe 
lines was also “reasonably certain,” the bureau said, adding 
that this would be true particularly in the case of the “Planta- 
tion,’ “Southeastern,” and “Portland” pipe lines. Continuing, 
the bureau said: 

































The first two lines have terminals at or near large cities which 
are at a considerable distance from the coast. Shipments by tanker to 
the coastal ports plus rail or truck movement from the ports, formerly 
the chief means of supplying a large inland area, will prove more 
costly than the direct shipment by pipe line and truck. The Portland 
line was specifically designed for the purpose of reducing the tanker 
haul to Montreal. 























“Big Inch” Operation 


Post-war cost of transporting crude oil by the “Big Inch” 
from West Texas and West Texas-New Mexico to the New 
York and Philadelphia refineries would be lower than the cost 
by the newest type of tanker, said the bureau, referring to 
estimates presented in its report. The reserve of oil in these 
fields, it said, appeared to be adequate to feed the “Big Inch” 
for many years. 

“On the other hand,” the bureau continued, “it is probable 
that there will be a surplus of tankers available after the war. 
The greater flexibility of tanker operations and the ability 
which they afford an oil company of conducting its shipping 
independently, without the joint action required in the use of 
the pipe line, predispose the companies to revert to tankers, 
if other considerations, particularly costs, permit. Certain oil 
companies on the east coast appear ready to make this change 
when full-scale tanker operation again becomes possible.” 

Continuing, the bureau said: 


As the continued use of this pipe line in oil service will depend 
to a large extent upon how the major oil companies on the east coast 
evaluate these and other considerations, no firm forecast of its future 
can be made at this time. The prices which the government will ask 
for the pipe line and tankers may influence the decision of the compa- 
nies to use the one facility, or the other, or both. If, however, the 
companies with the large refineries decide to use tankers exclusively, it 
is difficult to see how the ‘‘Big Inch’’ could obtain a sufficient volume 
of business from other refineries to enable it to operate economically. 









Suggesting that a segment of the “Big Inch” could be em- 
ployed for transporting crude oil to the refineries in Petroleum 
Administration for War district 2, chiefly in Illinois, Indiana, 
and Ohio, the Bureau averred that the proposal called for large 
construction work on the part of the oil companies to connect 
the line with their refineries. Even if the extensions were 
laid, it continued, it was questionable whether this segment 
of the line could obtain a sufficient volume of business for 
economical operation. It added that the oil companies in 
that area, however, might be considerably influenced in decid- 
ing whether to use this segment by the price for which it 
might be offered. It was possible but not likely, said the 
bureau, that new refineries would be built adjacent to the “Big 
Inch” in P. A. W. district 2 that would utilize a segment of 
the line to near capacity. 


“Little Inch” Operation 


._.The bureau said the cost estimates of its report clearly 
implied that the “Little Inch” pipe line would not be able to 
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compete with the new tankers for refined oil traffic to the 
Atlantic Seaboard. Continuing, the report said: 


Here again, however, the disposition of the line will be influenced 
by the attitude of the oil industry and ultimately by government policy. 
If the capital costs are reduced and the load factor is high, the pipe 
line may be able to operate to the east coast in competition with 
tankers. If the line is to be used to supply interior destinations 
(P. A. W. district 2) with refined oils, extensions will have to be laid 
to the large consuming areas in order to minimize the otherwise 
extensive trucking involved. Products of independent refiners which 
might use this line probably would encounter strong competition from 
the products of local refiners now serving this district. 


Referring to specific pipe-line operations in the post-war 
era, the bureau said that converted and reversed pipe lines 
in Pennsylvania, New York, and Ohio would be restored to their 
former status; the “Project Five Pipe Line,” in conjunction 
with barge transportation, could serve economically the upper 
Mississippi and Ohio River valley territories, provided it could 
maintain a high load factor; the Florida emergency line prob- 
ably would not continue in use when tankers became available; 
and that most of the other new crude oil lines, tapping new 
sources of supply and substantially all of the remaining new 
refined oil lines, were likely to remain in service. The large 
number of new oil barges, tugboats and towboats would stim- 
ulate the transportation of oil by these facilities on our inland, 
coastal, and intracoastal waterways, said the report. 


War Service of Pipe Lines 


Describing the over-all result of the recent expansion of 
oil pipe lines as “a sizeable permanent addition to the coun- 
try’s transportation facilities,” the bureau further said: 


All these lines, particularly the ‘‘Big Inch’’ and ‘‘Little Inch,’’ have 
contributed greatly to the solution of the oil transportation problem 
during the war emergency. All but six of the new lines are privately 
owned and operated and nearly all will continue in operation after 
the war. Of the government-owned lines, the greatest problem will be 
faced in fitting the ‘‘Big Inch’’ and ‘Little Inch’’ into the post-war 
transportation set-up. They are long lines and of large capacity and 
it will be necessary for several oil companies to use them if they are 
to be successfully operated in oil service. 


The bureau pointed out that under provisions of the sur- 
plus property act of 1944, these lines might be leased for a 
term of not more than five years, but that they could not be 
sold without approval of Congress. 

Continuing, the bureau asserted: 


Consideration will, no doubt, be given, in this connection, to the 
future need for these pipe lines for national defense and security 
reasons. The presently unpredictable course of future events and their 
timing will exercise a great influence on their ultimate disposition. 
It may be anticipated, therefor, that much public discussion will be 
— before it can be determined how these lines are to be used in 
the future. 


Commenting on recent expansion of petroleum pipe lines, 
the report said that since 1940, approximately 13,600 miles of 
trunk line, or more than 10 per cent of the total mileage of 
that year, had been constructed, converted, or reversed with 
respect to direction of flow. It said the total expenditure for 
new trunk-line facilities and changes had been estimated at 
more than $275,000,000, and that, in addition, the capacity of 
some existing systems had been expanded considerably. 


PETROLEUM TRANSPORTATION 


Long-haul tank car deliveries of petroleum and its products 
into midwestern and east coast terminals declined in the week 
ended January 20 as a result of “congested conditions” on the 
northern railroads, but cars were now beginning to move at a 
faster rate and, “barring unforeseen difficulties, we may expect 
tank car deliveries to pick up again soon,” said Petroleum 
Administrator Ickes in a report on the eastern seaboard petro- 
leum supply and transportation situation. 

He said that tank car shipments of crude oil and petroleum 
products into the Atlantic seaboard area in the week ended 
January 20 averaged 455,945 barrels a day, as against 482,863 
barrels a day in the preceding week. He reported that the “Bi 
Inch” (24-inch) pipeline and the “Little Big Inch” (20-inch 
pipeline from the southwestern producing area to the New 
York-Philadelphia refining area pumped daily averages of 
312,944 barrels and 229,165 barrels, respectively, in the week 
ended January 20. The averages in the preceding week were 
315,794 and 215,601 barrels for the “Big Inch” and “Little Big 
Inch” pipelines, respectively, he noted. 

“The railroads have done an excellent job under most try- 
ing circumstances,” Petroleum Administrator Ickes said, “and 
the Office of Defense Transportation moved quickly to estab- 
lish priorities for the movement of petroleum cars through con- 
gested yards.” 

In its first year of operation, completed January 26, the 
20-inch pipeline, “the world’s biggest petroleum products pipe- 
line,” had pumped more than 65,000,000 barrels of refined 
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petroleum products, Mr. Ickes said. He noted that the 24-inch 
pipeline was used only for transportation of crude oil. The 20- 
inch line, he said, had “‘a throughput capacity of 225,000 barrels 
of gasoline a day,” but when operating on heating oil or similar 
heavier products its capacity was reduced to about 180,000 bar- 
rels a day. He stated that the line had pumped an average of 
179,000 barrels a day in its first year. 


SOUTH JERSEY PORT TRAFFIC 


The traffic bureau of the South Jersey Port Commission 
“had an exceedingly busy year,” according to the annual report 
of the commission filed with the New Jersey legislature Janu- 
ary 29. Rail tonnage handled at the port far exceeded that 
of any earlier year, it said, adding that “the movement of com- 
modities not handled in previous years caused considerable 
work in order that all rates competitive with other ports should 
apply at Camden.” The bureau, it said, gave its attention to 
numerous commission and court cases, kept an eye on trunk 
on proposals and saw to it that the ports complied with various 
orders. 

Statistics as to waterborne traffic in the port district were 
classed as military information and could not be disclosed, the 
report said, but the expansion of business through the ports in 
1944 had “no counterpart in history.” It added that the com- 
mission’s Camden marine terminals received in the year the 
national security award of the Office of Civilian Defense and 
that-the commission was making a study of the advisability of 
expanding the facilities at the terminals. 





Outlook for Railroads 


In radio addresses on the Empire State Town Meeting of 
the Air, broadcast over Station WGY at Schenectady, N. Y., 
Robert S. Henry, assistant to the president of the Association 
of American Railroads, said that ‘under a business system of 
equal treatment” the future of the railroads would be ‘“‘as good 
as the future of our country,” and R. V. Fletcher, vice pres- 
ident of the A. A. R., said that the conference method of rail- 
road rate-making was necessary if the railroads were to serve 
the public efficiently in the postwar period. ‘“What’s Ahead 
for the Railroads” was the general subject of the broadcast. 

Mr. Henry said that the railroads of the future might be 
expected to hold their own from the standpoint of cost and 
efficiency, because, he declared, there was no more effective 
way of “doing the job,” so far as the major needs of commerce 
were concerned. In discussion of a basis of “equal treatment” 
for the railroads as compared with other modes of transporta- 
tion, Mr. Henry pointed to the fact that the railroads owned 
the fixed ways on which they operated, while other agencies 
of transport operated on ways that were publicly financed. He 
said that since the year 1903 the state of New York had spent, 
on the Erie Canal, $350,000 a mile annually in construction 
costs and nearly $6,000 a mile a year in maintenance costs— 
“several times the cost of a mile of railroad—all of which is 
made available as a free gift to a limited class of commercial 
users.” It was important to the future of the railroads, he said, 
that traffic be not “artificially diverted” from them, as they 
were dependent for their existence on having a substantial 
volume of traffic to haul, and that all forms of transport be 
treated alike, “not only as to regulation, but also as to the 
even more important matters of taxation and self-support.” 


The real question with respect to the railroads’ future, Mr. 
Henry said, was whether there was to be continued investment 
of funds to provide better railroad plant and equipment. He 
said that continued investment in better transportation tools 
had been “a major factor in the truly tremendous improvement 
in rail transportation in this generation.” Although the rail- 
roads had received some government assistance, such as land 
grants, he continued, 98 per cent of the investment in the 
railroads of today represented the funds of private investors, 
“voluntarily put into the railroads.” 


Mr. Fletcher outlined activities of the railroads in the field 
of technological research, including the work of the Railroad 
Committee for the Study of Transportation and its subcom- 
mittees, and then took up the question whether each railroad 
should act independently of all others in the making of rates, 
or whether the railroads should cooperate with one another 
and with other forms of transport “to effect a system of trans- 
portation which is national in scope.” He said the conference 
method of rate-making had proved “eminently satisfactory” to 
the shipping and traveling public, to the Commission and to the 
Office of Defense Transportation, and that ‘only the antitrust 
division of the Department of Justice has taken exception to 
this approved and sensible method of procedure.” If the rail- 
roads could not confer freely as to rates and practices essen- 
tial to cooperative effort, he said, “the hands of the clock of 
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experience will be turned back, not merely to the horse and 
buggy days but to a far more primitive epoch.” 

“If each railroad must operate independently in the matier 
of proposing rates,” Mr. Fletcher said, “large business enter- 
prises controlling enormous volumes of traffic will be able to 
use their economic power to secure freight rates which will 
give them an undue advantage in their struggle for business 
with smaller competitors.” 


BULK LIQUID CARGOES 


Shipments and receipts of bulk liquid cargo in United 
States ports, excluding U. S. military cargo, approached 32 mil- 
lion long tons in 1944, including alcohol and molasses and ap- 
proximately 30 million long tons of petroleum and petroleum 
products, the War Shipping Administration announced, adding: 


If the liquids carried were transposed into terms of fuel oil it 
would heat an average American home for nearly 8 million years. The 
liquid cargo carried inbound and outbound during 1944 exceeded by 
more than 55 per cent the total carried in 1943. During 1944 outbound 
shipments alone averaged 1,750,000 long tons monthly. 

Since 1938 the tanker industry has maintained the supply of oil for 
mechanical equipment and aviation gasoline for fighting aircraft and 
bombers for United Nations’ fighting forces. Before our active entry 
in war a shuttle service was established between Gulf and north of 
Hatteras ports, and foreign flag tonnage was diverted from customary 
trade routes to supply the allied nations with needed petroleum 
products. 

Since tankers 3,000 deadweight tons and over were requisitioned, 
these and new government tankers have been operated by the industry 
for the government. Men with the ‘‘know how’’ and the shore organiza- 
tions, at home and abroad, have been provided to attain quick turn 
around in ports. 

Aid in coordinating work of tanker operators has been given by 
the Tanker Committee of the American Merchant Marine Institute, Inc., 
and the Pacific-American Tankship Association. 

The Maritime Commission’s long-range building program began with 
deliveries early in 1939 of high speed national defense type tankers 
that were the mainstay of the tanker fleet when we entered the war. 
Since that time, 640 tankers of 9,374,000 deadweight tons have been put 
into service by Maritime Commission construction. This includes ocean, 
inland, and military types. 


F. AND V. CONTAINERS 


Shippers and growers of fresh fruits and vegetables “are 
warned by the War Food Administration that if production of 
these agricultural commodities is as large as expected this 
year, they again will have to take special measures to assure 


themselves of adequate container supplies.’’ Continuing, it 
said: 


Normal production of fruits and vegetables for the fresh market 
will put a heavy load on container requirements. Larger than normal 
production would increase the load materially. Furthermore, inven- 
tories of containers carried over by early tomato, early peach and east- 
ern and midwestern apple shippers and growers, are much smaller this 
year than last. 

Looking at the wooden container picture as a whole, officials say 
these items will be considerably short of new container requirements 
for 1945. The situation on fiber boxes and packages is somewhat the 
same. Labor problems are not expected to be any less severe than in 
1944. Equipment used in the industry such as trucks, tires and tractors 
for logging operations is a year older, and few new replacements can 
be provided. Lumber especially is considerably shorter in supply than 
the remand for it. 

The current packaging situation does not justify any slackening in 
methods of stocking containers. The winter months afford an excellent 
opportunity in which to accumulate a back-log of both new and used 
containers as a reserve for coming months of heavy requirements. 

To make certain of an adequate supply of containers for handling 
the expected production of fresh fruits and vegetables, W. F. A. officials 
recommend that wartime adjustments used in packaging crops during 
the past two years be continued. These include: 

(1) Placing orders for containers by shippers and growers as far 
as possible in advance of need and taking delivery at any time the con- 
tainers are available. 

(2) Salvaging containers and re-using them to the utmost. Number 
of used containers were available last year only by consistent ordering 
throughout the season. This is important, as there is no place to stock- 
pile used containers except in the sheds of growers and shippers. 


A. A. R. PAMPHLET ON RATE MAKING 


The Association of American Railroads has published a 
pamphlet entitled, “How Should Railroad Freight Rates Be 
Made?” It contains excerpts from views of government offi- 
cials, shippers, railroad men and the press on that subject 
which is treated under four general headings: 


I. The theory of the Department of Justice as to ratemaking, and 
comment thereon by the late Joseph B. Eastman, taken from his testi- 
mony in 1943 before the Senate interstate commerce committee. 

II. The views of shippers of various sections, including the National 
Industrial Traffic League. 

III. The actual workings of the present conference method of con: 
sidering freight rates. 

IV. Selected comment of the press. 
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February 3, 1945 


THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 


of Questions of Interest to Traffic Men 


Pick Up and Store Door Delivery 


Editor The Traffic World: 

A survey of the present pick up and store door system 
seems to be a very serious problem for everyone—shippers, mo- 
tor, rail, express, water and freight forwarding company oper- 
ators. The express companies, for example, figure that it costs 
them better than $1.00 per stop or delivery, the railroads as 
high as $1.50 per 100 pounds (for example one case in point of 
a 125 pounds shipment that was picked up in the Bronx for 
account of rail carrier on minimum of $1.00 and on which a 
minimum charge of 50 cents was paid for delivery and the rev- 
enue was $1.83) and the average freight forwarder cost of 20 
cents.on each end is cutting all of the profit out of the trans- 
portation picture. Rail pick up and delivery costs about 20 cents 
on each end or 40 cents out of the rate per 100 lbs. 


Mr. Jos. Buglari had the right idea in making a sensible 
allowance in lieu of drayage. My suggestion would be on the 
basis of 8 cents—12 cents and 15 cents which would save all 
parties a lot of headaches and expedite deliveries and cut down 
the number of trucks required to make deliveries and put the 
local cartage business back in the slot where it belongs, the 
local cartage man. The idea being to make the allowance high 
enough so that the local cartage men would be willing to place 
enough trucks at every receiving station and delivery station 
or depot to take care of all freight that would be unloaded in 
any particular day, the receivers would give standing orders to 
their carriers to deliver all shipments consigned to them to a 
certain drayman and the draymen would have equipment ready 
to take delivery, 80 per cent of it right over the platform into 
trailers. In this way the forwarders, rail, water, motor, air, 
express and any combination use of these facilities would know 
their laid down cost. The original sidewalk delivery has been 
extended to store door delivery and later to back of the store 


delivery and now second floor delivery, which ties up trucks 
and manpower. 


With a proper allowance by the various forms of transpor- 
tation if they want to extend their service from the depots, the 
delivery problem will take care of itself and there will be a 
saving of better than 50 per cent taking minimum charges, 
losses, etc., into consideration over the present system of con- 


tracting with local cartage firms to make pick up and complete 
store door delivery. 


John M. Flynn, Sr., Prof. of Transportation. 
New Orleans, La., Jan. 27, 1945. 


Education for Traffic Manager 
Editor the Traffic World: 


I read with a great deal of interest the article by Joseph 
E. Young on “Education for Traffic Manager.” It is gratifying 
to know that he recognizes the value of transportation training 
as an aid to entering and succeeding in this great field of 
commerce. I find fault chiefly with the fact that he places 
experience first as the essential to success. This solely on the 
basis of old established custom. It was customary before the 
war for personnel managers to ask all applicants for jobs, ‘““What 
experience have you had’? It might be wiser to ask: ‘‘What 
ability have you got”? It was even necessary before the war 
to have “experience” to get a job running errands. 


_ It is true that many traffic executives reached high posi- 
tions solely by experience, but that does not prove anything 
except that they are the exceptions. Those who succeeded 
through experience, ambition, and ability, deserve the highest 
Praise. For the vast majority, however, experience is a dear 
teacher—slow and uncertain. To prove my point, there are 
thousands upon thousands of men and women who have from 
10 to 25 years of seniority in transportation work who cannot 
be called successful by any stretch of the imagination. Fur- 
ther to prove my point that experience does not rate first 
i importance, and that custom prevails, I ask: When does 
one begin to practice medicine, or law—before or after training? 
Fortunately for the public, training must come first. In the 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 








business world, one may spend his entire life in routine, low- 
paid employment and no one can make him ambitious. I be- 
lieve it is so because there is no “must,” as there is in the 
old established and recognized professions. It is only natural 
for men to have a high opinion of themselves and their ability. 
Because the boss is satisfied, it is proof of ability to the aver- 
age man. I say that experience and training are of equal im- 
portance. They work best together. Separate a pair of scissors 
and what have you? 

Mr. Young asks: “Would a college course, then, be of 
benefit to the man who has already succeeded through hard 
work, ambition, and experience?” It is the same as asking: 
“Is it better for a ball player to hit 375 than 300?” No one 
ever graduates in traffic work. You must be ever alert for 
new ideas. It is not uncommon for a successful doctor or 
other professional man to take time out for some additional 
training. It is no reflection on a successful man if he attempts 
to improve his knowledge. It simply is not customary for 
successful men to go back to school. Aside from this, the need 
for training is not for the capable minority but for the majority 
of men who are employed in some phase of transportation, and 
who will not automatically reach the top. 

In conclusion, it is my personal opinion and belief that 
the elevation of the traffic profession should not be aimed 
solely at the industrial traffic man, but at transportation men 
in general. It is just as essential for transportation men to 
know traffic work technically. Interstate commerce rules, laws, 
regulations, etc., apply to both shipper and carrier. A C. P. A. 
is a professional accountant and is recognized in all businesses. 
I think we should have recognized traffic men without regard 
to where they work. The solution to this problem is in educa- 
tion of executives “who know not that they know not,” (they 
are more to be pitied than scorned) and men and/or women 
who are already employed in the transportation field. 

George J. Ruby, 


Freight Traffic Institute. 
Chicago, Ill., January 29, 1945. 


CLEVELAND STOCKYARDS OPERATION 


The Commission has discontinued the proceedings in Ex 
Parte 127, Status of Public Stockyard Companies, and No. 
28421, Sub. 1, Baltimore & Ohio Railroad, et al., vs. Livestock 
Terminal Service Co., in so far as they relate to Livestock 
Terminal Service Co. 

The Commission recited that by its order of April 7, 1941, 
in No. 28421, Sub. 1, it had found Livestock Terminal Service 
Co. to be a common carrier by railroad in respect of the 
loading and unloading of interstate shipments of ordinary 
livestock transported to and from the public stockyards of 
Cleveland union stock yards in Cleveland, O., and prescribed 
a reasonable charge for the loading and unloading services. 

By its order of May 19, 1944, in Finance No. 14038, Live- 
stock Terminal Service Co., Abandonment of Operation, Live- 
stock Terminal Service Co., the Commission said, was author- 
ized to abandon its operations as a common carrier by railroad 
(see Traffic World, May 27, 1944, p. 1434), and that it aban- 
doned such operations on October 1, 1944. 

The Commission also said that by a lease and agreement 
executed September 28, 1944, the New York Central leased 
from the Cleveland Union Stockyards Co. property of the 
latter used for loading and unloading rail-borne livestock ship- 
ments at the Cleveland public stockyards under an arrange- 
ment whereby the necessary facilities were to be under the 
full control, operation, and custody of the railroad company, 
but that the actual work of loading and unloading would be 
performed by Cleveland Union Stockyards Co. It also said that 
the lease was approved and authorized by the Commission’s 
order of January 20 in Finance No. 14718 (see Traffic World, 
January 27, p. 208). 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 






‘Questions and Answers 


* In this column will be published answers to questions relat- 
ing to traffic, of general reader interest. A specialist in 
interstate transportation, who is a member of our special service 
department, will furnish references to regulations and decisions and 
will answer questions of application of tariff schedules and prac- 
tical traffic problems. 
We do not desire to take the place of the traffic man, but to help 
him in his work, nor do we undertake to render legal opinions. 
The right is reserved to refuse to answer any question that does 
not seem to be of general interest or that may appear to us un- 
wise to answer or too complex for the kind of investigation herein 
contemplated. 
No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 


Perishable Goods—Refrigerator or Heater Service on L. C. L. 
Shipments 


New York.—Question: A shipment of perishable merchan- 
dise was tendered to the railroad with a notation in the body 
of the bill of lading, ‘Perishable Merchandise—Ship in Heated 
Car.” 

The carrier’s tariff does not provide for heater car service 
on an L. C. L. basis. However, the shipment was accepted with 
the notation on the bill of lading and handled to destination 
with subsequent total damage to the shipment. 

The claim was disallowed on the basis that the carrier’s 
tariff did not provide for this service, as outlined above and, 
therefore, negligence could not be admitted. 

Can the carrier be held responsible inasmuch as he failed 
to notify the shipper that this service was not available and 
further, did not stamp over the notation on the bill of lading? 

Answer: If a carrier is not liable for injury to perishable 
goods, unless it undertakes by tariff provisions to provide pro- 
tective service for such goods, the fact that the carrier did 
not stamp over the notation on the bill of lading does not, it 
would seem, impose liability on the carrier for liability on the 
carrier for injury to the goods resulting from freezing. 


Tariff Interpretation—Application of Rag Rating on Mattresses 


Ohio.—Question: We are desirous of determining whether 
or not a generic term, which may be used in an exception to 
the Classification can be referred back to the Classification 
proper for its over all application. The best example we know 
of at the moment is as follows: 

Take the commodity of rags, a rating on which is provided 
for on page 402, in Items 45090 and 45095 of Consolidated 
Freight Classification No. 16. Under Note 3, Item 45095, you 
will note that provision is made for the application of the 
rag rate on old worn out cotton or kapok mattresses, etc. 

We now refer you to page 197, Agent Curlett’s Exception 
No. 141-A, ICC A-786, Item No. 35661%, which provides a 
rating ‘on paper scrap, etc., and also specifies rags. There is in 
parenthesis by the word rags, the word Note. 

Referring to this Note, you will notice it reads: “Will also 
apply on Old Bagging, Old Worn Out Carpets, etc.” However, 
it does not incorporate the same commodities as did the Classi- 
fication, namely, the old mattresses. We are therefore of the 
opinion that since the word Rags in the Exceptions, quoted 
above, does not restrict the application on Old Mattresses, that 
under the Classification basis we would be entitled to use the 
rag rating provided for in the Exceptions. In other words, rags, 
as referred to in the Classification Exceptions in general since 
it is not restricted, would automatically take in any commod- 
ities listed under the rag rating in the Classification proper. 

Checking further, refer to Page 217 of Agent Curlett’s 
Exceptions No. 141-A, Items 45090 and 45095, in which you will 
note provision is made for ratings on old mattresses, but only 
in 1]. c. 1. quantities. 

It is the writer’s opinion that the Rag item, namely 356614, 
has been more or less misprinted or there has been an over- 
sight with regard to putting cotton mattresses in this same 
item. In view of this, we are of the opinion that the Classifica- 
tion description would control and that we would be entitled 
to the rating on rags as provided for in the exceptions. 

Your opinion would be appreciated. 

Answer: Item 35661, to which you refer, which publishes 
ratings on paper stock, reads in part as follows: 


Paper, scrap or waste, including scrap or waste fibreboard, pulp- 
board or strawboard, pressed, in bales, in packages, in bundles or in 
rolis (having value only as scrap paper); Rags (Note), in bags or 





TRAFFIC WORLD 


pressed in bales; Old Rope, in straight or mixed carloads, min. wt, 
30,000 lbs., subject to Rule 34. 

Note—Will also apply on old quilts, old bags or old bagging, 
cut or torn in pieces and having value only for conversion into fibre 
or on old worn out carpets or rugs having value only for conversion 
into fibre for reweaving purposes. 


That old mattresses are not rags was the holding of the 
Commission in American Cotton Waste & Linter Exc. vs. Balti- 
more & O. R. Co., 169 I. C. C. 710. See, also, Ferer & Sons 
vs. Belt Ry. Co. of Chicago, 151 I. C: C. 197. 

While it may have been the intention to apply the rating 
on rags published in Item 3566142 of Agent Curlett’s Tariff 
ICC No. A-786 on mattresses, inasmuch as that commodity is 
not included in Item 35661, it is our opinion that the rating 
provided therein cannot be applied thereon. 


Damages—Deduction for Shrinkage and Unavoidable Waste of 
Grain 


Virginia.—Question: In your January 6th issue, on page 43, 
under the above caption, you answered our inquiry relative to 
the shrinkage rule on grain, which we appreciate and with 
which we are in agreement. However, we would like to have 
your further opinion as to whether or not the tariffs applicable 
actually provide for the reduction of the one per cent. 

The car of rye in question moved from Buffalo, N. Y., 
routed P. R. R., c/o the Norfolk & Western Railway at Hagers- 
town, Md., under rates, rules, and regulations as published in 
Pennsylvania Railroad Company Tariff 1722-B, ICC No. 2659, 
ys does not provide for an allowance for shrinkage in case 
of loss. 

The carriers contend that Item 70, page 66, ICC No. 2659, 
is connecting link between this tariff and Pennsylvania Rail- 
road Tariff ICC No. 2505, Rule No. 59, page 2, Supplement 26, 
effective May 5, 1944, which provides for a shrinkage of one- 
eighth of one per cent of the total weight of the contents of a 
car, when filing claim for loss. 

It is our opinion that Pennsylvania Railroad Company’s 
I. C. C. No. 2505 does not apply on traffic destined to stations 
on the Norfolk & Western Railway, as the Norfolk & Western 
is not a party thereto, and further, that Item 70, page 66, 
I. C. C. No. 2659, does not act as a connecting link, as claimed 
by the originating carrier in this connection. 

We would appreciate your opinion as to correct tariff in- 
terpretation as applicable in the above. 

Answer: Rule 59 of Supplement No. 26 to P. R. R. ICC 
No. 2505 is a general statement governing the settlement of 
claims for loss of grains or flaxseed, except on ex-lake grain 
delivered to elevators located at railroad terminals at the sea- 
board. 

Whether or not the provisions of this rule apply in the 
present instance, since the Norfolk & Western is not a party 
to the tariff is immaterial, because the item deals solely with 
the method of settling loss and damage claims, over which 
claims the Commission has no jurisdiction. 

The Commission had the question of claims for loss and 
damage of grain before it in Crouch Grain Company vs. Atchi- 
son, T. & S. F. Ry. Co., 41 I. C. C. 717; Claims-for Loss and 
Damage of Grain, 48 I. C. C. 530 and 56 I. C. C. 347 and for the 
purpose alone of avoiding discrimination required the rule 
covering shrinkage in transit to be published. The rule does 
not in any way affect the rates to be charged and for that 
reason there is no necessity for reference by Interstate Com- 
merce Commission number to the tariff publishing the rule. 

Without regard to tariff provisions there are court decisions 
which sustain the deduction for shrinkage. These are cited in 
our answer to which you refer. 


Damages—Special—Delay Resulting from Misrouting 


Minnesota.—Question: We have a question pertaining to a 
claim for reimbursement of expenses incurred due to delay in 
transit. 

The shipment in question moved on November 29th. It 
was routed via one of the forwarding companies from St. Paul, 
Minnesota, consigned to Erie, Penn. The shipment consisted 
of KD machinery which was to be installed by our traveling 
installation engineer. 

A small part of the shipment was delivered in Erie on 
December 9th, the balance being misrouted to Newark, New 
Jersey, where it was located after considerable effort in wiring 
and telephoning. The balance of the shipment was finally de- 
livered on December 22nd. Thirteen days had elapsed between 
delivery of the first part of the shipment and the delivery of 
the remainder. During this time our installation engineer was 
not able to proceed with the installation and we were obliged 
to pay his daily salary plus room and board while waiting for 
delivery. 

We filed a claim with the forwarder for our expenses be- 
tween December 9th and December 22nd which represents our 
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actual out-of-pocket cost. Payment of the claim has been de- 
clined by the carrier stating that their liability does not in- 
clude items of a consequential nature. We feel that the fact 
that part of the shipment was misrouted is evidence that the 
carrier did not transport the property with reasonable dispatch. 

Kindly advise your opinion as to the merits of this claim. 

Answer: In its report in Badger Lumber Co. vs. Atchison, 
T & S. F. Ry. Co., 156 I. C. C. 427, the Commission held that 
misrouting involves the amount of the charge for the trans- 
portation service and calls for the exercise by it of some ad- 
ministrative function; that the cause of action asserted in that 
case was founded upon delay in the delivery of the shipment, 
a subject matter over which it had no jurisdiction. 

A carrier is not an insurer against delay in the transporta- 
tion of goods and damages recoverable for delay in transporta- 
tion must be such as might reasonably have been contemplated 
at the time the contract of carriage was made. 

The damages you are claiming appear to fall in the cate- 
gory of special damages, which are recoverable only if the 
carrier is informed at or before the time the goods are ten- 
dered for shipment of the special circumstances which render 
a prompt transportation»and delivery of the goods at their 
destination necessary. 


Motor Carriers—Duty of Shippers to Ascertain Whether 
Truckman Has Certificate 


New York.—Question: We have occasion to make ship- 
ments from our refinery in intrastate and interstate traffic via 
public motor truckers. 

The question has been raised as to what liability attaches 
to us to investigate these truckers in regard to whether or not 
they have filed rates, etc., with the PSC-NY, and the Inter- 
state Commerce Commission; have taken out the necessary 
permits or licenses; are covered by personal liability and prop- 
erty damage insurance, etc. 

In other words, when a trucker solicits our business, are 
we safe in assuming that he has complied with the various 
laws and regulations, or can we be held jointly liable if he is 
not properly licensed or insured? 

Answer: There is no provision in the Motor Carrier Act 
which specifically deals with the liability of a shipper in de- 
livering goods to a truckman who is not authorized to trans- 
port goods. 

However, Sections 206 and 209 of the Motor Carrier Act 
prohibit motor carriers from engaging in interstate operations, 
unless there is in force a certificate of public convenience and 
necessity or a permit issued by the Interstate Commerce Com- 
mission. Also, Sections 217 and 218 of the Act prohibit motor 
carriers in interstate commerce from transporting property for 
compensation without filing with the Interstate Commerce Com- 
mission a tariff showing the rates and charges or a schedule 
of minimum charge for such transportation. 

By Section 222(c) of the Act, shippers are prohibited from 
knowingly soliciting, accepting or receiving rebates, concessions 
or discriminations, and from knowingly and wilfully seeking to 
evade or defeat the regulations provided for motor carriers, 
and penalties are prescribed therefor. 

It therefore seems advisable for a shipper to ascertain that 
the motor carrier-to whom it delivers property for interstate 
transportation is authorized to engage in such operations and 
has filed its rates with the Interstate Commerce Commission. 


Routing and Misrouting—Carrier Not Obliged to Turn Ship- 
ment Over to Intermediate Carrier When Lines in Bill of 
Lading Constitute Through Route. 


Wisconsin.—Question: Will you kindly advise your opinion 
of our rights under the following circumstances ? 

A carload of oats moved from Minneapolis to Charlotte, 
North Carolina. The only routing shown on the bill of lading 
was Southern Railroad. This routing, incidentally, was shown 
on the line in the bill of lading providing for route and the 
Southern Railroad was not shown as delivering carrier. The 
car was tendered to the Burlington Railroad at Minneapolis 
and was handled via their line to East St. Louis at which point 
It was delivered to the Southern Railroad. Freight charges 
assessed on the combination of rates to and from that point 
Were 57c per cwt. Had this car been handled via Virginia 
Cities the combination rate would have been 54c. 

The Burlington Railroad has declined our claim, their con- 
tention being that it is their duty, in view of there being no 
intermediate routing shown, to deliver the car to the Southern 
Railroad at the closest possible junction point. 

Your opinion as to whether or not we are entitled to a 
refund on a movement of this kind will be greatly appreciated. 

Answer: In Parkersburg Rig & Reel Co. vs. Baltimore & 
O. R. Co., 234 I. C. C. 105, on page 108 it is stated that Sec- 
tion 15(8) of the Interstate Commerce Act requires carriers 
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to comply with the routing instructions furnished by shippers. 
It is further stated that where the bill of lading specifies the 
routing that the shipper desires his shipment to take by naming 
a carrier which in conjunction with the originating carrier 
forms a through route from origin to destination without the 
participation of any intermediate carrier, it is the duty of the 
originating carrier to forward the shipment over such route 
without deviation. 

In view of the foregoing, it is apparent that you would 
not be entitled to a refund. 


Damages — Interest on Overcharge on Traffic from Point in 
Canada to Port in United States for Export 


District of Columbia.—Question: As a general rule, we 
have not been demanding interest on overcharge claims cover- 
ing shipments originating in Canada consigned to San Fran- 
cisco for export, for the reason that the Canadian railways have 
advised that, since shippers are allowed considerable leeway 
to prepay the freight charges and when they are a bit lax in 
doing so, no interest is charged. Therefore, the carriers feel 


. that when refunds are made, the payments do not carry interest. 


We very recently secured a refund through claim channels 
of some thousands of dollars, on which interest would amount 
to a considerable amount, and we do feel that the payment of 
— in this particular instance should not be allowed to 
apse. 


The payment of freight charges was prepaid to the Can- 
adian carriers but their proportion of the charges was small 


- comparison to the amount accruing to the roads in the United 
tates. 


Are the Canadian Railroads obligated to pay interest where 
freight charges are prepaid? 

If not, are we not entitled to paymént of interest on the 
proportion of freight charges accruing to lines operating in the 
United States, which lines received their proportion of the or- 
iginal erroneous charges, and, therefore, would be required to 
refund accordingly ? 

Answer.—Where money is withheld after payment is due, 
interest is, as a general rule, allowable as damages in actions 
based upon either express or implied contracts. 

Since the Interstate Commerce Commission has no jurisdic- 
tion over a rate applying from a point in Canada to a port in 
the United States, applicable on freight for export, the Inter- 
state Commerce Commission, it appears would have no juris- 
diction over the matter of the allowancs of interest on an over- 
charge. 

Where interest is recoverable as damages, it does not con- 
stitute a distinct claim and can only be recovered with the prin- 
cipal by action. 

It seems apparent that interest, if recoverable, can be had 
only in an action in court. 


I. C. C. ACCIDENT REPORTS 


Failure to provide adequate operating rules for the move- 
ment of trains and engines on tracks of the Potomac yard, 
Va., near Washington, D. C., was the cause of a rear-end col- 
lision, December 12, 1944, between a Pennsylvania freight train 
and a B. & O. freight train on a freight running track, accord- 
ing to a report of the Commission, by Commissioner Patterson, 
in Investigation No. 2849. The report recited that the wreck- 
age caused by the collision was struck by a Southern railway 
passenger train on the line of the Richmond, Fredericksburg 
& Potomac, and that the accidents resulted in the death of one 
train-service employe, and the injury of six passengers, three 
railway-mail clerks and three train-service employes. 

The report said the investigation disclosed that the em- 
ployes involved had not been examined or instructed in regard 
to the method of operation on the track where the accident 
occurred. It said that movements on similar tracks of the 
P. R. R. were required to be operated prepared to stop short 
of a train or an obstruction, and flag protection for following 
movements was not required. It also said that movements on 
similar B. & O. tracks were required to be operated at a 
speed not in excess of 15 miles an hour, and flag protection 
was required for following movements. Continuing, the report 
said: 

In the instant case the crews of the P. R. R. and the B. & O. 
trains were operating as though their respective trains were on similar 
tracks of their own railroads. The engineer of the B. & O. train was 
expecting flag protection that would enable his train to be stopped 
short of a preceding train, and the flagman of the P. R. R. train did 
not: furnish flag protection until he realized that the crew of the follow- 
ing train had not seen the P. R. R. train. The P. R. R. officials had 
the same understanding of the operation as that of the P. R. R. 
employes involved, and likewise the B. & O. Officials had the same 
understanding as that of the B. & O. employes involved.... 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly tnformed,—Hditor THz Trarrim Worup. 





The Indianapolis Traffic Club elected the following officers 
at its annual meeting at the Lincoln Hotel January 11: Pres- 
ident, Charles E. Alwes, general agent, freight department, 
Wabash Railroad; vice-president, Richard H. Ross, traffic man- 
ager, Allison division, General Motors Corporation; secretary- 
treasurer, C. Vaughn Curran, traffic manager, Indianapolis 
Glove Company; members of the board of directors, Ed H. 
Gardner, district freight agent, Baltimore and Ohio; William 
J. Healy, general agent, Anderson Motor Service, Inc.; Charles 
E. Monroe, district traffic manager, Glidden Company, and Mr. 
Ross. Speaker at the meeting was James H. Wilson, Jr., assis- 


tant director, national Americanism commission, American Le- 
gion. 





The Traffic Study Club of Akron, O., will vote on a pro- 
posal to apply for membership in the Associated Traffic Clubs 
of America at a meeting at the American Legion hall, Cuya- 
hoga Falls, O., February 13. The event will be the club’s an- 
nual sauerkraut dinner. There will be entertainment. 





The Transportation of the Rochester, N. Y., Chamber of 
Commerce, will install its new vresident, Joseph P. McCafferty, 
and other new officers, at a dinner meeting at the Sheraton 
Hotel February 12. John Stevenson, long-time member of the 
club, who has been appointed district freight claim agent for 
the New York Central at Chicago, will be honored at the din- 
ner. There will be a program of entertainment. Arthur J. 
Dailor is general chairman of the committee in charge. 
The speaker at a luncheon meeting of the Traffic Club of 
St. Louis at the Hotel Jefferson February 5 will be Roberto de 
la Rosa, City of Mexico, good-will ambassador to the United 
States of the Mexican department of the federal district, and 
student of inter-American affairs. The club will hold a Lincoln 
day dinner dance the evening of February 12, and will forego 
its regular luncheon meeting scheduled for that day. 





L. M. Fites, traffic manager, Durkee Famous Foods, Berkely, 
Cal., will speak on “Just Another Trafficer” at a dinner meeting 
of the Women’s Traffic Club of Oakland, Cal., at the Athens 
Athletic Club February 13. H. F. Alvin, new president of the 
Oakland Traffic Club, will be guest of honor. Myra Blake is 
chairman for the evening. The club has begun publication of a 
monthly bulletin, ‘Traffic Jams.” It is edited by the publicity 
committee, Helen Leon, chairman. 





The Milwaukee Traffic Club will hold its annual meeting 
and election of officers at the Elks Club February 6. Dinner 
will be served. 





The Very Rev. Dr. J. Francis Tucker, rector, St. Anthony’s 
Church, Wilmington, Del., will speak of his experiences among 
war prisoners, at a dinner meeting of the Traffic Club of 
Wilmington at the Hotel DuPont, February 7. 





John DaGrossa, head football coach at Holy Cross College, 
Worcester, Mass., will be the speaker at a dinner meeting of 
the Reading, Pa., Traffic Club at the Berkshire Hotel, Febru- 
ary 8. 





The Traffic Club of New Orleans held an inaugural lunch- 
eon at the Hotel Roosevelt January 29. The new president, 
Bill Trauth, and chairmen of his standing committees reported 
on plans for club activities in the coming year. There was a 
program of entertainment. The club’s entertainment commit- 
tee, Fred Barnes, chairman, is planning a Valentine dance for 
February 10. 

Members of the Women’s Traffic and Transportation Club 
of New Orleans were guests at a treasure hunt at the home of 
Mrs. Catherine Cormier, club president, January 23. Prize win- 
ners included Mrs. Winnie Talley, Miss Mary Snow, Mrs. 
Jeanne Capener, Miss Gladys Simon, and Miss Mary Alice Kess- 
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ler. Refreshments were served. Miss Elaine Delery was chair- 
man of the committee on arrangements. 





Rogelfo Bozzano, from Paraguay, who is in this country 
studying fermentation at the distillery of E. Seagram and Sons 
Company, will be the guest speaker at a dinner meeting of the 
os Traffic Club of Louisville at Canary Cottage, Febru- 
ary 8. 





The luncheon meeting of the Traffic Club of Minneapolis 
at the Hotel Nicollet, February 1, was designated breweries’ 
day. It was sponsored by the Minneapolis Brewing Company 
and the Gluek Brewing Company. There was a program of 
entertainment. 





The annual dinner of the Traffic Club of Baltimore will be 
held at the Lord Baltimore Hotel February 6. Ian Ross Mac- 
Farlane, radio news commentator, will be the speaker. The 
next session of the club’s traffic forum will be held February 12 
with Ed Folger in the chair. 





The Traffic Club of Kansas City will hold a luncheon meet- 
ing at the Hotel Continental February 5. Sutherland D. Miller, 
general secretary, Young Men’s Christian Association of Kansas 
City, will describe camps for prisoners of war in an address 
entitled “The Barbed Wire Legion.” There will be entertain- 
ment and community singing. 

Peter R. Turnbull, new president of the Bronx Traffic Club 
of New York, is general traffic man- 
ager of R. Hoe and Company, manu- 
facturers of printing presses. He was 
born and reared in the Bronx and has 
been with the Hoe Company for eight- 
een years. He is active in civic affairs 
and is chairman of the war activities 
committee of the Bronx Lions Club. 
Officers elected to serve with him in- 
clude: Vice-president, George Weig- 
man, Lehigh Valley Railroad; treas- 
urer, David M. Goldberger, Schorsch 
and Company; secretary, George Adel- 
hardt, Wells Fargo and Company; 
members of the board of governors, 
J. Leland Bass, Republic Carloading 
Corporation; Irving Bittman, Stickless 
Corporation; Fred Crosby, Arrow Car- 
rier Corporation; Harry Davis, Bronx 
Despatch; Frank Flynn, New York 
Central; Martin Korb, National Car- 
loading Corporation; Joseph Polly, McKenzie Service; William 
Thompson, Washburn Wire Company, and Robert Hoffman, 
Erie Railroad. 











The Traffic Club of Newark, N. J., will hold a meeting at 
the Robert Treat Hotel February 5. Refreshments will be 
served and there will be a program of entertainment in which 
club members will be the performers. The entertainment com- 
mittee, Bill Burns, chairman, is planning the affair. C. F. 
Deltham will speak on “The Midas Touch” at a forum session 
sponsored by the club’s educational committee at the Newark 
Athletic Club February 15. 





The Junior Traffic Club of Milwaukee held a dance at the 
Elks Club January 27. A buffet luncheon was served. 





The New Britain, Conn., Traffic Association will hold a 
meeting February 8, at which rail transportation problems will 
be discussed. Railroad motion pictures, “Life Line of the Na- 
tion” and “Troop Trains,” will be shown. 





Ted V. Rodgers, president, American Trucking Associa- 
tions, Inc., will speak on “Trucks in War” at a meeting of the 
Metropolitan Traffic Association of New York at the Hotel 
Pennsylvania February 15. 





The Pacific Traffic Association of San Francisco will hold 
an aviation night meeting February 13. The association’s avia- 
tion committee, Dall de Weese, traffic manager, American Air- 
lines, chairman, is making arrangements. 





Robert J. Bayer, assistant editor, the Traffic World, will 
speak on ‘Professionalization of Traffic’ at one of a series 
of traffic forums of the Junior Traffic Club of Chicago, Feb- 
ruary 15. In the next of the series, March 15, Chester G. Moore, 
chairman, Central States Motor Freight Bureau, will speak on 
“The Present Situation in the For-Hire Trucking Industry. 
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February 3, 1945 


The annual smoker, for members only, will be held at the Mid- 
west Athletic Club February 8, and the annual meeting and 
election will take place at the Midland Hotel March 1. 





In lieu of its customary annual dinner, the Transportation 
Club of St. Paul will hold an installation dinner at the Hotel 
Lowry February 6. Fred E. Sperling, wholesalers’ department, 
St. Paul Association of Commerce, will speak on ‘After the 
War, What?” There will be entertainment. Frank L. O’Neill 
is chairman of the committee in charge. 





The Fox River Valley Traffic Club has elected Walter Fed- 
lund, divisional traffic manager, Central Wisconsin Truck Lines, 
to its presidency. Other new officers of the club are: First vice- 
president, Joe Balda; second vice-president, Earl Garfield; third 
vice-president, O. E. Breitengross; fourth vice-president, K. L. 
Spanbauer; treasurer, Art Spanbauer; secretary, Franklin Otis; 
members of the board of directors, A. G. Worthen, A. V. 
Moriarity, E. H. Schwab and C. H. Murphy. 


I. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: 

Harold Lambert Allen, New York, N. Y.; Roman Beck, 
New York, N. Y.; Earl Bohannon, Parsons, Kan.; Richard Swan 
Buell, New York, N. Y.; Duncan E. Campbell, Buffalo, N. Y.; 
David E. Cheatham, Pulaski, Tenn.; Mark Victor Chiesa, Los 
Angeles, Calif.; Paul R. Conaghan, Chicago, Ill.; John Foster 
Dulles, New York, N. Y.; Franklyn Ellenbogen, New York, 
N. Y.; John Raymond Fitzpatrick, Frederick, Md.; David Careth 
Fusfeld, New York, N. Y.; Arthur Leslie Graves, St. Johnsbury, 
Vt.; Robert Frank Hillibish, Canton, O.; John H. Holloman, 
Columbus, Miss.; John L. Ibson, Fort Scott, Kan.; Joseph 
Kadans, Baltimore, Md.; William B. Kimmeldorf, New York, 
N. Y.; John Gray Love, Bellefonte, Pa.; Edward McCarthy, 
Jr., Jacksonville, Fla.; W. Stuart McCloy, Memphis, Tenn.; 
Everett C. McKeage, San Francisco, Calif.; William Rufus 
Morgan, Chicago, Ill.; Wayne Arthur Parkey, Knoxville, Tenn.; 
Frank L. Peckham, Washington, D. C.; Oney Owen Rice, Arch- 
bold, O.; George Eric Rosden, Washington, D. C.; Julius T. 
Sanders, Gastonia, N. C.; Samuel R. Shambaugh, Chicago, II1.; 
Nelson A. Sharfman, New York, N. Y.; Louis M. Stamberg, 
Allentown, Pa.; Carl L. Steiner, Chicago, Ill.; Howard H. Sul- 
linger, Bessemer, Ala.; James A. Velde, Chicago, Ill.; Selden 
F, Waldo, Gainesville, Fla.; Thomas E. Whitten, Pittsburgh, 
Pa.; Ernest Williams, Memphis, Tenn.; and Kenneth B. Wood, 
Portland, Ore. ss 


A. T. A. ORGANIZATION COMMITTEE 


Appointment of a 24-member committee on national and 
state organization of the American Trucking Associations, Inc., 
with E. J. Buhner, president of the Silver Fleet Motor Express, 
of Louisville, Ky., as committee chairman and with Fred Huf- 
nagel, of the Sun Oil Co., Philadelphia, Pa., as vice chairman, 
has been announced by the A. T. A. Secretary of the committee 
Is Ray G. Atherton, A. T. A. general manager. 

According to the announcement, the committee will investi- 
gate matters relating to finances, the degree of collaboration, 
coordination of effort and teamwork between the A. T. A., 
state motor carrier associations and member conferences; dupli- 
cation, overlapping or conflicts in or between activities or func- 
tions of the various motor carrier groups, and other matters 
Involved in determining whether changes should be made in the 
trucking industry’s organizational structure, in its organiza- 
tional procedures, in organizational financing methods or in its 
general policies in connection with the state and national asso- 
clations and the carrier conferences. 


A. T. A. SAFETY AWARD 
_ Charles G. Morgan, Jr., manager of the safety and opera- 
tions division of the American Trucking Associations, Inc., has 
presented to Supplee-Wills-Jones Co., one of the largest milk 
distributors in the country, A. T. A.’s 1944 national safety award 
Class A-6 for private carriers. 


ARMY FREIGHT CLAIMS CONFERENCE 


A selected group of representatives of railroads and motor 
Carriers will confer with officers of the traffic control division, 
headed by Brigadier General W. J. Williamson, in the Office 
of Chief of Transportation, and with officers of the Office of 
Fiscal Director, Army Service Forces, February 5 and 6, in 
Washington, for the purpose of trying to arrive at bases for 
settlement of claims for loss or damage of War Department 
freight, according to information from the War Department. 


Attendance at the meeting would be limited to those who had 
been invited, it was stated. 


North Atlantic Ship Conference 


The North Atlantic Westbound Freight Association has 
submitted to the Maritime Commission for approval an agree- 
ment governing the operations of the association. The agree- 
ment, when approved by the commission, it provides, ‘‘super- 
sedes and cancels the agreement dated 24th of May, 1910, and 
shall remain in force until terminated by a resolution passed 
by a majority of the members, but any party may withdraw 
from this agreement by giving one calendar month’s previous 
notice in writing to the secretaries.” 

The agreement declares that the association is formed for 
the purpose of stabilizing freight rates to the extent and in the 
manner provided in the agreement from Great Britain and 
Northern Ireland and the Irish Free State to the eastern and 
gulf ports of the United States of America. The agreement 
covers the establishment and maintenance of agreed rates, 
charges and practices, for or in the connection with the trans- 
portation of all cargo, except as provided in the agreement, in 
vessels for which the parties hereto act as owners, managers, 
operators or agents in the trades covered by this agreement. 

The agreement provides that the rates of freight as may 
from time to time be mutually agreed to are to be strictly 
observed and are applicable on the actual gross weight or 
measurement of the goods, or otherwise, as provided in the 
tariff. Subject to the provisions of Article 9 of the agreement, 
the rates are to be equal for all vessels of all the parties to the 
agreement and for all shippers and or consignees and no advan- 
tages whatsoever may be granted to any particular shipper and 
or consignee. ‘ 

Article 9 provides that in the event of competition by ves- 
sels not owned, managed or controlled by the parties to the 
agreement, the lines at the port directly affected shall have 
liberty, by unanimous agreement at that port, to meet such 
competition, the lines at the other ports to be advised imme- 
diately through the secretaries and to be kept advised as to 
rates quoted and or accepted or arrangements made and the 
periods covered. The lines operating from any other port may, 
by unanimous agreement at that port, modify their rates simi- 
larly or make similar arrangements, if they consider such 
action necessary, on similar’ advice through the secretaries to 
all the other parties of the agreement. 

The agreement further provides that unless specific pro- 
vision is made therefor in the tariff, it is agreed that the mem- 
bers shall have no obligation to each other on shipments mov- 
ing under through bills of lading to ports in other trades, nor 
on shipments originating outside of the United Kingdom moving 
under through bills of lading or in bond in their original state 
provided in continuous transit. 

Provision is made for arbitration of disputes between 
parties to the agreement in Liverpool or London. ; 

The agreement provides that the Maritime Commission 
shall be furnished minutes, tariffs, rules and regulations, amend- 
ments thereto and reissues thereof, and shall be advised 
promptly of changes in membership or disbandment of the 
association. 

The parties to the agreement are the Anchor Line Limited, 
The Bristol City Line of Steamships, Ltd., the Cunard White 
Star Limited, the United States Lines Co., Ellerman’s Wilson - 
Line Limited, Furness, Withy & Coy, Limited, and Manchester 
Lines Limited. 


BOSTON DOCKAGE CHARGE AGREEMENT 

The Maritime Commission has announced approval by it 
of a new agreement (No. 7675) between the Mystic Terminal 
Co. and three railroads relating to dockage charges at Boston. 
Railroads parties to the agreement, it said, were the Boston & 
Albany Railroad (The New York Central Railroad Co., lessee), 
the Boston & Maine and the New York, New Haven & Hart- 
ford (Howard S. Palmer, James Lee Loomis and Henry B. 
Sawyer, trustees). 

“The agreement,” the commission said, “provides for a 
cooperative working arrangement under which each party 
agrees that prior to making any change in its dockage charges 
applicable at its. wharves or piers at Boston, Massachusetts, 
such proposed change will be submitted to the other parties to 
afford them the opportunity of altering their own charges if 
they desire The party proposing a change reserves the right to 
make it effective regardless of the action of the other parties. 
The agreement also provides that 30 days’ notice to the public 
and 40 days’ notice to the other parties shall be given before 
the effective date of any variation in the charges, and for the 
furnishing to the commission of tariffs covering dockage 
charges.” 


. he abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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W. 8S. A. Rate Orders 


The War Shipping Administration has issued its rate orders 
Nos. 302 to 314, inclusive, and its rate advices Nos. 109 to 112, 
inclusive. 

Rate order No. 302, canceling those parts of rate orders 
207, 261 and 292 and of rate advices 100 and 108 headed “Two 
Ports Counting as One” and/or “Safe Berths Within the Same 
Harbor,” prescribes groups of port or terminal combinations to 
be considered, for freight and demurrage purposes only, as 
berths within the same harbor. Rate order No. 303, canceling 
rate order No. 255, prescribes rates and surcharges on move- 
ment by tankers of petroleum and its products in bulk from 
U. S. Gulf ports to U. S. Atlantic ports and to the Portland 
Pipe Line for export and to Halifax, Nova Scotia. Rate order 
No. 304 prescribes rates and surcharges on movement by tank- 
ers of petroleum and its products in bulk from U. S. Pacific 
coast ports to Canadian Pacific coast ports, and cancels rate 
orders Nos. 256 and 283. Rate order No. 305, canceling rate 
orders Nos. 273 and 298, prescribes rates and surcharges on 
petroleum and its products in bulk, in tankers, from U. S. Gulf 
ports to Bermuda and the West Indies, from the Netherlands 
West Indies to Puerto Rico and St. Thomas, and from Puerto 
Rico to the Dominican Republic and Haiti. Rate order No. 306 
prescribes rates and surcharges on such movements from U. S. 
Gulf ports to Central America and the Panama Canal Zone and 
cancels rate order No. 274. 

Rate order No. 307 prescribes rates and surcharge on move- 
ment of petroleum and its products by tankers from U. S. 
Pacific coast ports to Alaska and cancels rate orders Nos. 209, 
247 and 282. Rate order No. 308, canceling rate orders Nos. 
210 and 282, prescribes rates and surcharge for movement by 
tankers of petroleum and its products from U. S. Pacific coast 
ports to the Hawaiian Islands and between Hawaiian Islands 
ports. It cancels rate orders Nos. 210 and 282. Rate order No. 
309 prescribes the tanker rate and surcharge on movement of 
creosote in bulk from U. S. Atlantic ports to U. S. Gulf ports 
and cancels rate order No. 276. Rate order No. 310 prescribes 
rates and surcharges on movement of benzol in bulk by tankers 
from U. S. Atlantic ports to U. S. Gulf ports and between U. S. 
Pacific coast ports and cancels rate order No. 277. Rate order 
No. 311 authorizes a rate and surcharge on bulk movement by 
tankers of 50 per cent liquid caustic soda between U. S. Pacific 
coast ports. It cancels rate order No. 278. Rate order 312, 
canceling rate order No. 279, authorizes a rate and surcharge 
on tanker movement of 50 per cent caustic soda in wing tanks 
from U. S. Atlantic ports to the Netherlands West Indies. Rate 
order No. 313 authorizes a rate and surcharge on tanker move- 
ments of crude coke oven tar in bulk from U. S. Atlantic ports 
to U. S. Gulf ports and cancels rate order No. 280. 


Rate order No. 314 amends sections of rate orders Nos. 
201 and 292 and rate advices Nos. 100 and 108 relating to 
authorized rates of demurrage. 


Rate advice No. 109 authorizes rates and surcharges on 
bulk movements of petroleum and its products in tankers from 
Caribbean ports and the east coast of Mexico to U. S. Atlantic 
ports and to the Portland Pipe Line for export, and to Halifax, 
Nova Scotia, and cancels rate advice No. 88. Rate advice No. 
110 authorizes rates and surcharges for bulk transportation of 
petroleum and its products in tankers from Caribbean ports 
and from Ecuador to Canadian Pacific coast ports. Rate advice 
No. 111 authorizes rates and surcharges on tanker movements 
of petroleum and its products in bulk from ports outside the 
continental United States to Bermuda, the West Indies, and 
British and Netherlands Guiana, and cancels rate advices Nos. 
94 and 96. Rate advice No. 112, canceling rate advices Nos. 95, 
97, 102, 103, 104, 105, 106 and 107, authorizes rates and sur- 
charges on tanker movements of petroleum and its products in 
bulk from ports outside continental United States to Central 
American and the Panama Canal Zone and between Mexican 
ports. 


SHIPS FOR GREECE, NORWAY 


The Greek and Norwegian governments’ requests for allo- 
cation of additional merchant tonnage for operation on a “bare- 
boat out, time charter back basis” in the United Nation’s Pool 
have been approved by the War Shipping Administration. 
Ownership to all vessels remained vested in the United States, 
said the W. S. A., adding: 


Three additional Liberty ships allocated to the Greek government 
bring to 13 the total number turned over for operation under Greek 
flag and registry. 

Request of the Norwegian government for allocation of two T-2 
tankers for operation with Norse crews was approved, making eight 
tankers of this type designated by W. S. A. for operation under Nor- 
wegian flag and registry. 

Under arrangements worked out for such transfers, the allied 
governments provide the crews, then time charter the vessels to W. S. A. 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THB TraFFIC WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in thig 
docket will be noted elsewhere. 


February 5—Chicago, IIl.—Morrison Hotel—Examiner McGrath: 
29200—Diamond T. Motor Car Co. vs. Belt Ry. of Chicago et al. 


February 5—Cincinnati, O.—Gibson Hotel—Examiner Parker: 
MC 43038, Sub. 231—Commercial Carriers, Inc., Detroit, Mich., cer. 
tificate to extend operations. 


February 5—Denver, Colo.—Cosmopolitan Hotel—Examiner Linn: 
1. & S. M-2485—Routing restriction, Colo., Mont., and Wyo. 


February 5—Des Moines, la.—Fed. Bldg.—Examiner Harrison: 
MC 23259, Sub. 12—Ruan Transportation Co., Des Moines, Ia., permit 
to extend operations. 


February 5—Fort Wayne, Ind.—U. S. Ct.—Jt. Bd. 21: 
MC 93035, Sub. 7—Nelson Trucking Co., Burket, Ind., certificate to 
extend operations. 


February 5—Lexington, Ky.—City Hall—Jt. Bd. 105: 
MC 11922, Sub. 8—Blue Ribbon Lines, Ashland, Ky., certificate to ex- 
tend operations. 
MC 59471, Sub. 1—Johns Truck Line, Dry Ridge, Ky., certificate to 
extend operations. 


February 5—Traverse City, Mich.—County Ct. House—Examiner Lyle: 
Finance 14671—Appl. of Pere Marquette for abandonment of line 
from Williamsburg to Elk Rapids, Mich. 


February 6—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 46879, Sub. 2—Walters Transit Corp., Long Island City, N. Y. 


February 6—Chicago, I!l.—Sherman Hotel—Jt. Bd. 162: 
MC 105304—Frievalt Furniture & Transfer, Iron Mountain, Mich., 
certificate. 


February 6—Columbus, O.—State Office Bldg.—Jt. Bds. 27, 308, 60 and 
pis 


* MC 19201, Subs. 25, 34, 35, 36, 37, 39, 42 and 43—Pennsylvania Truck 
Lines, Inc., Pittsburgh, Pa. 
February 6—Des Moines, la.—Fed. Bldg.—Jt. Bd. 146: 
MC 13087, Sub. 1—Veech Transfer & Storage, Mason City, Ia., certifi- 
cate to extend operations. 
February 6—Lexington, Ky.—City Hall—Jt. Bds. 25 and 277: 
MC 70402, Sub. 3—Spangler Transfer, Middlesboro, Ky., certificate 
to extend operations. 
MC 105456—J. Wakin, Middlesboro, Ky., permit. 


February 6—Meridian, Miss.—Lamar Hotel—Jt. Bds. 28 and 165: 
MC 104430, Sub. 5—Capital Transport Co., Inc., Jackson, Miss., cer- 
tificate. 
MC 104683, Sub. 5—L. L. Majure, Meridian, Miss., certificate. 
February 6—Grand Junction, Colo.—U. S. Ct.—Examiner Linn: 
MC 104951, Sub. 1—W. R. Hall Transfer and Storage, Grand Junction, 
Colo., certificate. 
February 6—Richmond, Va.—Hotel Richmond—Examiner Driscoll: 
MC 45829, Subs. 8 and 9—Carolina Motor Express Line, Inc., Indian- 
apolis, Ind., certificates to extend operations, 
February 7—Boise, idaho—State Comm.—Jt. Bd. 6: 
MC 104534, Sub. 2—Vermaas Bus Lines, Caldwell, Idaho, certificate. 


February 7—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 15423, Sub. 8—Johnson’s Truck Lines, Mansfield, Pa., certificate to 
extend operations. 
February 7—Brooklyn, N. Y.—Hotel St. George—Examiner Bradford: 
MC 105496—Treichler Trucking Co., Cranford, N. J., permit. 
February 7—Cincinnati, O.—Gibson Hotel—Examiner Parker: 
MC 59206, Sub. 2—Holland Motor Express, Inc., Holland, Mich. 
February 7—Des Moines, la.—Fed. Bldg.—Jt. Bds. 146 and 138: 
MC 105424—L. F. Paine, Mason City, Ia., certificate. 
MC 105469—McCullough Truck Line, Gowrie, Ia., certificate. 
February 7—Grand Junction, Colo.—U. S. Ct.—Examiner Linn: 
MC 104867, Sub. 2—Bement Auto Service, Paonia, Colo., certificate. 
February 7—International Falls, Minn.—New City Hall—Jt. Bd. 145: 
* MC 105555—J. Werenko, Stratton, Ontario, Canada, certificate. 
MC 105382—W. A. Matikka, Emo, Ontario, Canada, ——— 
February 7—Lexington, Ky.—City Hall—Examiner Peterson 
MC 94060, Sub. 6—E. N. Yeary, Winchester, Ky., to extend wr 
February 7—Los Angeles, Calif.—Fed. Bldg.—Examiner Higgins: 
MC-F 2689—Lyon Van & Storage Co., control, Lyon Van & Storage 
Co. et al. 
February 7—Milwaukee, Wis.—Hotel Schroeder—Jt. Bd. 13: 
McC 105097—Consumers Waste & sed Trucking Co., 
Wis., permit. 
February 7—Washington, D. C.—Argument: 
1. & S. M-2352—Cancellation of com. rates, Boston to N. Hamp. and Vt. 
February 7—Washington, D. C.—Examiner Albus: 
Finance 14814—Appl. of C. & E. I. for authority to acquire trackage 
rights over bridge and appurtenances of Southern Illinois and 
Missouri Bridge Co. between Bridge Junction, Ill., and Illmo, Mo. 


(Continued on page 294) 
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To Steel Men Who Will 


Build Tomorrow's World 


Every chemical used in steel-making requires special protective handling. And there is a General Amer- 
ican tank car specially designed, lined, or insulated to give every chemical safe, economical transportation. 
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Here's How You Profit 
hy Subscribing for 


TRAFFIC BULLETIN 


1. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and motor carriers use 
its columns to give public notice of all proposals 
received from shippers and carriers to establish and 
to change commodity rates. This information is 
available from no other source in a form so com- 
plete and convenient for checking. Hearings and 
disposition notices of a number of the committees 
are printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


¢. Advance Information of 


Classification Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge all the regular and special 
dockets of the Consolidated Classification Commit- 
tee, listing the changes currently proposed. 


3. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (rail- 
roads, motor carriers, water carriers, freight for- 
warders, express companies and pipe lines) the 
Maritime Commission (ocean shipping) and Civil 
Aeronautics Board (air lines) in the current week, 
enabling you to get copies of those that will change 
your rates, well in advance of the effective dates. 


4. Rate Changes on Short Notice 


A number of rate changes are made by the car- 
riers on less than 30 days’ notice. Before making 
them effective the carriers must file short notice 
applications. These are printed in THE TRAFFIC 
BULLETIN as they are filed in Washington, along 
with the “Permissions” (short notice changes which 
are allowed by the two regulatory bodies). Infor- 
mation of this kind, received in advance of a change 
in one single instance, may save you more than the 
cost of a full year’s subscription. 


3. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 

The use of THE TRAFFIC BULLETIN will re- 
turn your investment with interest in actual time 
and money saved. Let the weekly issues add to the 
efficiency and increase the effectiveness of the work 
in your department. Send $6.25 for a trial three 
months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 


TRAFFIC WORLD 


Personal Notes 


E. P. Gardiner, assistant freight traffic manager, Boston 
and Albany Railroad, at Boston, Mass., has retired after fifty 
years with the line. F. E. McGrath has been appointed to suc- 
ceed him. A. E. Cricker has been appointed assistant general 
freight agent and industrial agent, and G. D. Avery, assistant 
general freight agent, both at Boston. 

Edith M. Webster has been granted leave of absence from 
her position as manager of the administrative office, Academy 
of Advanced Traffic, New York, to take an overseas assignment 
for the American Red Cross. Dorothy K. Nones has been ap- 
pointed acting manager of the office, in charge of student serv- 
ice and placement. 

Charles Milbauer, National Sugar Refining Company, was 
elected president of the New Jersey Merchandise Warehouse- 
_— Association at the association’s annual meeting Janu- 
ary 25. 

B. E. Smeed has been appointed eastern general freight 
agent for the Minneapolis, St. Paul and Sault Ste. Marie Rail- 
road, at New York. A. J. O’Malley has been appointed general 
agent, at Boston, Mass. 

E. A. Ewald has been appointed general agent for the 
Alton and Southern Railroad at St. Louis, Mo. 

J. G. Cooper has accepted a position in the general traffic 
department of the Bethlehem Steel Company, Bethlehem, Pa. 

C. O. Overbey, assistant superintendent of telegraph, Atchi- 
son, Topeka and Santa Fe Railway, and H. A. Varley, engineer, 
radio division, Bendix Aviation Corporation, will be speakers 
at a meeting of the Pacific Railway Club at the Biltmore 
Hotel, Los Angeles, Cal., February 8. The topic for discussion 
will be “Electronic Train Communication.” 

J. F. Cleveland has been appointed traveling freight agent 
for a Dodge, Des Moines and Southern Railway at Chi- 
cago, Ill. 

L. A. Wirgler has been appointed general agent for the 
Union Pacific Railroad at Pasadena, Cal. 

The Detroit, Toledo and Ironton Railroad has announced 
the appointment of Harvey H. Coleman as general freight 
agent; Edward J. Murphy, general eastern agent, and D. M. 
Fishbeck, general agent, all at Dearborn, Mich. 

James E. Riley has been appointed district freight and 
passenger agent for the Southern Railway System at New York. 

R. J. Tyner has been appointed general agent for the 
Kansas City Southern and the Louisiana and Arkansas Rail- 
ways, at San Antonio, Texas. 

The following appointments have been made in the pur- 
chasing-stores department of the Chicago, Burlington and 
Quincy Railroad: G. J. Zimbleman, traveling storekeeper; J. S. 
Baker, inspector of stores, and J. J. McCoy, district storekeeper, 
all at Chicago. 

Captain Harold Cooper, information officer, Western Pa- 
cific High Command, spoke on “The British Commonwealth of 
Nations” at a dinner meeting of the Oakland Foreign Trade 
and Harbor Club February 1. 

Gustav Metzman, president, New York Central, will speak 
on “Your Stake in America’s Railroads” at a dinner meeting 
of the Western Railway Club, Chicago, February 5. 

Bruce E. Dwinell, general attorney, Chicago, Rock Island 
and Pacific, spoke on “Some Aspects of the Railway Labor 
Problem” at a luncheon meeting of the Chicago regional chap- 
ter of the Association of Interstate Commerce Practitioners, at 
the Palmer House, February 2. 

Milton G. Koon has been appointed coal freight agent for 
the Pennsylvania Railroad at Chicago. He has been succeeded 
as district coal agent at Chicago by Leo J. Lynn, formerly at 
Detroit, Mich., and Gordon W. Mikesell has been appointed to 
succeed Mr. Lynn as district coal agent at Detroit. 

Henry Zimmerman has been appointed general traffic man- 
ager for the American Distilling Company, Pekin, IIl., suc- 
ceeding E. J. Plover, who died. R. R. Grogan has been appointed 
assistant general traffic manager. 

R. S. Stephenson has been appointed assistant comptroller 
for the Chicago, Milwaukee, St. Paul and Pacific Railroad at 
Chicago, to succeed W. C. Hannenberg, who died. 

George F. Talley has been appointed assistant general 
traffic manager, Swift and Company, at Chicago. 


W. S. A. AND FREIGHT BROKERAGE 


The War Shipping Administration has issued supplement 
No. 2 to its general order No. 45, amending the W. S. A. regu- 
lations governing freight brokerage and commissions on fares, 
particularly with respect to brokerage paid on freight charges 
on grain, sugar, metals and ores. The supplement, affecting 
general agents and agents of the W. S. A., was published in 
the January 27 issue of the Federal Register. 
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Digest of New Complaints 





MC C-468, Eleanor M. Morris, Philadelphia, Pa., vs. Barney Clayman 
et al., copartners, dba B. Clayman & Sons. 

Alleges improper handling and damage to a household electrical 
musical instrument shipped in June, 1943, by defendant motor car- 
riers from Atlantic City, N. J., to Philadelphia, Pa., in violation of 
section, 216(b) of part II. Asks cease and desist order, just and 
reasonable bill of lading, damages, and delivery of property clear 
of storage charges. (Robert P. Shick, 702 Real Estate Trust Bldg., 
Broad and Chestnut Sts., and Charles Edwin Wallington, 4 South 
15th St., Philadelphia.) 

MC C-460, Melvin Boyd, Oxford, Pa. Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for protection of the public. 

MC C-461, Joseph Vigilante, Philadelphia, Pa. Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for protection of the public. 

MC C-462, Herbert Faigle, Winterdale, Pa. Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into .dis- 
continuance of operations by respondent, and failure to file evidence 
of security for protection of the public. 

MC C-463, Earle Scull, Dover, Del. Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for protection of the public. 

MC C-464, Robert Heston Shoemaker, Phillipsburg, N. J. Revocation of 
Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for protection of the public. 

No. 29249, Peppard Seed Co., Kansas City, Mo., vs. Spokane, Portland 
& Seattle Railway Co. et al. ’ 

Rates on two carloads of grass seed, shipped Jan 12, 1943, from 
Kansas City, Mo., originated at Fertile, Minn., diverted to Spokane, 
Wash., for export, assessed on domestic basis, alleged to be in 
violation of sections 1 and 6. Asks rates and reparation of $1,392.96, 


with interest. (J. S. Chartrand, Jr., 1101 W. 8th St., Kansas 
City, Mo.) 
MC C-467, Jens Christensen and Jack Christensen, dba Christensen 


Transfer, Grand Island, Neb. 








The millions of dollars in- 
vested on improvements 
for the Port of Los Angeles 
are paying the highest 
dividends today...in pro- 
viding modern facilities for 
dispatching war materiel 
and commerce. Tomorrow, 
peace-time trade will take 
over this Gateway to the 
Seven Seas. In the mean- 
time, your inquiry is cor- 
dially invited. 


Working For Victory 


Planning For Peace 


TRAFFIC WORLD 


Investigation instituted by the Commission, division 5, into opera- 
tions of respondents which, the order said, it appeared had been 
discontinued. The authority was granted in MC 81579 on September 
16, 1943. 

No. 29250, Eversole-Maclay & Co., Mineral Point, Mo., vs. Aberdeen @ 
Rockfish et al. 

Alleges rates on barite Ore and concentrates, from Mineral Point, 
Mo., to points in 47 states, shipped in the calendar years 1943 anq 
1944, in violation of sections 1 and 3. Asks cease and desist order, 
rates, reparation, and hearing at same time and place as No. 29224, 
Magnet Cove Barium Corporation, Jamestown, Tenn., vs. Aberdeen 
& Rockfish et al. (See Traffic World, December 9, 1944, p. 1530), 
(Edward T. Eversole and John A Eversole, Miller Theater Bidg,, 
Festus, Mo.) 


OVER-AGE LAKE VESSELS 


The one bid received by the Maritime Commission on the 
eight over-age Great Lakes’ steamers advertised for sale in 
December, 1944, had been rejected, it was announced February 2. 

Commission officials announced that any decision on adver- 
tising further invitations to bid for the disposal of these vessels 
would be held up until spring. Tonnage requirements for the 
next season for the movement of grain and ore yet to be deter- 
mined by the War Production Board and the Office of Defense 
Transportation would be considered in determining the advisa- 
bility of disposing of these ships, it was stated. 


CUSTODIAN OF LAKE VESSELS 


Boland & Cornelius, ship operators of Buffalo, N. Y., have 
been designated custodian of 29 Great Lakes vessels during 
the lay-up period under a general agency service agreement, 
the War Shipping Administration has announced. 

The vessels, according to the agreement, are to be laid 
up at Erie, Pa., with the general agent providing safe moorings 
at the expense of the government, and performing the necessary 
custodial services for the vessels and property on board as 
shown by the W. S. A. inventory. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 






































V pORToF LOS ANGELES 


Board of Harbor Commissioners 
M. G. Rouse... Secretary 


Room 189, City Hall, Los Angeles 12, Calif. 
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DOCKET OF THE COMMISSION 


(Continued from page 288) 
February 8—Billings, Mont.—City Hall—Jt. Bd. 224: 
MC 44790, Sub. 6—Maughan Co., Moorehead, Minn., certificate to ex- 
tend operations. 
February 8—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 


MC 3027, Sub. 2—Eastern States Transportation Co., Inc., Chicago, 
Ill., permit to extend operations. 

MC 44592, Sub. 1—Middle Atlantic Transportation Co., Inc., New York. 

February 8—Newark, N. J.—State Comm.—Jt. Bd. 119: 

MC 668, Subs. 35 and 36—Inter-City Transportation Co., Inc., Paterson, 
N. J., certificates to extend operations. 

MC 1079, Subs. 5 and 6—New Jersey-New York Transit Co., Inc., 
Paterson, N. J., certificates to extend operations. 


MC 3698, Sub. 11—De Camp Inter-State Transit Co., Livingston, N. J., 
certificate to extend operations. 


MC 3647, Sub. 56—Public Service Interstate Transportation Co., New- 
ark, N. J., certificate to extend operations. 
February 8—Des Moines, la.—Fed. Bldg.—Jt. Bd. 55: 
MC 842, Sub. 3—Willison Transportation Line, Ottumwa, Ia., permit 
to extend operations. 
February 8—Los Angeles, Calif.—Fed. Bldg.—Examiner Higgins: 
MC-F 2724—Pacific Freight Lines, purchase, R. Garden. 


February 8—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 208: 
MC 1852, Sub. 10—Madison-Louisville Transit Inc., Madison, Ind., cer- 
tificate to extend operations, 


February 8—Raleigh, N. C.—Sir Walter Hotel—Examiner Driscoll: 
MC 104952, Sub. 1—Washington Transfer Co., Washington, D. C. 


February 8—Raleigh, N. C.—Sir Walter Hotel—Jt. Bd. 103: 
* MC 13300, Sub. 21—Carolina Coach Co., Raleigh, N. C., certificate to 
extend operations. 
February 8—Salt Lake City, Utah—State Comm.—Jt. Bd. 207: 
MC 88413, Sub. 15—M & M Truck Co., Denver, Colo., certificate to 
extend operations. 
February 8&—Washington, D. C.—Argument: 
29069—Swift and Co. vs. Alton et al. 
29069, Sub. 1—Cudahy Packing Co. vs. Alton et al. 
29126 and Subs. 1, 2, 3, and 4—Armour and Co. vs. Alton et al. 
29107—-Paterson Foundry & Machine Co. vs. C., B. & Q. et al. 
February 9—Brooklyn, N. Y.—Hotel St. George—Examiner Bennett: 
1. & S. M-2449—Minimum class rate restrictions in East. 
February 9—Des Moines, la.—Fed. Bldg.—Examiner Harrison: 
MC 96534—Hayes Transfer, Centerville, Ia., certificate or permit. 


February 9—Jackson, Tenn.—Ct. House—Jt. Bd. 107: 


MC 1506, Sub. 3—Dixie Greyhound Lines, Inc., Memphis, Tenn., cer- 
tificate to extend operations. F 


February 9—Louisville, Ky.—Kentucky Hotel—Examiner Peterson: 
MC 73449, Sub. 19—Central Truckaway System, Inc., Indianapolis, 
Ind., certificate to extend operations. 


February 9—Salt Lake City, Utah—State Comm.—Jt. Bd. 241: 

MC 263, Sub. 20—Garrett Freightlines, Inc., Pocatello, Ida, 
February 9—Washington, D. C.—Examiner Carpenter: 

1. & S. M-2477—Associated Transport, Zentz Motor Lines, restrictions. 
February 9—Washington, D. C.—Argument: 

29081—Ecusta Paper Corp. vs. Alton et al. 

29056—Amos-Thompson Corp. et al. vs. A. G. S. et al. 
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February 10—Asheville, N. C.—Langren Hotel—Jt. Bd 2: 
MC 14486, Sub. 12—Carolina Scenic Coach Lines, Spartanburg, S. ¢,, 
certificate to extend operations. 
MC 61599, Sub. 56—Queen City Coach Co., Charlotte, N. C., certig. 
cate to extend operations. 
February 10—Des Moines, la.—Fed Bldg.—Examiner Bradford: 
MC 56383, Sub. 7—Kessell Transfer & Storage Co., Des Moines, Ia, 
certificate to extend operations. 
February 10—Nashville, Tenn.—Andrew Jackson Hotel.—Jt. Bd. 106: 
MC 105449—Joiner’s Bus Line, Anderson, Ala., certificate. 
February 12—Dallas, Tex.—Baker Hotel—Examiner Higgins: 
MC-F 2679—L. F. Miller and F. D. Miller, purchase, Plunkett Motor 
Line. 
MC-F 2680—L. F. Miller and F. D. Miller, lease, Dalby Motor Freight 
Lines, Inc. 


February 12—Detroit, Mich.—Hotel Fort Shelby—Examiner McGrath: 
1. & S. 5317—Routing grain,, Mich. to central territory. 
February 12—Indianapolis, Ind.—State Com.—Examiner Peterson: 
MC-C 438—Baltimore & Pittsburgh Motor Express Co. et ai. ys. 
Schreiber Trucking Co. 
February 12—Washington, D. C.—Examiner Molster: 
Finance 14760—Application of Md. Pac., debtor, 
operate a line of railroad in Ouachita. 
February 13—Boston, Mass.—N. P. O. Bldg.—Examiners Lawton and 
Bennett: 
1. & S. M-2487—Textile products, New England. 
February 13—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305: 
MC 59673, Sub. 10—H. R. Ritter Trucking Co., Inc., Belleville, N. J., 
permit to extend operations. 
February 13—Dallas, Tex.—Baker Hotel—Examiner Higgins: 
- MC-F 2712—Southern Pacific Co., control; Southern Pacific Transport 
Co., purchase, Trinity Motor Freight Lines. 
February 13—Denver, Colo.—Cosmopolitan Hotel—Examiner Way: 
29180—Ringsby Truck Lines, Inc., vs. A. T. & S. F. et al. 
February 13—Detroit, Mich.—Hotel Fort Shelby—Examiner McGrath: 
29165—Great Lakes Steel Corp. vs. B. & O. et al. 
February 13—Evansville, Ind.—U. S. Ct.—Jt. Bd. 21: 
MC 105426—R. T. Dawson, Princeton, Ind., certificate. 
MC 105166—Victory Lines, Princeton, Ind., appl. 
February 13—Knoxville, Tenn.—U. S. Ct.—Examiner Yardley: 
MC 102541, Sub. 1—Newman and Pemberton, Clinton, Tenn. 
February 13—La Crosse, Wis.—U. S.._Ct.—Jt. Bd. 142: 


MC 104764, Sub. 1—Riverview Bus Service, LaCrosse, Wis., certifi- 
cate to extend operations. 


February 13—Salt Lake City, Utah—State Comm.—Examiner Linn: 
* MC 29791, Sub. 5—Shipman Bros. Transfer Co., Twin Falls, Idaho. 
February 13—Sioux City, la.—Warrior Hotel—Jt. Bds. 182 and 93: 


MC 94714, Sub. 3—Jones Transfer, Spencer, Ia., certificate to extend 
operations, 


MC 105395, Sub. 1—Norfolk Express, 
extend operations. 
February 13—Washington, D. C.—Examiner Job: 
Fourth Section Appl. 20915—Green Salted Hides from south to east. 
February 14—Bristol, Tenn.-Va.—Hotel General Shelby—Jt. Bd. 279: 
MC 104057, Sub. 7—Craft Transport Co., Gate City, Va., certificate. 
February 14—Bristol, Tenn., Va.—Hotel General Shelby—Jt. Bd. 279: 


* MC 103529, Sub. 15—Lemmon Transport Co., Marion, Va., certificate 
to extend operations. 
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ROCK ISLAND LINES 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 





Services in 
Washington, D. C., and 


Commercial Zone: 


1. Pool Car Distribution—On B. & O R. R. 
Siding—Economical—Fast—Dependable 


2. Local Cartage 
The Jacobs Transfer Company, Inc. 


Established 1857 
61 Pierce Street, N. E. a Washington 2, D. C. 
Phones: Decatur 7603, District 2412 





GREAT PORTS 


SERVING? 


NS 
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SERUMS AND 
PHARMACEUTICALS 


Get them there quicker by j 
Clipper Express 


A long list of items, from drugs and phonograph 
records to radio parts and magazines, are now 
being exported by air... Your product may be 
adaptable to shipment by Clipper Express. For all 
International Air Express shipments, call Railway 
Express Agency, Inc. At 6,000 points within the 
U.S.A. they pick up shipments FREE. 


PAN AMERICAN 


WORLD AIRWAYS 
The System of thePlying Ciippers 








Rates-Only 58 
Cents Per Week 


@ Just as speed and time and 
money saving are essentials in busi- 
ness operation today, they will be 
likewise in the post-war era. This 
is true in traffic department opera- 
tions, among carriers and shippers. 

Right now—and during post-war days—the National Freight Rate 
Service—at only 58 cents a week fits into your traffic setup because its 
virtues are quick finding and checking of rates. 

It gives you the best with advantages such as: accuracy, fast and 
easy to use, saves time looking through supplements, provides compari- 
sons of rates, well arranged and efficient rate authority, a great saving 
is doing away with need for traffic file and full-time employees to read 
and interpret tariffs. 

These are just a few of the many advantages of the NFRSB and you 
can acquaint yourself with it, at no obligation, on ten days’ trial. You 
can also have parcel post and express rates at less than 10 cents per 
week extra. Write today. 


NATIONAL FREIGHT RATE SERVICE 
; Dowagiac, Michigan 


30 years of continuous up-to-the-minute rate information. 
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February 14—Brooklyn, N. Y.—Hotel St. George—Examiner Fuller: 
28437—Seatrain Lines, Inc., vs. A., C. & Y. et al. 
February 14—Brooklyn, N. Y.—Hotel St. George—Examiner Bradford: 
MC 84479, Sub. 3—E. Haselman, Oradell, N. J., permit to extend 
operations. 
MC 51369, Sub. 2—J. T. Goodliffe, Marmaroneck, N. Y. 
February 14—Detroit, Mich.—Hotel Ft. Shelby—Examiner McGrath: 
29139—-Great Lakes Steel Corp. vs. Ahnapee & Western et al. 
February 14—Evansville, Ind.—U. S. Ct.—Jt. Bd. 21: 
MC, 105433—H. Groff, Mt. Carmel, Ill., certificate. 
February 14—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 
MC 105464—Albert Johnson Service, Minneapolis, Minn., certificate. 
February 14—Missoula, Mont.—U. S, Ct.—Jt. Bd. 82: 
MC 42487, Sub. 117—Consolidated Freightways, Inc., Portland, Ore., 
certificate to extend operations. 
February 14—Pocatello, Idaho—U. S. Ct.—Examiner Linn: 
1. & S. M-2460—Paul M. Paulsen, ore and machinery in Idaho. 
February 14—Sioux City, la.——Warrior Hotel—Jt. Bd. 185: 
MC 105359—D. Roosendaal, Crofton, Neb., certificate. 
February 14—Washington, D. C.—Argument: 
29097—-Semet-Solvay Co. vs. C. & O. 
29097, Sub. 1—Consolidation Coal Co. vs. C. & O. 
February 14—Washington, D. C.—Examiner Sharp: 
29161 and Subs. 1, 2, 3, 4, and 5—Atlantic Commission Co., 
Bangor and Aroostook et al. 
29208—Paskoff Bros. & Co. vs. Aroostook Valley R. R. et al. 
February 15—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 20314—John J. Casale, Inc., New York, N. Y. 
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OPPORTUNITY AVAILABLE—To high class man for position as 
General Freight Agent of short line railroad in Central Freight Asso- 
ciation territory. Applicant must be able to interpret tariffs, quote 
rates, be familiar with divisions and’ able to audit and revise freight 
bills. Applicant should be married and between 35 and 40 years of 
age. Good salary and permanent position. Fine living conditions in 
medium size city. Give complete information regarding experience and 
traffic background. All replies treated as confidential. Box 315, Chicago 
Office, Traffic World. 


WANTED—Man, experienced and capable of handling accounting for 
short line railroad in Middlewest. Enclose all details in first letter, 
together with photograph. Advise salary expected. Box 317, Traffic 
World Chicago office. 


WANTED—Set of I. C. C. reports, also Hawkins Digest Analysis. 
Box 318, Traffic World Chicago office. 





TRAFFIC MANAGEMENT—We can now accept 15 more students 
for extension study of our newly revised course using current class’ns, 
actual tariffs, etc. Covers rail, truck, air, express, f’wder, water, claims, 
demurrage transit, routes, etc. Practical problems, low tuition cost. 
College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 





TRAFFIC MANAGERS. Preferrably grain, flour experience. 


Per- 
Give de- 
Minneapolis 1, 


manent employment with excellent promotional possibilities. 
tails in your reply. International Milling Company, 
Minnesota. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $4250 each! 


Which of these cars could you use? 


40—Hopper, Triple, 50-Ton 

50—Hopper, Side-Discharge, 50-Ton 

80—Refrigerator, 40-Ft., 40-Ton 

16—Refrigerator, 36-Ft., 30-Ton 

75—Box, 40-Ft., 40-Ton 

10—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors 
9—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
4—Dump, Western, °20-Yd., 40- and 50-Ton; steel floors 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 

20—Flat, 40-Ft., 40- and 50-Ton 

70—Gondola All Steel, 40-Ft., 16 drop doors 
6—Gondola, 50-Ton, High-Side, Steel 

30—Tank, 8000-Gallon, 40- and 50-Ton 






February 15—Chicago, IIl.—Hotel Sherman—Jt. Bd. 149: 
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MC-C 444—Dohrn Transfer Co. vs. Burlington-Chicago Cartage. 
February 15—Chicago, IIl.—Hotel Sherman—Jt, Bd. 160: 
MC 88220, Sub. 6—F. M. Meneely, Brazil, Ind., to extend operaiions, 
February 15—Dallas, Tex.—Baker Hotel—Jt. Bd. 32: 
MC 1968, Sub. 29—D. C. Hall Motor Transportation, Fort Worth, 
Tex., certificate to extend operations. : 


February 15—Minneapolis, Minn.—Hotel Nicolle-—Examiner Hanrahan: 
1. & S. M-2479—Powdered buttermilk, Wisconsin points to Twin Cities, 


FALSE SHIP SALE REPORTS 


The Maritime Commission and the War Shipping Adminis- 
tration announced January 31 that they had received reports 
that various shipbrokers here and abroad were claiming to be 
authorized to negotiate sale of United States owned ships. They 
stated that any such representations were wholly unauthorized 
and without fundation in fact. 

“Disposition of vessels constructed by the Maritime Com- 
mission depends upon congressional action on the ship sales 
bill, which is essentially a post-war authorization,” they added. 
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Connecting Transcontinental Routes 
BORDER-TO-BORDER 
COAST-TO-COAST 


ST.LOUIS-SAN FRANCISCO RY 


FRISCO FASTER FREIGHT 




























FASTER — DIRECT — L.C.L. — RAIL SERVICE 
TO: TEXAS, LOUISIANA, MEKICO, ST. LOUIS MO. 


Pick Up and Store Door Delivery included at rates 
no higher than rail. 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 17-3812 
Offices and Agencies in Principal Cities 

































The Sea Is Our Highway 


Picture, if you can, this great country of ours with- 
out roads, highways, bridges . . . without facilities 
for transporting our manufactured products and 
foodstuffs. For sound economic reasons we must 
keep the sea lanes ... our roadways after Victory. 
We must maintain a strong American Merchant 
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Perhaps this list also has some other cars Ley could use to very 
beneficial advantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
‘ANYTHING contalning IRON or STEEL"' 


‘POPE 2 TALBOT INC. 





M'CORMICK STEAMSHIP DIVISION 
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DELIVER THE GOODS-SAFER 


“BOUND 
TO GET THERE” 
WITH 


ACME 


STEELSTRAP AND 
UNIT-LOAD 


ACME STEEL CC 2844 ARCHER AVENUE 


@ CHICAGO 8, ILLINOIS 


“America’s Most Modern Port” 
The 


P. ort of along Weach, 
Caltfornia 


Pd P. U.Ry. and Peoria Gateway 
—Always Open— 


PEORIA-GATE WAY 


PEORIA & PEKIN UNION RY. 
E. F. Stock, Tr. Mar., Peoria, Illinois 


564 Man-Hours Saved by 
6- ‘Hour Air Express Shipment 


AIR COMPRESSOR blows out! And 80 highly skilled men in a plant pro- 
ducing radio parts are idle. A phone call to the supplier gets a new 
unit delivered in six hours flat—via Air Express, the only way to avoid 
lay-off of the night shift with loss of 564 man-hours. (Air Express can 
serve every business with economy.) 


SPECIAL PICK-up and delivery of 
shipments at both ends, with 
speed of flight in between! The 
great economy of Air Express 
must be figured in terms of time. 
When time means money, Air 
Express saves both. 


THOUSANDS of manufacturers 
have found that Air Express 
usually saves many times over 
its cost. (Any item anywhere in 
the nation is yours in a matter of 
hours, so long as the shipment 
fits in a plane.) P 


Specify Air Express—Low Cost for High Speed 


25 lbs., for instance, travels more than 500 miles for $4.38, 
more than 1,000 miles for $8.75, more than 2,000 miles 
for $17.50, at a speed of three miles a minute — with 
cost including special pick-up and delivery in all U.S. 
cities and principal towns. (Often same-day delivery between 
airport towns and cities.) Direct service to scores of foreign 
countries. Rapid air-rail service to 23,000 off-airline points 


in the United States. 


GETS THERE FIRST 


Write Today for ““Quizzical Quizz’’, a book- 
let packed with facts that will help you 
solve many a shipping problem. Railway 
Express Agency, Air Express Division, 
230 Park Avenue, New York 17. Or ask 


for it at any Airline or Express office. 


Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 
Representing the AIRLINES of the United States 










MERCHANDISE 


WAREHOUSE 


PUBLISHED 





This Section has been designed to provide 
@ traffic and sales managers with con- 

veniently organized information about the 
merchandise and cold storage warehouses in 
the principal Gieenion centers of the 
country. 


Admission of an advertiser to this Section 
indicates: 


1. That the company operates a warehouse 
that specializes in serving the needs of 
large industrial shippers. 


2. That information is kept up-to-date— 
provision has been made for the correc- 
tion of data each month. 


3. That the advertisers have been carefully 
investigated. 


While every reasonable precaution has 
been taken—including the checking of bank 
and other references—to restrict the adver- 


IN THE FIRS? WEEK'S 


tisers in this Section to companies known for 
their integrity, TRAFFIC WORLD assumes no 
responsibility for dealings or service. It 
requests, owever, that any misrepre- 
sentation or unsatisfactory experiences, 
should they arise, be reported. The fact 
that certain warehouses are not listed here is 
no indication that they are not responsible. 

Symbols and Abbreviations: Copy has 
been kept free from any except standard 
abbreviations. Four symbols are used to 
provide a ready reference to the types of 
services offered. 


Merchandise warehouse 
Cold Storage warehouse 


Both a cold storage and merchandise 
warehouse 


Water dock facilities 
Household goods ° 


r0® o*+ 


TRAFFIC WORLD 


AND COLD 52° 8s 


ISSUE E Act H 


If no address is shown under the heading 
“Facilities,” the location of the warehouse is 
the same as that shown for the office. In cage 
the facilities consist of several units, the loca. 
tion of each unit is usually shown. 







Insurance rates: The rate shown is the 
lowest charge per $100 per year—100% coy. 
erage unless otherwise specified. 









Floor Load: Indicates range or maximum 
weight capacity in pounds per square foot. 







Use this Guide as an Index to Your 
Warehouse Files: Since this Guide is re 
stricted to warehouses that specialize in serv- 
ing major shippers, it becomes an automatic 
index to your warehouse reference files. The 
inclusion of basic data in every listing makes 
possible effective preliminary selections. 
























CALIFORNIA 
LOS ANGELES—Page 2 


California Warehouse Co. 
Metropolitan Warehouse Co. 
sOverland Terminal Whee. Co. 
Star Truck & Warehouse Co. 

Westland Warehouses, Inc. 


OAKLAND—Page 2 
Howard Terminal 
SAN FRANCISCO—Page 2 
San Francisco Warehouse Co. 


COLORADO 
DENVER—Page 2 
The Weicker Tfr. & Stge. Co. 


DISTRICT OF COLUMBIA 
WASHINGTON—Page 2 
Terminal Stge. Co. of Wash. 


ILLINOIS 


CHICAGO—Pages 2-3 
éCrooks Terminal Warehouses 
Currier-Lee Warehouses, Inc. 
Griswold-Walker-Bateman Co. 
Midland Warehouses, Inc. 
North Pier Terminal Co. 
Terminal Warehouse 
Wakem & McLaughlin, Inc. 
Western Warehousing Co. 


INDIANA 

EVANSVILLE—Page 3 

Mead Johnson Terminal Corp. 
FORT WAYNE—Page 3 
Pettit'’s Storage Warehouse Co. 

HAMMOND—Page 3 

Great Lakes Warehouse Corp. 
INDIANAPOLIS—Page 3 


Henry Coburn Stge. & Whse. Co. 
Indiana Terminal & Refrigerating Co. 


IOWA 


CEDAR RAPIDS—Page 3 
American Trfr. & Stge. Co. 


WATERLOO—Page 3 
Iowa Warehouse Co. 


KENTUCKY 


LEXINGTON—Page 4 
Union Transfer & Storage Co. 


LOUISVILLE—Page 4 
Louisville Public Warehouse Co. 


LOUISIANA 
NEW ORLEANS—Page 4 
































































































































































































Commercial 
Standard Wareheuse Co., Inc. 


Terminal Warehouse Co. 


MARYLAND 


BALTIMORE—Page 4 


Camden Warehouses 
Terminal Whse. Co. of Baltimore 


MASSACHUSETTS 


BOSTON—Page 4 


¢Boston Tidewater Terminal, Inc. 
Hoosac Storage & Warehouse Co. 
@Merchants Warehouse Co. 


MINNESOTA 
MINNEAPOLIS—Page 4 


Minneapolis Terminal Warehouse Co. 


ST. PAUL—Page 4 
Midway Terminal Warehouse Co. 
St. Paul Terminal Warehouse Co. 


MISSOURI 


KANSAS CITY—Page 4 
Adams Transfer & Storage Co. 
4Crooks Terminal Warehouses 

Merchandise Warehouses, Inc. 


ST. LOUIS—Page 5 
S. N. Long Warehouse 
Rutger St. Warehouse, Inc. 
St. Louis Terminal Warehouse Co. 


NEW JERSEY 
ELIZABETH 
¢Bayway Terminal Corp. 
JERSEY CITY—Page 5 
Harborside Warehouse Co., Inc. 


NEWARK 


@Newark Tidewater Terminal 


NEW YORK 
BUFFALO—Page 5 


¢Keystone Warehouse Co. 
The Lederer Term. Whee. Co., Inc. 





Geographical Index of Merchandise and Cold Storage Warehouses Serving Key Distribution Areas 


NEW YORK—Page 5 


Baltimore & Ohio Stores, Inc. 
Lincoln Tidewater Terminals 


ROCHESTER—Page 5 
B. R. & P. Warehouse, Inc. 


OHIO 
AKRON—Page 5 
Cotter City View Storage Co. 
CINCINNATI—Page 5 


The Baltimore & Ohio Whse. Co. 

Cincinnati Merchandise Whees., Inc. 

Cincinnati Terminal Warehouses, Inc. 

CLEVELAND—Pages 5-6 

The Lederer Term. Whee. Co. 

National Terminals Corp. 

The Otis Terminal Warehouse Co. 
COLUMBUS—Page 6 

The Columbus Terminal Whse. Co. 

TOLEDO—Page 6 


Great Lakes Terminal Warehouse Co. 


PENNSYLVANIA 


PHILADELPHIA—Page 6 
¢Merchants Warehouse Co. 


Pennsylvania Whsg. & Safe Dep. Co. 


Philadelphia Piers, Inc. 
Terminal Warehouse Co. 


PITTSBURGH—Page 6 
Kirby Transfer & Storage Co. 
SCRANTON—Page 6 
Quackenbush Warehouse Co. 


SOUTH DAKOTA 


SIOUX FALLS—Page 6 
Wilson Storage and Transfer Co. 


DISPLAY ADVERTISERS 


6 See listing in this section—also display advertising in this and other issues. 


¢See display advertising in other issues—no listing in this Section. 


TENNESSEE 
MEMPHIS—Page 6 


Poston Warehouses 
United Warehouse & Terminal! Corp. 


NASHVILLE—Page 6 
Bond, Chadwell Co. 


TEXAS 
DALLAS—Page 6-7 


The Dallas Trans. & Term. Whse. Co. 
Interstate-Trinity Warehouse Co. 
Koon-McNatt Storage Co. 


HOUSTON—Page 7 


Houston Term. Whse. & C. S. Co. 
Patrick Transfer & Storage Co. 
Universal Terminal Warehouse Co. 


UTAH 
OGDEN—Page 7 
Western Gateway Storage Co. 
SALT LAKE CITY—Page 7 
Security Storage & Commission Co. 


VIRGINIA 
NORFOLK 
¢Norfolk Tidewater Terminals 
RICHMOND—Page 7 
Brooks Transfer & Storage Co., Inc. 
ROANOKE-—Page 7 
Roanoke Public Warehouse 


WASHINGTON 


SEATTLE—Page 7 
Eyres Transfer & Warehouse Co. 


TACOMA—Page 7 
Pacific Stge. Whse. & Dist. Co. 


WISCONSIN 


MILWAUKEE—Page 7 
Hansen Storage Co. 
National Terminals Corp. 
National Warehouse Corp. 


CANADIAN SECTION 


QUEBEC 
MONTREAL—Page 7 
St. Lawrence Warehouse, Inc. 
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Warehouse Section Page 2 California 
LOS ANGELES, CALIF. 


California Warehouse Co. 
Established 1915 


W. E. Fessenden * 1248 Wholesale St. 
Owner and Manager Tel.—Trinity 2211 
FACILITIES: 130-000 eq. ft. steel-concrete const. 
Sprinklered throughout. A.D.T. sys. Ins. rate 
2c. 6 car siding on Santa Fe: free switch. Motor 
oo lat. 16 truck capacity. 

VICES: Pool car distribution. Operating own 
delivery syste’ ity and L. A. Harbor. Tem- 
perature controlled basement storage. Office space 
available. Free parking—convenient and non- 
congested district. 

SSOCIATIONS: A. W. A. Amer. Chain of Whses. 
























LOS ANGELES, CALIF. 
Metropolitan Warehouse Company 
1340-56 E. Sixth St. 


Established 1924 * 
Tel.—Trinity 9861 


1W. H. Tyler 
FACILITIES—270,000 sq. ft.; ag gy reinforced 


Incorporated 









General Manager 
concrete const.; Sprinkler s a alarm 
service. Ins. rate, 11.7. a < on A. T. & S. F. 
Ry.; capacity, 18 cars; free switching. Motor truck 
platform: capacity, 22 trucks, sheltered. 

SERVICE FEATURES—Pool car distributors. 
Motor transport service available. Cooler rooms. 


ASSOCIATIONS—Calif. W. A.: Los Angeles W.A. 











LOS ANGELES 21, CALIF. 
Overland Terminal Warehouse Co. 
Estalished 1931 


Gordon Ross 
Vice Pres.-Mgr. 











Incorporated 


1807 E. ot ic Blvd. 
Tel ya arto 1146 





























FACILITIES—426,393 sq . ae Pesos. steel and 
concrete const.; Floor load, ; Sprink. ye: 
A.D Ins. rate, 10.8c. a Siding’ on Un. 








cap., 25 cars; free switching of competitive trafic, 
Sheltered Motor Plat., 22 truck doors. 
SERVICE FEATURES—Bonded: U. S. Customs. 
Pool car dist. Motor transport service. Cool Rooms— 
cheese, dates, nuts (32-40°); other commodities at 
41° up. Candy storage. Display rooms and offices— 
pom mETs to business district. 

ATED with Crooks Terminal Warehouses 
Inc., Chicwee, Kansas City and New York. 

Watch Display Advertisements on 

Inside Front Covers! 







































LOS ANGELES, CALIF. 
Star Truck & Warehouse Company 


Established 1892 


1855 Industrial St. 
Tel.—Mutual 9141 

RL TTIRG 290000 en, Ly ; Fireproof, aioe. ae 
“ const.; Floor load, 0-600 Ibs.; $ Sprink. 

A.D. T.; Watchmen. x “rate a Te (90 Z) Sidi ing 
on A. T. & S. F.; ad switch, 
SERVICE FEATURES—Licensed, Calif. R. R. Com. 
Very cool Saosaeetiee for candy, etc. Specialize i in drugs, 
eo canned goods, electrical appliances. Pool 
ae: Stine equipment. Motor term. 

D BY—Distribution Service, Inc. 
















LOS ANGELES, CALIF. 


Westland Warehouses, Inc. 
Established 1923 


G G. Franklin * 4814 Loma Vista Ave. 
General Manager Tel.—Lafayette 1101 
as — oe eases sq. ft. Fireproof, reinf. 


. Ins. le per mo. 
eS 9 + ion * 48 cars. Free switch.: A. T. 
ay Ue Fe and P. E. Ample Motor truck 













—. 

AL SERVICES — Pool cars. Daily mot. 
P- to So. Calif. points. Free pickup. 

ASSNS,— A.W. A., C.W.A., L.A.W.A., M.T.A.S.C, 





































- Colorado ~- 


OAKLAND, CALIF. 


Howard Terminal 
Established 1900 Incorporated 
H. D. Muller, Whse.Mer. ID __ 95 Market St. 
W. B. Walten, Whse. Supt. etna 4722 
FACILITIES—Prop. owned; Firepf. brick and steel 















congt.; max. fl. Id. 550 Ibe. ler; pvt pvt. watch.; 
A.D.T.; ins. {2c ta 23ejsidines SP A.T.&S.F., W.P. 
Ry., How 0 cars; free switch; truck plat. 


60 trucks; 4 water yd 400 ft. long, draft 32 ft. 


SERVICE FACILITIES—U. S. Customs bonded; 
pool car distr.; motor terminal; stge., off. and display 
space; Consol idated rail and water carloads. 


MEMBER—A. W. A.; Calif. W. A.;S.F.W.A 










AN FRANCISCO, CALIF. 


Incorporated 


San Francisco Warehouse Company 
647 Third St. 


Established 1899 * 
Tel.—Sutter 3461 


Henry F. Hiller 
Thad Se oes on Continental Warehouses, 625 









President 
sq. ft.; Elec. fire detection sys. 
eo ogpensity Warehouses, Spear & Folsom Sts.; 
oh t. Ins. rate 26c. Fumigation. Railroad 
idings. 


SERVICE FEATURES—Pool car distribution. 
REPRESENTED BY—Distribution Service, Inc. 














DENVER, COLO. 






The Weicker Transfer & Storage Company 


Established 1899 Incorporated 
R. V. Weicker * 1700 Fifteenth 
President Tel.—MA 3221 


FACILITIES—250,000 sq. ft. Fireproof and mill 
construction, sprinkler system. Insurance rate 9.3c. 
Free switching from all rail 

SERVICE FEATURES—Merchandise and house- 
hold goods stored—Pool car distribution—Motor 
freight terminal—Statewidemotorfreightservicedaily. 
eet eae ogg BY—Distribution Service, Inc.; 
American Chain of Warehouses. 

ASSGCIATIONS A.W ~A.3 Cole. Tir. & Whsemen’s Assn. 













WASHINGTON, D. C. 


The Terminal Storage Company of Washington 
Established 1903 Incorporated 
First & K Sts., N. E. 


W. E. Edgar * 
Superintendent 


FACILITIES—10 itive, 243,000 sq. ft. of which 


130,000 sq. ft. is of fireproof sonstoulton. ~~ ¥- 


ya wy Floor load 250-600 1! Sidi . & 
O.R.R. 


2. “eam 20 cars; Motor > tN. 
trucks. 
SERVICE FEATURES—Pool car distributors. Local 


~ oietien lata 
ASSOCIATION—-A. W. A. (Mdse.) 


i ae 









CHICAGO, ILL. 
Currier-Lee Warehouses, Inc. 


Established 1913 
427-473 W.Erie St. 
W. C. Cast le * Tel.—Superior 9066 


FACILITIES—250,000 eq. ae .s heme joist we 
A.D.T. Spri t- 

Ins. 19c. Sidi 
free switch. 
SERVICE FEATU 
term. 


service. S 
ASSOCIATION: 





:. to’ tf.; Ca 
motor pla 


S—A.W.A.(Mdse.); ll. Asse, Mdee, Whamn, 








A Wonderful Service 


“You have been and are providing a won- 
derful service. We therefore use Merchan- 
dise Warehouses for the convenience of 
customers for storing excess stocks or bulk 
goods, and for distribution purposes.” 
—Traffic Manager, Owensboro, Ky. 





District of Columbia - 






















































Illinois Serial Page 299 
CHICAGO 7, ILL. 
Crooks Terminal Warehouses 
Established 1913 + D Incorporated 


433 W. Harrison St. Tel.—Wabash 4070 
Harry D. Crooks, President 





New York Office 


H. J. Lushbaugh, Mgr. 271 Madison Ave. 
Murray Hill 5-8397 





South Side Werehouses—On the Belt Ry. of Chicago 
adjacent to the Great Clearing Interchange Freight Yard. 


Facilities 


. te agen Warehouse, a. ie Ww. fcogstoon ~ 
rec! t) ite main post office): t.; 

isiree ond ielaeend concrete const.; Flow led 306 

Ibs. Siding on C. B. . 

connection. 50 truck 


° Burlington 14th Place Warehouse, yn W. 

14th Pl. (adjacent to downtown district): wy ee 
96 Brick and reinforced concrete const.; Floor loa 
300 Ibs. Siding on C. B.&Q.R.R. 


@35th St. Warehouse, 2704-44 West 35th Street 
Sonera! location, near Chicago Stock Yards), 

Ft.; Brick, mill and concrete const.; 
Floor lead, 300 ibs. 3 Sprink. sys.; Served by Santa-Fe 
—I. C.—PENNA—C. R. & I. and I. H. B. R. Rs. 


@ South Side Warehouses, 5817-5967 W. 65th St. 
\eopesiatly adapted to in-transit storage): 


3 Ca ity 75 care. Tome 
lng don 


- e : —. = qos > const.; bmg <n 
; rin! “go a8 Si oh t Ry 
Se on th own South 


Chi.; pte Hy 60 cars 

Chicago dock. 

2 South Chicago Waterfront Warehouses, 103rd 
it. 


and Calumet River—West Bank: 60, sq. bmg : 
Steel const.; Floor load, 250 Ibs. Siding on Belt R hes 


of Chi.; 50 cars. Water Dock: 
1500 ft. <~ MO te ft. 


Service Features 


Bonded: U. S. Customs; State. Pool car distributors. 
Motor transport service available. Equipment for 


handling any type of vessel or barge, plus storage 
facilities. LCL trap car service. 


Associations 
A. W. A. (Mdse); Ill. Asso. Mdse. Warehousemen. 


Watch Display Advertisements on 
Inside Fi de Front Covers! 





CHICAGO, ILL. 
Griswold-Walker-Bateman Co 


Incorporated 1525 Newberry Ave. 
Roy C. Gris Pres. * Tel cg CANal 3770 
FACILITIES—Prop. owned. (1) 1530S.SangamonSt 
120,000 sq. ft. mdse. & 30,000 cu. ft. cold stge. ee (2) 1524 
5. Peoria $t.+ 150,000 oq. #t. mdse. Both w 
rein. io cones: ; fi. 1d. 250 Ibs.; Sprinkler; ae watch.; 
Oc;sidingonC.&N.W.C&A.Ry.,B.&O., 
; free swi "; cove! deche, 3 2 trucks. 
yy matt as under U.S. Whse. Act; 
py hay r 6 trucks: A ~~ P page pool car 
istr.; tru tge. and office space. 
REPRES' Allied 1 Distribution, Inc. 
MEMBER—A. W. Aa Ill. Assn. of Mdse. 


CHICAGO, ILL. 
Midland Warehouses, Inc. 


1500 S. Western Ave. yr FoschGohed 1906 


FACILITIES—1500 S. Western Ave., 570,000 eq. ft. 
concrete steel const.; 1929 W. 43rd St. 132,000 eq. ft. 
brick, mill const.; 1534 S. Western Ave., 67. 000 oe ft. 
brick, mill const. Ins. rates as low as 4c. All with 
alt Cie bnteoogs 8 a & py m edt. . - 
Chicago R; ct. Ry. 
ctor Truck Platforms. 


SERV vic ce’ te Ample Met U. S. Cust., State, Priv. 
Whee. 


‘ool car dist. Office space to lease, 
LCL Pel freight station on premises. 
MEMBER—Amer. Chain of Tisdewe~d. W.A. (Mdse.) 
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CHICAGO, ILL. 


North Pier Terminal 


In our twenty-fifth year 
509 East Illinois Street 
Tel.—Superior 5606 


WwW. W.H tt S. T. Heff 
Pres.and ge *D Mgr. Whee, Dic. 


Distinctive Location—509 East Illinois 
St., 3 blocks to Michigan Ave., 5 blocks to 
Wacker Drive. Frontage also on new Outer 
Drive, address 444 and 445 Lake Shoré Drive. 
oe space available—in combination with 
ware. 

FACILITIES—1 250,000 square feet mill 
and brick constructed buildings. Sprink- 
lered. Ins. rate 18c. Floor load 335 Ibs. 
34 elevators. C. & N. W. R. R. sidings, 
cap. 125 cars. Free Switch. Truck plats., 
cap. 100 trucks. Water Docks, 2000 feet. 
SERVICE FEATURES—Direct Tunnel 
connection all RRs. Universal Station in 
building for out of town truck shipments. 
Stevedoring service for cargo freight. Barge 
service New Orleans. 

Space leased—offices, storage and light 
mfg. Gen. storage for spot stocks. Storage 
in transit. Pool car distribution. 
MEMBERS:—A.W.A.,; Illinois Asso. Mdse. Whsemn. 


CHICAGO, ILL. 


Soo Terminal Warehouse 
Established 1914 
A B.  Darovic 519 W. Roesevelt Rd. 


moger Tel.—Canal 5740 
FACILIT ES—500,000 eq. ft.; Fireproof, —_ 
cor load unlimited. Low insuran 
Siding: Soo Line; free —-, all lines; 50 cars. 

Truck dock, 18 trucks under roof 

ERVICE FEATURES—Bonded: U. S. Customs, 
State. Peel ad distribution. Candy Storage. Cool 
in summer. for lease with office. Free in and 
oun foie a de ———. 4 all — lines via tunnel. 


Whee. Service. 
ASSOCIATIONS—A. Ww. “ (Mdse.); I. A. M. W. 


CHICAGO, ILL. 
Wakem & McLaughlin, Inc. 


Established 1886 
F. E. Berg * 228 E. Illinois St. 


y & Trea ‘el.—Superior 6828 

FACILITIES —(1) 213-235 Minot St. Mdse. S 
ustoms; stil spirits—gov't 

421-427 E. North Water St. & (3) 352-402 E a) 

Water St. leased space. Total space, 500,000 sq. ft. 

Mill const. Sprinkler sys.; A. D. =" Watchmen. 

Ins. rate 15 %{c. Sidings on C.&N.W 

SERVICE FEATURES—Licensed, U. S. Whee. Act; 

State. Bonded: U. S. Int'l Rev.; Customs. Bottling 

plant for liquors. Pool car dist. ‘Loans. 
ASSOCIATIONS—A. W. A.; Ill. W. A.; Chi. C. of C. 


Dependable Warehouses 


Only warehouses with a reputation for 
good service and with financial refer- 
ences are acceptable in the Warehouse Guide 
and for listing on the Distribution Map. 
Because of the care with which the reco 
of these warehouses have checked, 
THE TRAFFIC WORLD recommends 
them unhesitatingly. 


Indiana 
CHICAGO, ILL. 


Western Warehousing 
Company 


Established 1880 


E. H. Hagel 
Superintendent * 


Incorporated 


323 W. Polk St. 
Tel.— Wabash 6507 


FACILITIES—600,000 sq. ft. Fireproof, 


steel - brick - concrete construction. Floor 
load, 250-300 lbs. Dry Sprinkler system; 
alarm system; private watchmen. Insur- 
ance rate, 17.7c. Siding on Pennsylvania 
Railroad; capacity 40 cars; free switching 
all Chicago lines. Motor platform, capacity 
100 trucks, all sheltered. 
LOCATION—Adjacent to ‘“Loop’”—one 
block from new Chicago Post Office; in the 
heart of the railway terminal and wholesale 
districts. 

SERVICE FEATURES—Bonded, Illinois 
Commerce Commission. Pool car distribu- 
tors. Superior office and storage space for 
lease. Storage restricted to clean merchan- 
dise free from fire hazard 


ASSOCIATIONS—Ill. Whse. Assn.; Ill. Chamber of 
Com.; Chicago Assn. of Com.; Chicago Traffic Club. 


EVANSVILLE, IND. 
Mead Johnson Terminal Corporation 


“WHERE WATERWAY—RAILWAY—HIGHWAY MEET” 
Established 1930 D Incorporated 
J. D. Beeler 1830 West Ohio St. 

Vice-Pres. & Gen. Mgr. Tel.—Dial 7152 
FACILITIES-—Property owned; 90,000 aq. ft.; Fire- 
brick-steel-concrete_const.; Floor load, no 
Tem, rate,14.7c. 

; free switch., 


: Customs; 
State. Pool Car dist. Motor freight terminal. 
REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS—Am. W. A. (Mdse.); Ind. W. A. 


FORT WAYNE, IND. 
Pettit’s Storage Warehouse Co. 


Established 1910 b 
J. i Pettit *H 414 E. Columbia St. 
Manager (Tel.—A-1108) 
ee 50,000 sq. ft. hshid. goods 
‘°' concrete construction: floor 
308.300 Ibs. Property owned. Merch. he 
men. Insurance, ave 25c. 7 ca 


— 
7 cars, N. Y. C. & S StiLR.R.f ice ing. bal 
dock tered—capacity 6 trucks. 
SERVICE FEA RES Poul car dist. Own cartage. 
REPRESENTED BY—Am. Ch. of i 
ASSOCIATIONS—A.W.A., Mayflowe: 

State, County and City taxes for noah i $2.19. 


HAMMOND, IND. 
Great Lakes Warehouse Corporation 


General Merchandise—Storage and Distribution 
Established 1922 Tel.—Ham’'d 3780-81 


E.C. Faure Plummer Ave. & State Line St. 
Vice-Pres. & Mgr. Tel. Vy gon 2200 
FACILITIES —150,000 ft.; Fireproof, concrete- 
steel-brick construction. tion. ‘Siding on IHB RR; located 


within <Aineee switching district; capacity, 50 cars 
set. Transit 


SERVICE FEA RES — Motor terminal on 
ly delivery to Metropolitan Chicago 


suburbe. 
ASSOCIATIONS —A.W.A. (C.S, Div.); Ind. Whemn’s Assn. 


SECTION 


Warehouse Section Page 3 
INDIANAPOLIS, IND. 
Henry Coburn Storage & Warehouse Co. 


Established nal * 21 het ted 
Frank F. Powell, Georgia St. 
E. V. P. & P's Mg. Tel.—Lincoln 643] 
ee tee co cag al 220,000 . 
Slow burning; sprinkler a. in tobacco 

en. Ins. rate ts 14e “(80% ause). Sidin 
on Indianapolis. Union (Belt) R. R.; capacity 18 
cars; free swi all lines. Motor platform: capac- 


distribution. 
ce and offices for lease. 
RESENTED BY—Distribution Service, Inc. 
RSSOCIATIONS—A, W. A. (Mdse.); Indiana W. A. 


INDIANAPOLIS, IND. 
Indiana Terminal & Refrigerating Co. 
Incorporated Est.1910 240S. Pennsylvania SL 
Wm. E. Ready, Sec.-Tr. oe) Tel.—MaArket 4361 
FACILITIES—(1) Prop. leased; 260,000 sq. ft. 
mdse.; rein. conc.; min. 250 Ibs. sq. ft. fl. load; 
rate 10.4c; P.R.R. 8 cars; (2) Prop. owned; 1,337,000 
cu. ft. — = brick and mill const.; max. 225 lbs. 

load; ins. rate 11.1c; on y., 8 cars, 
ag Rete ;sprinkler, pvt. watchmen, A.D. T. alarm, 
free switch., “covered truck docks. 
SERVICE FEATURES—U. S. a bonded. Pool 


car distr. Lease stge., office, display, exhibit space. 
MEMBERS—A.W.A., Assn. Ref f.Whee., Indpls. W.A. 


EDAR RAPIDS, IOWA 
American Transfer & Storage Co. 


Established 1908 


A. G. Keyes kc) 401 First St.,S.E. 
Pres. & Gen’l. Mgr. Tel.—21147 


FACILITIES—Prop. leased; 80,000 sq. ft. mdse.’ 

10,000 sq. ft. cold stge.; fire proof mill const.; sprin- 
kler; A.D.T.; Ins. 20c; siding on C. M. & St. Paul, cap: 
4 cars, free switch.; truck shelter, cap. 6 trucks. Min- 
imum cold storage tem: are 4 35° above zero. 
SERVICE FEATUR! Pool car distr.; cartage 
service, 8 trucks; Stge. and office space, for lease; 
motor term. in warehouse. 

MEMBER—lowa W. A. 


Incorporated 


WATERLOO, IOWA 


Iowa Warehouse Company 
Established 1916 
R. B. Cass 
Vice-president 
FACILITIES—Owned. () 7. 
Cement block const. Siding . G. West. 
city 3 cars. Ins. rate $1. 155. @ & 358. Cam S 
Fireproof, brick const. Siding on ~~ 
capacity 4 cars. Ins. rate 56c. Boiks 40.660 va ft. 
ree switching service. 
SERVICE FEATURES—Complete merchandise 
aes service. Pool car distribution. Motor freight 


rminal. 
MEMBER—National Furniture Whsemen’s Assn. 


Traffic Manager Lauds 
Warehouse Section 


Traffic managers find the “Merchandise and 
Cold Storage Warehouse Section” a valu- 
able service. This Section, restricted as it is 
to warehouses that have been carefully 
investigated as to responsibility and quality 
of service, provides a distinctive service to 
warehousemen and shippers alike. 


An outstanding traffic manager added the 
comment below to his reference report on & 
recent ouse applicant for admission to 


the Warehouse Section. 


“This method of displaying warehouse serv- 
ices and obtaining information places much 
confidence in The Traffic World and is im- 

rtant to mutual interests. It is an excel- 
mt service to shippers.” 


THE WELCH GRAPE JUICE CO. 
(Signed) G. D. Eddy, Traffic Manager. 


Warehou 





Warehouse Section Page 4 Ky. - 
LEXINGTON, KY. 













Union Transfer & Storage Co. 
Established 1919 Incorporated 
0. B. Murphy 


* ket -7030 


FACILITIES—(1) Vine & Gpcing Sts., 

reinforced concrete; Ins. rate 22c. (2) Vine & 
brick & mill const. Ins. rate 55c. Both: Total 
apace | v4 000 sq. ft. Sidings on L. & N. R. R.; free 


RICE FEATURES—Pool ~ 
Motor transport line, 0 wned, 
Louisville, Cincinnati, Harlan, Middleborough "= 
Blue Grass region of Kentucky. 


een 











LOUISVILLE, KY. 


Louisville Public Warehouse Co., Inc. 


W. N. Cox +. E. H. Bacon 
President Vice-President 


or + ogg 1884 
ve hg te 8 sq. ft. for storage of Mer- 
andise, ousehold Goods, Tobacco, Distilled 











Su 
MEMBERS American Chain of Warehouses—Dis- 
tribution Service, Inc.—Am. Whse. Ass'n. 













EW ORLEANS, LA. 


Commercial Terminal Warehouse Co. 
Established 1925 Incorporated 











E. B. Fontaine oo” 404 N. Peters St. 
President Tel.—Magnolia 4877 
FACILITIES—100,000 sq. ft.: Slow burning, heavy 


brick and mill const.: Floor load, 250 Ibs.: Sprink. 
sys.: Watchmen; Ins. rate, 37c Siding on So. Pac. 
SERVICE FEATURES—Bonded: U. S. Customs: 
State. Pool car dist. Bean cleaning grading. 
Reconditioning. Billing. Financing. tage. 
REPRESENTED BY—Associated Warehouses, Inc. 


















NEW ORLEANS, LA. 
Standard Warehouse Company 


Established 1903 
T. E. Gannett * 100 Poydras St. 
Tel. nas 2336 


Owner 
FACILITIES—100,000 sq. “a Hea rick & mill 
const. Sprinkler sys., pvt. watchmen. g hs rate 27.4c. 
Sheltered motor & rail plat., cap. 12 trucks, 
sidin O., cap. 9 cars, free switching. 
RES—Customs & State bonded. 
Pool car dist. Es ally equipped for coffee; 
coffee separating & cleaning; bean i & polish- 
en Son sifting; reconditioning of carg 

REPRESENTED BY——Gee. W. Perking, 82 Beaver St, New Yark iy. 
TIONS—A. W. A.; New Orleans Mdse. W. 









~ Storing Supplies 
and Materials for 
Government Orders 







Shippers are finding increasing need 





for use of warehouse space in storing 





supplies and materials in conjunc- 





tion with national defense orders. 





These shippers rely on warehouses 
in TRAFFIC WORLD'S Warehouse 
Section. They realize that they are 
teliable because of Traffic World’s 


pre-checking requirements. 









AREHOUSE 










































Md. - 
BALTIMORE, MD. 


Camden Warehouses 
Established 1900 Incorporated 
Milton K, Hill yD Camden & Eutaw 

Mgr. & Treas. Tel. Plaza 0400 


pag gag) t= — 4 Units; Property leased: 700,000 
Se Brick-Concrete-Steel const. A.D.T.; Private 
atchman, Sprinkler. 
LOCATIONS—Camden Station,Henderson’s Wharf, 
pny Point Piers, B. & O. R. R. 
SERVICE FEATURES—Pool cars. Motor trans- 
port. Direct rail and water connections. Internal 
ane and ome ~— 


INS.—A. W. A., Md. W. A., ; Distillers’ Inst. 





BALTIMORE, MD. 
Terminal Warehouse Co. of Baltimore 


Established 1893 Incorporated 
C. A. Schauman Sts. 








President 
FACILITIES—6 units. Davis & 
Prop. owned. Bond St., prop. leased. ater d 
400 ft. Dft. 25 ft., 500.000 #q . ft. Brick constr. 
Sprinkler. A. D. T. \Geuiean Ins. 2lc. Siding, 
P. cap. 40 cars. Truck plat., 40 trueks. 


a. ce. 
SERVICE FEATURES—Bonded: Cust. Space and 








ORK, 
C. A. Webster, 52 Vanderbilt Ave.; CHICAGO, Clyde 
Phelps, 549 W. Randolph St. A.W.A.; C. of C.U.S. 


BOSTON, cancaipce MASS. 
Hoosac Storage and Warehouse Co. 


Estabiished 1928 Incorporated 
Howard E. a. Wemyss 


Trea 

FACILITIES —(1) Lechmere 
Fireproof, ‘orced concrete; Sprink. sys. ey 
rate 18. (2) Water St., ‘Charlestown (Ad 

ystic Terminal Co. docks). Bri ane, A. ©. T. 
Auto. fire alarm. Ins. rate 21c (90 
space 108,500 sq. ft. Sidings on B. & M. R. R. 
SERVICE fe peg ag ee State; U. S. 
Cust. (No. 2) Pool car dist. Liquor tame “2G (No. 2). 
REPRESENTED BY—New tral Dis- 
tribution Bur.; Chicago, National "Whos Sen 




















Tel.—TRO. 9608 
-» E. Cambridge, 

















floor 











MINNEAPOLIS, MINN. 
Minneapolis Terminal Warehouse Co. 
Established 1922 4 Incorporated 


618 Washington Ave. N. 201 Fifth Ave. N. 
Whee. No.1 (Tel.—MAin 3568) Whee. No. 2 

FACILITIES—200,000 sq. ft.; Fireproof, brick and 
concrete construction; Floor load 250 Ibs.; A. D. T. 
and private watchmen. Sidin wen Soo Line; capac- 
ity, 16 cars; free switching all 


ice, 50 trucks. Ins. from 16c GOR, Pool car —_ 
prob Pm aay U.S. Cust. bond. Office s 
ED ‘BY—Assoc. Whses., snes 7 aed Vea 














AW. A., Minn.-N.W. 
Owners Aon. 


oe ruck 





T. PAUL, MINN. 
Midway Terminal Warehouse Co. 


Established 1933 Minnesota Transfer 
Tel.—Nestor 1811 2295 University Ave. 


piece al i te sq. ft.; Brick and mill con- 
struction; Floor load 250 lbs.; sprinklered; and private 
watchmen, Siding on Minnesota Transfer Railway; 
aw 7. cara: free switching all lines. Cartage 
Ins. from |6c. (90%). 
SERVICE FEATURES—State, U. S. Cust. bond. 
ce and —Z space. ——e oor a distr. 
REPRESENTED BY—Assoc. ay here t ce ae 
derbilt Av., N. 2 ‘a : a Ww. Rendaint St., C 
ASSNS.—wU. S. C. of C., A.W.A., Minn.-N we 
Minn. Truck Owners Assn. 

























T. PAUL, MINN. 


St. Paul Terminal Warehouse Co. 
Established 1916 - Incorporated 
8th & Locust Sts. Tel.—Garfield 7551 


FACILITIES—307,000 sq. ft.; Fireproof, brick and 
conc, const.; Floor load 25 Ibs. A.D.T. & Private 
watchmen, a Soo one eg free switching. 
Cartage service, 50 trucks, Ins. from | 
SERVICE FEATURES—State, U. S. Cust. bond. 
Office and ant space. Pool car distribution. 
REPRESENTED BY—Assoc. Whscs., Inc., 52 Van- 
derbilt Av., N. Y. 549 Ww. ew ee: 
ASSNS.—U. S. C. of C.. W.A., Ming, -NLW_ A, 
Minn. Truck Own ip tg 
Famous for SERVICE” —from Coast to Coast. 
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KANSAS CITY, MO. 

Adams Transfer & Storage Co. 
Established 1900 Incorporated 
D. S. Adams ¥e —«- 228 W. 4th St. 

President Tel.—Victor 0225 
a tee Fireproof, _reinf. 
concrete. MDY.¢ pa, pvt. watchmen. 


Ins. rate es Sian en KCSRR. Cap. 8 cars. 
Free switch. a. covered, cap. 0 trucks. 
SERVICE FEATURES —Bonded: Customs, Int. 
» State; Lic., U. S. Whse. Act. Pool car dist. 
Stg. ‘™ office space for lease. Mot. Transp. ser. & 
term. Dei? overnight service to approx. 4.000 
towns. In wholse. dist.; near retail dist. & fgt.-depots. 
ASSN S—A.W.A.3 M.W.A.; Traf. Ciub: C. of C. 


KANSAS CITY 7, MO. 


Crooks Terminal Warehouses 


1104 Union Avenue 
Telephone—Victor 2404 


Established 1913 Incorporated 


A. J. Crooks R. F. Wallace 
Vice-Pres. & Gen. Mgr. Manager 


New York Office 
H. J. Lushbaugh, Mgr. 271 Madison Ave. 
Marray Hill §-8397 



















Brokers Warehouse — Security Werehouse 
1104 Union Ave. (Frisco) 1405 St. Louis Ave. (M.P.) 


FACILITIES—3 locations: 322,000 eq. ft.; Rein- 
somes concrete brick const.; Floor load. Fong * Ibs. 
rink. sys. a rate, 9.4c. Sidings on Un. Pac., 
Me Pac. & Frisco R. Rs.; cap., 23 cars; free switch. 
Protected by A. D. T. Burglar Alarm System. 
SPECIAL SERVICES—Bonded; Licensed, U. S. 
act; Customs; State, Pool car dist. 
We gpeatee > pn own large and efficient fleet of motor 
rocks. ms—cheese, dates, nuts and dried 
35° - 60°). Candy Storage. 
TATIONS— A. W. A. (Mase); Mo. W. A. 
Watch Display Advertisements on 
Inside Front Cover. 










KANSAS CITY, MO. 
Merchandise Warehouses, Inc. 


Established 1902 = @)._: 933 Mulberry St. 















FACILITIES—350,000 sq. ft., reinforced concrete 
and vy mill construetion; Sprinkler: Sidings: 
Meo. Pac., Un. Pac., Wabash & Burlington; Track 
capacity: 20 cars; Watchman service and ADT 
protection; Ins. rate: 9.0c. Covered docks — 
tracks. a room. Cold storage. Office spa 

SERVICE TURES—Bonded by Fidelity & : De- 
Ere. Fe Ce. of Md. Pool car dist. Reciprocal switch- 

Free ina > L.C.L. shipments. Financing. 


e-in-transit service. Tr. Dept. 
TATIONS _ ~Raases, Ci City Warehousemen’s 
tiens Warehousemen’s Association. 
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. LOUIS, MO. NEW YORK, N. Y. CINCINNATI, OHIO 
S. N. Long Warehouse Baltimore & Ohio Stores, Inc. Cincinnati Merchandise Warehouses, Inc. 





































——_—_—_—_— 








































a AT Ectabluchad 1908 PIER 21, EAST RIVER Benes L. Bemeer to west Brent | Oo Pert 
FACILITIES 214, 000 eq. ft. Heavy mill and brick: On South St. Adjacent Brooklyn Bridge) FACILITIES — 1) 11-17 E. Front St. I ‘ | 
11 S. Vandeventer, Mo. Pea si 22 cars; Established 1914 5.1c. (2) 7-19 ow, Front Sts Ins. “ane 33. Dy 12 
2) (2) Oth "s Gratiot, Form. R. R siding, 24 care: rec. Arthur J. Tolley * Telephone th houses: Total 000 sq. ft.; heavy mill was 

omen. ‘Two covered motor _ we .. length ‘of bldg. Treas. & Mgr. Dapty <-2008 ae. 7 .= Le “burglar slr ching Sila — 




































ished . 35,000 sq. ft. (Mill tructed floor). pr switching om aig ” 
Louis. atin feat aaa ae ey — SERVICE Pool I cat dis , dist. Special m 2 in handling SERVICE FEATU RES—Bonded: U. S. Cust.; A.B Ef 
foodstuffs and other high grade commodities. MEMBER—A.W.A.: O.W.A. and Cinti. Ware. Club. 


encl. plat. ae a space, ‘approved for storage 
Red Fabel roducts. Motorized power equipment. 
D BY—Distribution Service, Inc 
.; Mo. W. A.; St. L. Mdse. W. Ra 






For information regarding warehouses on the Balti- 
more & Ohio R. R. R. 


Tolley. 
ASSOCIATIONS—A.W.A.; W.A. Port N.Y.; N.Y.W.A. 


—communicate with Arthur J. 0 Repassented Cy Mita 
NEW YORK ALLIED DISTRIBUTION INC. CHICAGO 


i WEST 42ND ST., PENN. 6-0968 1525 NEWBERRY AVE. MONSS: 
































- LOUIS, MO. 






ROCHESTER, N. Y. INCINNATI, OHI 
Rutger St. = Inc. B. R. & P. Warehouse, Inc.| | Cincinnati Terminal Warehouses, Inc. 
. . u ° Established 1914 Established 1924 Incorporated FACILI 
S. J. Lusby D  rat~chestnat| | y C, Lockin ; mens 
» Vin -C. ger King & Maple Sts. Harry Fost 49 Central Ave.| f/St. 516, 
FACILITIES—Maee. Stg. 210,000 oq. fer Cold Stg. *D Tel.—Main 3991-92 Sanael all o Tel. be oe ood 2070 


cu. ft. 








(beer) 8700 cu. ft. Brick-mill constr. Sprink. ae PACILITIES Property owned—100,000 sq. ft. 









































































































ADT Central Sta. innate |< 4 .- rate 2 Fireproof, built-up concrete const. Sprink. sys., 130000 oat ft. 5 theta roe on Bh a C.C.C. % 
ey on Mo. Pac. and Term. R. R. Assn., cap. | watchmen. Ins. 11.8c Siding on B. & O. R. R., ca- sys. Watchmen. Ins. rate 14c. Siding on P. R. R.; lat., 65 
cars, switching. Motor iain cap. 15 a ane 22 cars, os switching. Sheltered motor plat- free switching. Sheltered motor platform. s plat., 
Mississippi River » near Municipal! Bridge. —. ee 0 trucks. Boat dock on N. Y. State SERVICE FEATURES—General; Bonded; Int. sq. ft I: 
SERVICE—Bonded: U. S. Cust.; State. Pool car rated in conjunction with warehouse. ev.; Pool car dist. Drayman. Rotor fet. tecrainal— —— 
dist. Motor freight terminal. Space for lease. SE VICE FEATURES—Pool car dist. Motor fgt. 35 Vines Cold (storage. Traffic problems analyzed. no switt 
REPRESENTED BY: gy yA terminal. Storage & office space for lease. Storage, office, display s Dock, 5 

—St. L. Mdse. W. A., Me. W. A., St. L. C. of C. ASSOCIATIONS—A. W. A.; Rochester T. & W. A. MEMBERA. WA, (Refr.); Ohio W. A. 700,000 
N.Y.C. 
T. LOUIS, MO. AKRON, OHI LEVELAND, OHI 500 ft 
ST. LOUIS TERMINAL WAREHOUSE CO. Cotter City View Storage Co. oo watches 
eta blishe neorporate: Established 1882 Incorporated 
-LaMothe yD 826 Clark Ave. W. Lee Cotter * 70 Cherry St. - ae. 
Vice-President Tel.—Main 4927 President Franklin 3131 T r al W r h C SERVI 
FACILITIES—200,000 eq. ft. Mdee. Storage, (1) 1000 FACILITIES—2 units, 80 ft, Fireproof, ermm arenouse U0.) |... | 
Spruce St., (2) 826 Clark Ave. A.D.T. protected. | | Lriciestecl const (1) Fi lood 350 tbe, AD Teale, ease 
Sprinklered. Ins. rates _ Term. R. R. s Ins. rate 30c av. Siding on B. & O.. 6 cars. General Office ing. Col 
siding. Free a car Cantrall, Sheltered ree switching. Truck plat. cap. 4 (2) Fl. load z 
platform, ci jong. ly located in 250 Ibe Sprinkler sys. Ins. rate 22c. Siding on Foot of East Ninth Street fish, po 
wholesale and ot district. . 8 cars. Free switching. Truck plat. cap. 4. fruits. ( 
SERVICE FEAT tate, U. S. Cust. Bonded. poet ICE FEATURES—Pool car dist., motor frt. Telephone—Cherry 5280 — 
Pool car dist. oe for oom and storage. terminal. Company operated cartage service, ties for « 
REPRESENTED BY—A. C. of W °. Inc. 10 trucks. Storage space for lease. ° 
MEMBER—A.W.A.; Mo. W. A.3 St. Louis C. of C. ASSOCIATIO ir Uinsies, Reena Gite WA. Herbert H. Lederer y D Established 1921| {| MEMB 
President Incorporated 
FACILITIES 































JERSEY CITY, N. J. 





INCINNATI, OHI 

































- i East Ninth St. Pier—The East Ninth Street Ware- 
+ house is located on the lakefront in downtown The 1) 
Harborside Warehouse Company, Inc.| _| The Baltimore and Ohio Warehouse Company} | house, is looated on, the ernie ae | Epon 
Thirty-Four Exchange Place neorporate No bridges or ‘other obstructions requiring tug 
m : . : e * service. 72,000 sq. ft. of fireproof warehouse space Bernar 
On the Hudson River directly opposite New York City Mgr. & Treas. Tel.—Parkway 7646 with 1,000 Ib. P load and A. D. T. Burglar and V.P.& 
Tel.—Bergen 4-6000 Established 1933 FACILITIES—-Dry Stg., 219,000 sa. ft.; cooler stg. Fire S . Served by New York Central with 20 Po 
000 cu. ft. Stone—steel—bric _—wood const. car siding and free switching. Most modern — FACILI1 


——— sys.; central alarm sys.; watchmen. Direct 
rail connection. 12 large freight elevators. 
SERVICE—Pool car dist., reshipping and C.O.D. 
collections. Especially mene to products requiring 
protection from dampness, dirt, heat or cold. Special 
rooms for a chocolate & choc. candies, controlled 


temperature & humidi a 
ASSOCIATIONS—A.W. A.; Ohio W. A.; Cin. W. A. 


R. B. M. Barke, V. P. @D Oficer Haden 3. 
ew w 

Jehn J. Mahoney, T. M. Phone: ihuhe 7-6600 

FACILITIES—3 units—fireproof, brick and concrete. 

Private siding, Penna. R. R. connecting with all roads 
entering 50,000 og, Fes opr Stge.—Mfg. and office 

space 1,650, 7, ft.; sprinkler; automatic fire alarm; 

Ins. rate .099; rail si 20-car capacity; platform 


equipment for handling cargoes of package frei concrete; 
and special seamgree for passenger and cruise ight 


dockings. Offices and display rooms. 

E. 37th St., Northern Ohio Food Terminal ow 
products handled exclusively). 120,000 sq. ft. Fire- 
proof, concrete const. Private watchmen. 24 car 
siding on Nickel Plate, free switching. Sheltered 
17 truck motor platform. 

1236 Broadway—The Broadway Warehouse has 
humidity controlled space for sugar and —_ 
hygroscopic merchandise. 90,000 sq. ft. Fire 
concrete-brick const. A. D. T. private wa — 



























cu. ft., convertible; automatic fire alarm; ins. rate 
6c; brine refrigerator system; temp. range 0 to 50° F.; 
ler room ventilation; humidity control; 20-truck 














15 car Siding on Nickel Plate (connected with main 

Pestana wal itive Seve copesity, Water Dok WANTS RELIABLE fr 

600 ft.; bulkhead draft 25-30 ft. Motor platform. ; Establis 
SERVICE FEATURES Free lighterege, Pool car AREHO SES 1530 Riverbed Ave.—100,000 sq. ft. Fireproof, 
distribution. Rental of Office space. Storage-in- concrete-brick-steel const. Private watchmen. 6 car FACILI 
—. All —— products acce! er -_ —— siding on Erie. 12 truck Motor platform. ft: brick 

te tai ts ° 
Bon: ded space available, American "Export Line “We use the warehouse section for| |SERVICE PEATURES—U. S. — bond) AD 
ne t t t Con- ae ° 
sign tail obi ae ‘to aauser « o Harborside Ware obtaining the names of reliable ware- Pevensie oltas Sean ot Coste and gus. Frank J.| ogi 
house Co., Jersey City, Pennsylvania R. R. Hender- ail : REPRESENTED BY—New bn | Sat Bud te _ an 
son Street tation d houses to handle distribution of pool Tully, 277 Broadway (Wor );_ Buffalo, utomal 
ASSNS.—A. W. ald, St’ge Div.); W. A. Port : : ‘ Lederer Terminal (See adv.}; aa M. H. Finger, } Switchin 
of N. Y.; Mar. ‘tens N. Y. Mer Exch.; Com. & cars. It is rather difficult from dis- 519 W. Roosevelt Rd. (Canal 5742). MEMBI 
Assoc. N. Y.; Jersey City C. of C. 


ASSOCIATIONS—Am. W. A. poll ); Ohio W. A. 





tances of 500 to 2,500 miles to know 
whether all warehouses are reliable 
or are of such financial responsibility 
that we would care to have them 
handle our products. Knowing The 
Traffic World, we feel certain ‘they 
would not allow listing in their pub- 
lication of anything but the best 
warehouses in their class.”—General 
Traffic Manager, York, Pa. 


















BUFFALO, N. Y. 
The Lederer Terminal Warehouse Co., Inc. 


Established 1921 7 Tel. Jefferson 1120 


124 Niagara Frontier Food Terminal 
Herbert H. ee President 
FACILITIES—60,000 sq. ft. roof, concrete- 
brick const. Private watchmen. ‘o> on Erie 
and Nickel Plate RRs., 20 cars. Shelt. Motor 
plat., cap. 14 trucks. ‘Humidity controlled space. 

REPRESENTED BY—New York sity, Frank 
Tully, 277 Broadway (Worth 2.0428 Cleveland, 


~\ veer ); Chi ath H. Finger, 
519 W. Ss See 574. . 













Information in This Section 
Is Right Up-to-the-Minute 


Changes are made from month to month on 
the information in this section. This gives 
you up-to-the-minute data on the ware- 
houses you use and propose to use. Ship- 
pers say that such a service is invaluable 


to them. 
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——— CLEVELAND, OHIO 


National 


Terminals Corporation 
1200 West Ninth Street 


Tel.—Cherry 4170 


f 
A.B. Efroymson €3D 






F. H. Prusa 


Manager 








FACILITIES: Three units. 1200 W. 9th 
St. 516,000 sq. ft. Cold Storage 1,500,000 
cu. ft. Ins. rate 10.7c. 63-car siding on 
C.C.C. & St.L., free switch. Shel. motor 
plat, 65 trucks. 1150 Main St. 30,000 
sq. ft. Ins. rate 58c. B. & O. 21 car siding, 
no switch. Shel. motor plat., 10 trucks. 
Dock, 500 ft. draft 18 ft., 900 E. 54th St. 
200,000 sq. ft. Ims. rate, 35c.° Siding on 
N.Y.C. Shel. motor plat., 9 trucks. Dock, 
500 ft., draft 20 ft. All units fireproof, 
watchmen. Modern handling equipment at 
docks. 

SERVICE: Pool car distribution. Space 
for lease: storage, office, light manufactur- 
ing. Cold Storage: fruits, vegetables, meats, 
fish, poultry and dairy products; frozen 
fruits. Complete rail, truck and boat facili- 
ties for dry and cold storage. 
MEMBER: A. W. A., Ohio W. A. 













LEVELAND, OHIO-———j 
The OTIS Incorporated 
TERMINAL WAREHOUSE CORP. 


Bernard E. Woeste 7 1300 W. Ninth St. 
V.P.& Gen. Mgr. Tel.—Main 7457-58 


FACILITIES—500,000 sq. ft. Fireproof, brick- 
concrete; A.D.T. Sprink. sys. and — burg. alarm; 
watchmen. Ins. rate, “* 3c. Sidings on N. Y. C. & Big 
Four (stop off cars). Free Switch. “Sheltered Docks 
and siding in bldg. Cleveland location. 

SERVICE FEATURES—U. S. Customs bonded. 
Pool car distribution. Motor transport services. 


ffice and Display space for rent or lease. 
MEMBER—O. W. A.; Cleve. W. A.; A. W. A 





| COLUMBUS, OHIC 
The Columbus Terminal Warehouse Co. 


Established 1882 Yr, {negrPorated 


FACILITIES—63-83 Janay ML th 000 sq. 
ft; brick and concrete const. A.D.T. Burglar Alarm 
and A.D.T. Aero Automatic Fire Alarm. New York 
Central Siding; Free switching. 

FACILITIES—416 Dublin Ave.—125,000 sq. ft.; 
brick and concrete const. A.D.T. Burglar yp Rem 
sutomatic Sprinkler. C. & O. Railroad siding. Free 





MEMBER—Allied Distribution, Inc.; Ohio W. A. 








TOLEDO, OHIO——, 













. | Great Lakes Terminal Warehouse Co. 
tion | Established 1927 Incorporated 
wute |. M. Ashenbrenner 321-359 Morris St. 


|V-P. & Gen’l Mgr. Tel.—Main 4231) 
ACILITIES—Dry storage, 150,000 sq. ft.; Cold 
Penge 2.500.000 cu. ft.: Sprink. sya.; A.D. 


nth on Pr 
: TRS Sidi ‘ 
nn TRUCK ings: B. & O. and N. Y MOTOR 


PLAT, city 30 trucks; Sica 
SERVICE F EATURES-U. Ss. 5. Gasane "Bonded 
















ware- 

: ‘ae warehousing and delivery 
Ship- Canes covering Ohio, Mich. & Ind. 

\ tT ITAL—Over $1,000,000. References: Any 
luable dledo Broker, Jobber, Grocer, Trucker, Bank. 








S LARGEST, FINEST, RESPONSIBLE WHSE. 


} WAREHOUSE 

















Pa. * So. Dakota - 


PHILADELPHIA, PENNA. 


Pennsylvania Warehousing 
and Safe Deposit Co. 


Established 1872 Incorporated 


Warren T. Justice > 4 Cor. 4th and Chestnut 
President Tel.—Lombard 3893 
FACILITIES—22 units. Properties owned and 
leased. 1,092,000 sq. ft. Floor load 250 lbs. Conc. 
and slow burn. Part a ie. 4c to 64c. 
Sidings: B. & O., P. R. R., Rea Cap. 40 cars. 
SERVICE FEATURES—Bonded" S. Cust. Pool 
car. Space and off. for lease. Local delivery serv. 
REP. BY—Am. Chain of Whses., Inc., G. W. pei 
Hy Sos New York. A.W.A., P.W.A., W.A. of P. 

























7 PHILADELPHIA, PENNA. 


Philadelphia Piers, Inc. 


Established 1934 
330 Chestnut St. 


TELEPHONES 
E. W. Stringfield Bell—Lembard 9934 
Gen’l Traffic Mgr. 


Keystone—Main 5175 








Facilities 


Five units. Piers 96, 98, 100 South. 25 acres lumber 
yard adjacent. Open Storage. 1,100,000 sq. ft. 
under cover. Reinforced concrete construction. Floor 
load, 300 Ibs. maximum. Part sprinklered. Watch- 
men. Ins. 14.4c to 17.7c. Siding on Pennsylvania 
R. R., Baltimore and: Ohio R. R., Reading R. R. 
Capacity 600 cars. Water dock, length 1,500 ft., 
draft, 30 ft. 





Service Features 





General merchandise storage. Storage-in-transit 
privilege on flour, grain products and other commodi- 
ties. Direct car to shipside service at piers. Lighter- 
age and extra handling eliminated. Import, export, 
intercoastal and coastwise commerce handled with 
speed and economy. 


———PHILADELPHIA, PENNA.——; 
Terminal Warehouse Co. 


Established 1904 Incorporated 


E. V. D. auras * 81 Fairmount Ave. 
Presiden (Tel.—Market 0160) 
FACILITIES (1) N. E. Cor. Front & Brown 
Sts., and 800 Delaware Ave. Fireproof, concrete 
const. Sprinkler sys., A. D. T., private watchmen. 
2).-Eleven other units. Total—al! facilities, 
.940,000 sq. ft. Ins. rates as low as 4c. hesasepest on 
Penna. and Reading RRs., swi 


SERVICES—Customs and Dept. of "Ag. BAI 
bonded. Pool car dist. Motor fgt. term.—own and 
iveries. 

-; A.W.A.; Penna. W.A. 


operate for city & ng ey | 
MEMBER—Distribution Service, Inc 














ITTSBURGH, PENNA. 
Kirby Transfer & Storage Co. 


Established 1898 Incorporated 
J. Lee Kirby 7 2536-54 Smaliman St. 
Treasurer 


Tel.—Court 2463 

planer oe WF My 000 4 > Fireproof, reinforced 

concrete. S — er Ro ~~ J Ins. rate 39.1c. 

a on eapniiig § cars. Location— 
olesale District of City. 

SERVICE FEATURES—Pool car dist. Motor 

Truck Service to points within 30 miles of Pitts- 

burgh by own equipment. 

REPTD. BY—Distribution Service, Inc.; Chicago, New York 

MEMBER—A.W.A.; Penna. W.A. Mdse. W.A. of Pittsburgh 








CRANTON, PENNA. 
The Quackenbush Warehouse Co. 


Established 1894 Incorporated 


219 Vine St. 
(Telephone—6111 
ft. Brick-Steel-Wood 
- Ins. rate 13c. Sidings 
L. & os 3 cap. 5 cars. Motor plat’, 


A. E. Huber 


Secretary 
re - 
—- . rink. oes A 
on D 

cap. 8 aa 
SERVICE FEATURES—Pool car dist. Motor freight 
terminal. F. Post, Drayman. 

REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS—American Warehousemen’s Assn’ 



















































SECTION 


Tenn. ~ 























Texas Serial Page 303 
———SIOUX FALLS, S. D. 
Wilson Storage and Transfer Company 


Established 1930 Incorporated 


, Srna * 110 No. Reed St. 
Man Telephone—6543 
FACILITIES —100,000 sq. ft. Fireproof, reinforced 
concrete const. Sprinkler sys.; private watchmen. 
Ins. rate. 26c. Siding on Chi. & - W.., free switch- 
ing. Adjacent Union Truck Depo 
SERVICE FEATURES—State wy Pool car 
dist. Storage and office space for lease. 
WILSON FORWARDING CO. (Owned and op- 
erated by us)—Features coordinated truck & rail 
—— service. Offices in Chicago, St. Louis, Minne- 
Omaha, Sioux City, Huron and Rapid City. 


















































MEMPHIS, TENN. 










Poston Warehouses 
Established 1895 
W. H. Dearing 


P. O. Box 2562 
General Manager * 


671 S. Main St. 
Telephone—8-5134 
FACILITIES—52,000 sq. 
const. 


ft.; mill-brick-concrete 
Sprinkler sys.; A. D. T.: ZA> Ins. 

rate 12.6c. —— on I.C. & St. L. S. W. Rys.; free 

switching. Sheltered Motor plat. 

SERVICE FEATURES—Bonded privately. Pool 

car dist. Local cartage, P. U. & D. service. Storage, 

billing and collections. Office space. 




















MEMPHIS, TENN. 
United Warehouse & Terminal Corporation 


Established 1930 JK iss Calhoun Ane 
FACILITIES—(1) 137 E. Calhoun Ave.; (2) 138 
St. Paul Ave. 110,500 sq. ft. Brick and mill const. 
Sprinkler sys. Ins. = (1) 15.2c; (2) 18.7c. Sidings 
on-N.C. & St.L. and L. & N. free switching rail and 
barge lines!.; Sheltered motor "platform. 
SERVICE FEATWRES—Excellent facilities for Pool 
car dist. Motor frt. term. Office and desk space. 
In center of wholesaling and jobbing dist.—con- 
venient to rail, vy; and express depots. 
REPRESENTED BY—Distribution commen Inc. 
ASSOCIATIONS —A. W.A.; Memphis W. A 















NASHVILLE, TENN. 
Bond, Chadwell Co. 





Established 1905 


E. M. Bond *D 1625 Broad St. 
President Telephone—5-4153 


FACILITIES—100-124 First Ave., N. 40,000 sq. ft. 
on reinfor concrete. Floor load 250.500 
Ins. rate 19.4c. Siding on Tenn. 0 cap. 
é cars: free switching. Sh wag! “— lat., se 
5 trucks. Water dock: Length oo y ft 9 
— FEATURES—Pool car cp hg Stor- 
opp sad office space for lease. Located in center of 
ashville wholesale district. 
MEMBER—Am. Chain of Whses.; A. W. A. 


Incorporated 


DALLAS, TEX. 
The Dallas Transfer & Terminal 
Warehouse Company Inc. 














2nd Unit Santa Fe Bldg. > Established 1875 


Fireproof Warehouse Construction — Minimum 
Insurance Rate—Merchandise and Household Goods 
Storage—Office, Display and Warehouse Space. 
Operators of: H.& N. T. Motor Freight Lines— 
Lone Star Package Car Co.—Dallas & Ft. Worth 
Motor Freight Lines. Agent Allied Van Lines. 
REPRESENTED BY—American Chain of Warehouses 
Sidings on Santa Fe; free switching from all lines. 




























DALLAS, TEX. 
Interstate-Trinity Warehouse Co. 


Established 1913 Incorporated 


R. E. Abernathy >. ¢ 301 N. Market St. 
President Tel.—C-6155 
FACILITIES—Prop. lenbeds 150,000 sq. ft. Firepf. 
brick and conc. const. 300 Ibs. aociebiores- 
Pvt. watchmen. A. D. T. . eee 4 On M-K-T., 
6 cars. Free switch. Shit. motor dock. 12 trucks. 
SERVICE a .o bonded. Pool car. 
Stge. Off. Me for a Cartage serv., it 
and traffic super. 
<p eee reports. Monthly i” 
RESENTED BY—Allied Distribution, Inc. 
MEMBER A W.A.; National Furn. Whee. Assn. 

























































WAREHOUSE 
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DALLAS, TEX. 


Koon-McNatt Storage & Transfer Co. 


Established 1929 Incorporated 
O. M. Koon - 911 Marion St. 

President or 1100 Cadiz St. 
pane mgr te md ft. Fireproof; brick- 
conerete cons’ “Brivate watchman. 
epee s rate Te. —— — & [a 

tor 
wwe hy ym capacity cars. Mo orm, 

SERVICE FEATURES—State bonded. Pool car 
distribution. Motor transport i vailable. 
Cartage service. Pick-up and delivery service. Air- 
conditioned office space. 


Houston Terminal Whse. & Cold Storage Co. 
Established 1926 Incorporated 
T. M. Smith 701 N. San Jacinto St. 
Pres. & Gen. Mgr. Tel.—Preston 7151 
FACILITIES: wd Stge., 300, = sq. ft. Cold Stge., 
750,000 cu. ft. Fire einforced concrete. 
Sprinkler, ADT, wat Y ‘ca stge., 10c; 
cold pe a 16c. Siding on S. Pac. R. R. 
FEATURES: coterie bonded. Pool car 
ro Local cart artage. Fe Pvt. parking lot for customers 
a temp. range;:—10° to 40° 


Ce oT Warten fruits, ang 


BY: 
MEMBER: ees T. Assn., Heusten as Wheeta? . _ 


patrick Transfer and Storage Co. 


Established 1900 
1117 Vine St. 


Fisher G. ~ auntie «xD Tel —Preston 0111 


wner 
FACILITIES—(1) Municipal Dock 4, Turning 
Basin: sq. ft.3 crete const. Sprink. sys.; 
A. D. T.; Watchman. Ins. rate 8c. Siding cap. 72 
cars; free switch. Sheltered motor plat. ater 
Dock; length 500 ft.; —_ = ft. ¢2) 1117 Vine St.; 


25,000 sq. ft. Sidin: 
SERVICE FEAT URES—-Bonded: (1) U. S. Cust.; 
rt service. 


State. Pool car dist. Motor trans 
Owners Lone Star Package Car Co., Houston Div. 
REPRESENTED BY—Asseciated W Inc. 


HOUSTON, TEX. 
Universal Terminal Warehouse Company 


Established 1924 Incorporated 
L. L. Schwecke * 1002-8 Washi Ave. 
Pres. & Gen. Mgr. (Tel.—Preston 2381) 
te ag perce er eq. ft. Fi . reinforced 

& concrete. Re .. A. D. T.. watchmen 
Ins. rate, igs. Siding on So. Pac., cap. 7 cars, free 


tered to te, 18 trucks, 
SERVICE FEATURES aes vist, U.S 


ustoms. 
State. Pool car distribution. — transport service. 
and sto’ for lease. 


REPRES 
ASSOCIATIONS —A. W.A;:S. W. W. & T. A; 
Houston W. & T. A. 


GDEN, UTAH 
Western Gateway Storage Co. 


Established 1927 


Ww. D.B 390 Exchange Pla 
General ll TsI.—Exchange 199 


oy ple ge Stge. 70,000 eq. ft. Cold Stge. 
ft. Brick-concrete const. Floor load, 
450 Ibe. ADT watchmen. Ins. rate, 39c. piding 


Union Ry.; cap. 9 cars; free swi 
Sheltered motor platform. M 
warehousing in all b: 


storage 


Operating — warehouses throughout the Inter- 
mountain Wes 


Warehouse Section 
Is of Value 


‘The Warehouse Section is of value to 
those who warehouse their products” 
—Traffic Manager, Meat Packing Com- 
pany. 


- Virginia 


- Washington - Wisc. 


LT LAKE CITY, UTAH 
Security Storage & Commission Co. 


Established 1905 Incorporated 1906 


H. L. Love 230-40 S. 4th W.St. 
Manager (Tel. Wasatch 6493-4) 


lease basis. 
SERVICE Bonded a 
eile ge agree Be wengebole 
Secretarial accommodations. Private pat i: 
able. 


. Motor transport a reight 


terminal adjoining. Largest shippin ed. 
er’ a ts area serv: 
FEATURES—Specialize in handling of food 


ASSOCIATIONS: A.W.A.(Mdse.), Utah Whsmn. Assn. 


Brooks Transfer & Storage Co., Inc. 


Established 1878 


C. Fair Brooks * 1224 W. Broad Street 
Sec.-Treas. Telephone—5-1731 
cA r tins —~<t 1224 W. Broad St., fireproof; 
(2) N + em bontuns wth y Be epace. 
. Ins. rate, 42c. Sidi 


for lease. N. Pw W.A.; SOWA. 
REPRESENTED BY—Brooks Transportation Co. 
in New York, Philadelphia, Lynchburg. 


Roanoke Public Warehouse 
Established 1926 
>. Johnston 369 W. Salem Ave. 
Executive Telephone—6207 
PReLintes ES—Mdse. Stg. 47,000 sq. ft.; Cold stg. 
20,000 cu. ft. Brick-mill const. Sprinkler ove fire 
tt. connection; watchmen. Ins. rate 36c. Siding 
on Nor. = West.; cap. 7 cars. Free switching. Shel- 
atform, cap. 35 trucks. 
— car dist. S 
t. te 
Com; ee “ny ist. ser. Opera 


Fe ew lines. 
hn. of 


REPRES Whses.; Myfir. 
RSSOCIATIONS Am. W W. \ So. W. A. 


ce for 
oanoke 


EYRES 
TRANSFER & WAREHOUSE CO. 


2203 First Avenue, South 
Telephone—ELliott 0350 


re ngs = ng company owned units—220,000 sq. 

teel construction. Fire- 

T. Floor load up to 350 lbs. 

t e iT} > (unit 2). Sid- 

capacity— 

hail tate ate ae och 

BONDED—U. S. Customs; State Liquor Control 
Board. Licensed under U. S. W ouse Act. 

SERVICE FEATURES—Pool car distribution. 

Company — a e—50 trucks. Storage and 


— 
REPRESENTED BY—American Chain of Whses. 
MEMBER—A. W. A.; Wash. State W. A. 


SECTION 


Canada Warehouse Section Page] 
TACOMA, WASH.-——— 


Pacific Storage Warehouse & Distributing Co., Ine, 
Matt Newell, President 


* 


FACILITIES—50,000 sq. ft. Brick const. Siding 
on Nor. Pac. Ry., capacity 6 cars, free switching. 


SERVICE FEATURES—Bonded; Pool car dist. Our 
own motor service in connection with warehouse. A 
complete merchandise warehouse service. 


ASSNS.—A.W.A.: Amer. Ch. Wh.: W. St. W. A, 


MILWAUKEE, WIS. 


*D T. L. Hansen 
President 

Established1904 126 N. Jeffersen St, 
Incorporated Tel. Daly 5770 

FACILITIES—18 warehouses: 436,000 ny ft. Slow 

burning, mill i. > Floor load, 150-600 1 Ibs.; 


Sprink. eras &. ;. Watchmen. oe rate, 20.7c. 
(min.) 50-Car side a 77 C. & N. W. Water dock: 


RES—Bonded: U. S. Customs; 
ist. Motor truck terminal. 
—American n of 


C 
houses, New York. Tel. Plaza 3-1234; Jnterlae 
Terminals, New York, Tel. Lexington 2-11 


MILWAUKEE, WIS. 


National Terminals Corp. 
Established 1929 Incorporated 


Willis Warren *D 954 S. Water St. 
Manager Tel.—Mitchell 5645 


ae einingggs Tagore ft. Pemenal, concrete. 
en. Ins. rate, 3ie. Siding on C 

65 ears. Motor plat., cap. 20 trucks. Water dock, 

Length, 1400 ft., draft 21 ft. 


SERVICE FEATURES—Bonded, State. Pool car 
distribution. Automobile handling. Motor terminal. 
Stevedoring. 


MEMBER—A. W. A., Wis. W. A., Milw. W. A. 


MILWAUKEE, WIS. 
National Warehouse Corp. 


531 S. Water St. 


steal cone concrete- 
Siding onstruction. 
N. W., 20 

—- ne Necuded. 
mplete whsing. and 


tribution service. 


Associated Warehouses, Inc. 
A Solid Block of 
Responsible 
Warehousing. 


*D 


Canadian Section 


The Canadian warehouses listed here have 
been subjected to the same careful in- 
vestigation that assures listing of only those 
warehouses that are known for their integ- 
rity. They merit your complete confidence. 


MONTREAL, CANADA———_; 


SCLAWRENCE WAREROLS INC. 


B-VAN HORNE AVENUE, MONTREAL, CAS NADA 
; sera 0,000 99. ft. Fireproof 


Ins. rate 

8 siding on 

Bigs = => Se "he evatch. 

Services: Canadian Cust. 

Bonded. Pool car dist., 

cartage service. impor ® 
=. Trafhic 

toms Service. Sales: Frank 

\. Tally, 277 Bro»dway. 


jew York. 





February 3, 1945 


Your Post War 
Competition 


for Traffic 
le 


»orated 


ter St. 
ell 5645 


oncrete, 
.N. W., 
er dock, 


Pool car 
rerminal, 


a 


orp. 
ter St. 
oncrete- 
ruction. 
1. W. 
Bonded. 
sing. and 
ervice. 
tative: 


LASALLE 


EXTENSION UNIVERSITY A Correspondence Institution 


Dept. 295-T, 417 S. Dearborn St., Chicago 5, Ill. 


I want to know if, and how, you can help me prepare now in my spare time for the 
keener competition for Traffic jobs after the war. Please send me your free booklet 
“Trafic Management—the Fast Growing Profession” and full information about your training. 


aReN 


b 2-0428 





WHERE AMERICAN AIRLINES’ 
AIRFREIGHT SERVICE IS AVAILABLE 


American Airlines’ 


AIRFREIGHT saa. 


Americon Airlines’ 
International Air Express oe 


Plan for Postwar Use of 


AIRFREIGHT 


Let Our Research Staff Help You 


MERICAN AIRLINES’ Airfreight presents unprece- 
A dented opportunities for profitable new market- 
ing and merchandising. This air shipping service, 
designed for economical everyday use, opens the way for 
the projection of new commodities into new markets. 
It can increase the value of many established commodi- 
ties by getting them to market at air speed—and at low 
cost. In many cases it makes possible reduced packaging 
costs. It can decrease spoilage of perishables; eliminate 
the necessity for large inventories, and cut warehousing 


AMERICAN AIRLINES 2. 


costs. These are but a few of the limitless possibilities. 

Airfreight is currently available—although essential 
war traffic has priority, of course. Airfreight sales engi- 
neers and Airfreight’s research staff are ready to show 
you how it can work for you. 


Plan now—test now—the use of Airfreight in your 
postwar market! 

For complete information about how to use Air- 
freight to and from Mexico, write Airfreight Division, 
American Airlines, Inc., 100 E. 42 St., New York 17, N.Y. 


ste ccoreegereeeceneneempecmmmemecempmmreters rerern cam 


THE NATIONAL AND INTERNATIONAL ROUTE OF THE FLAGSHIPS 





